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& a a heari 
The rubber hitching post on Main Street 
ifirst 
As compressed air in that slender hose sets the brakes, farms, orchards, mines, forests and factories. By efficient single 
roundhouse mechanics will give this 250-ton Northern service to shippers and travelers, we have a part in making 162 j 


Pacific locomotive a whirlwind going-over . . . cleaning, Main Street’s future brighter still. 
greasing, adjusting or complete overhauling. proce 


NORTHERN PACIFIC RAILWAY mane 


These ‘‘hitching posts,” symbols of train-maintenance on 
the Main Street Of The Northwest, are part of a vast back- a TH S 
stage world in railroading... a world of locomotive pits, C4 & 
roundhouses, turntables, car shops; plants fully equipped to (+) ] 
provide everything from upholstery tacks to driving wheels. r J Zz 
Year after year, N. P. invests huge sums in new, ultra- 
modern shop facilities. 


SE 









All of this is a gilt-edged investment in the community we : Mi LT 
call Main Street. In three-quarters of a century, we have == Cat WS _ Blanc 
seen this region grow from wilderness to a rich domain of m : 
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At first glance, it would seem to be a simple thing 
® that the Commission has set itself to decide on the 
basis of hearings and arguments to begin before it on 
Monday, May 6—namely, the question as to whether or 
not it shall permit the rate increases proposed by the 
railroads in Ex Parte 162 to go in effect on May 15 with- 
out further hearing, with the proviso that it will make 
‘such adjustments as it may see fit in an investigation 
lof the resulting rates afterwards. 


If that were all to be involved in this hearing and 
argument, the whole matter might be disposed of in a 
| day or two. As most interested individuals and groups 
isee it, the matter of permitting the increases to go in 
« \effect without hearing is one of law—one for argument 
rather than hearing. Such a question can be resolved 
without a lot of testimony; we think it can be answered 
‘even without much reflection. 


But the matter to be considered is complicated by 
the fact that the Commission has coupled with that sim- 
ple question the more complicated one of what it should 
do with the Ex Parte 148 increases, now under sus- 
pension and due to expire six months after the formal 
ending of the war. 


It will be remembered that, when the Commission 
first suspended the Ex Parte 148 increases, in April, 
1943, it did so only after full hearings on a ‘‘show cause” 
‘order which placed the burden on the railroads to show 
why they should remain in effect. It seems obvious to 
us that the Commission cannot now lift the suspension 
and permit the Ex Parte 148 increases again to go in 
, jeffect, on the one hand, or cancel them entirely and 
close out the case, on the other, without similar full 
hearing and consideration. 


What that means is that the hearings which, on 
first plance promised to be short and simple, on the 
fficient \single question of immediate application of the Ex Parte 
making |169 increases, will more probably develop into general 
proceedings on the question of the reapplication or per- 

NAY manent cancellation of the Ex Parte 148 increases. 
ER The linking of the Ex Parte 148 question with the 
| mew Ex Parte 162 application develops complications in 
_ ther directions also. It tends, in some instances, to 
! ws anomalous stated positions on the two proceed- 

ings by the same parties. 

: The National Industrial Traffic League, for in- 
: Stance, is now in a rather contradictory position. It has 
-_ Stated unequivocably, in its reply to the Ex Parte 162 
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Complicating a Simple Issue 


petition that, with reference to the May 15 application 
of those increases, “it would not be within the proper 
discretion of the Commission to commit itself not to 
exercise the suspension authority and duty imposed 
under section 15(7) of the act,” and urges the Commis- 
sion to deny “the summary relief sought in the railroad 
petition.” 

That position is clear enough. It ought not take 
a lot of witnesses and lawyers to set it before the Com- 
mission. The trouble is that, in its order setting the 
hearing on the question covered by the league reply, 
the Commission also reopened the Ex Parte 148 ques- 
tion. On that, too, the league is clearly on record. 

When the question of continuing, cancelling or sus- . 
pending the Ex Parte 148 increases was before the 
Commission, early in 1943, the executive committee of 
the league, meeting in Chicago, reaffirmed the position 
the league had taken at its St. Louis meeting a year 
earlier, preparatory to the original hearings in that 
case, which was that “in view of the emergency a gen- 
eral increase in rates, fares and charges be endorsed in 
principle as a temporary measure of such relief without 
expression as to the amount, measure and form 
thereof.” 

At its January, 1943, meeting, on the question of 
continuing, cancelling or suspending the increases, the 
league’s executive committee added to its reaffirmation 
of that position the statement that “‘the league has no 
objection to the continuation of all or such part of the 
Ex Parte 148 increases as the Interstate Commerce 
Commission may determine appropriate under present 
conditions to provide and maintain an efficient transpor- 
tation system under private management.” 


HAT POSITION or policy statement of the league 

remains on its record unchanged. Considered alone, 
the Commission might well accept it to mean that the 
league now has no objection to the lifting of the suspen- 
sion from the Ex Parte 148 increases. The executive 
committee statement quoted above does speak of “pres- 
ent conditions,” but those now obtaining are in the 
nature of an emergency as much as they were in 1943— 
at least from the viewpoint of the railroads. 

The fact that the present hearing before the Com- 
mission was set to begin at Washington simultaneously 
with the meeting of the league’s executive committee 
at Chicago, with the membership meeting to follow on 
the next day, means that league counsel will appear 
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-.e« HOW TRAILERS STOCK STORES 
AND STEP UP HOME DELIVERIES! 


F YOU buy Junior a bed, Mother a rug or make any 

sizeable household purchase at one of the 4 Mont- 

gomery Ward stores in the Detroit area, your goods 
are delivered in a Fruehauf Trailer. 


A fleet of 40 Fruehaufs* works constantly to keep 
goods flowing to warehouse .. . to stores . . . and to 
homes within a radius of 70 miles. The larger Trailers 
haul merchandise to warehouses and keep retail dis- 
plays well filled. Usually you'll find one or more of 
these Vans parked at store docks being unloaded. A 
like number are at the warehouses for loading. 


Trucks are never idle. As rapidly as a Trailer is 
loaded, a truck is coupled and off it goes to the store 
where the Trailer is “spotted”. The truck is then de- 
tached, coupled to an empty Trailer and returns. 


In addition, the Trailers handle 
home deliveries. Each evening, the 
day’s sales are loaded into the 
Trailers at the warehouse. When 
the drivers arrive in the morning, 
there’s no waiting for loading. They 
leave immediately. 


Safety awards won by 
the drivers in the 
J. E. Bejin Fleet. 


DO TRUCK OPERATORS PAY FOR THE USE OF THE HIGHWAYS? *¥ 


% Commercial vehicle operators not only pay their share for road * 
building and maintenance—but overpay yearly from $5 each M 

ova for small farm trucks up to $287 each for truck-trailers of over ova 
5-ton capacity. Reports show that from 1925 to 1943 almost 2 

*¥ billion dollars has been taken from highway tax funds and 

4% used for other purposes. 
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Up narrow streets and village lanes these double- 
jointed Vans are maneuvered with ease. The drivers 
will tell you they turn in the same radius as the short 
trucks which pull them. 


J. E. Bejin, owner of the fleet, states, ‘To maintain 
the kind of service Wards demand, we couldn’t handle 
the job as well with anything but Fruehauf Trailers.” 

Should you have a hauling problem—either local or 
long distance—the nearest Fruehauf man will acquaint 
you with the Trailer story. It’s most probable his 
advice will save money for you. 


*Owned and operated by J. E. Bejin Cartage Company. 


World’s Largest Builders of Truck-Trailers 


FRUEHAUF TRAILER CO., @ DETROIT 32 


8 Factories—60 Factory Service Branches 


Cxgincered Chanopoildlion’ 
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before the Commission next Monday with two league 
statements of policy in his figurative pocket that are, 
to say the least, not quite consistent. 

On the one hand, his instructions are to tell the 
Commission that the league doesn’t want the Ex Parte 
162 increases to go in effect without full hearings, and 
on the other, to tell the same body that the league has 
no objections to a resumption of the Ex Parte 148 in- 
creases, in whole or in part, as the Commission “may 
deem appropriate.” 

Apparently the first matter of business to be faced 
by the league’s executive committee next week is the 
clearing up of this anomaly. We doubt very much 
whether its membership would reaffirm its position on 
the Ex Parte 148 increases even were they not now 
faced with the new Ex Parte 162 proposals. 

At any rate, some new expression should be formu- 
lated by the league as promptly as possible, if only to 
avoid embarrassment on the part of those of its repre- 
sentatives who will be at the hearing and who, in the 
absence of some clarifying action, will probably have 
to meet some embarrassing questions from the bench. 


Rail-Labor Cases: A Recapitulation 


Now that the procedures of the railway labor act 

have been followed through to the end in several 
cases, it may be interesting to pause a moment and 
recapitulate just what has been accomplished. 

Fifteen operating unions, having agreed to arbitra- 
tion, after negotiation and mediation, received from an 
arbitration board an award of a 16-cent hourly increase, 
as compared with their original demand for a 30-cent 
increase. They have signed contracts at the increased 
scales and have received checks for the increase dating 
back to January 1 of this year. They have also filed 
new wage demands for an additional 14-cent increase— 
presumably the difference between what they wanted 
and what the arbitration board, appointed with their 
agreement, said they should have. Net accomplishment, 
so far as settling the dispute is concerned: nothing. 

Three operating brotherhoods also agreed to arbi- 
tration after negotiation and mediation failed. The 
history of their case follows closely that of the non- 
operating unions, except that they were a bit more 
reluctant to accept the awarded 16-cent increase (also 
retroactive to January 1), and have not as yet filed 
demands for additional increases, although such filings 
were expected before the end of the week in which this 
was written. Net accomplishment: nothing. 

Finally, two operating unions, the Brotherhood of 
Railroad Trainmen and the Brotherhood of Locomotive 
Engineers, declining arbitration, following breakdown 
of negotiations and mediation, took a strike vote and 
set a strike date, which was postponed only because the 
railway labor act requires maintenance of the status 
quo while a fact-finding board is working and for thirty 
days after it hands down its recommendations. The 
fact-finding board recommended for those two brother- 
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hoods exactly the same increases awarded to the other 
eighteen unions by arbitrators—16 cents an hour, retro- 
action to January 1. 

To the extent that the results of fact-finding are, 
in the terms of the railway labor act, recommendatory 
only, as contrasted with the agreement of the other 
unions to accept the awards of their respective arbitra- 
tors, the action of the trainmen and engineers in refus- 
ing to accept the fact-finding recommendations at least 
lacks the unsportsmanlike tinge of the action of the 
other unions. 

Further, the trainmen and the engineers now hold 
the whiphand among the unions, because they may 
under the law reinstate their strike date after thirty 
days have elapsed from the date on which the fact- 
finding board handed its recommendations to the Presi- 
dent. They have already done that, setting the earliest 
lawful date, May 18. 

They are now in new conferences with railroad 
management. One who is inclined to bet on a sure thing 
would be wise, we think, to wager that the new confer- 
ences will result in increases higher than those recom- 
mended by the fact-finding board. This is what has 
happened in each earlier general case that has gone to 
fact-finding. The threat of a strike by the trainmen 
and engineers is exactly as serious a threat to the con- 
tinuance of railroad operation as it would be were the 
other eighteen unions participants. 

Here, then, the accomplishments of following 
through the long processes of the railroad labor act are 
also exactly nothing. 

The heads of the trainmen’s and engineers’ brother- 
hoods, however, will not agree with us. They will insist 
that something has been accomplished, and from their 
point of view they are right. While the other eighteen 
unions who entered into arbitration agreements with 
their fingers crossed now must go through the whole 
process again before they can swing the strike club 
threateningly, the trainmen and engineers are in a 
position to force the issue. Henceforth their strength 
and influence in the field of organized railroad labor 
will be paramount. 


And we might add that there has been another ac- 
complishment—albeit a negative one. After what has 
happened in the two arbitration cases, arbitration on a 
national scale in railway labor disputes is thoroughly 
and permanently dead. 


SOUTHEASTERN MERCHANDISE WAREHOUSEMEN . 


The first gathering of the Southeastern Merchandise Ware- 
housemen’s Association since 1942 will be held May 10 and 11 
at the Roosevelt Hotel, Jacksonville, Fla., according to Theodore 
F. King, manager, Arrow Transfer & Storage Co., Chattanooga, 
Tenn., and president of the association. Among the major 
topics for discussion will be legislation, regulations pertaining 
to merchandise warehousing, rates, tariffs, materials handling, 
record keeping, construction, and insurance, Mr. King said. 

Clem Johnston, Roanoke Public Warehouse, Roanoke, Va., 
president of the Merchandise Division, American Warehouse- 
men’s Association, and chairman of the merchandise warehous- 
ing industry advisory committee of the Office of Price Admin- 
istration, will lead the discussion concerning O. P. A. regula- 
tions. The association encompasses Virginia, West Virginia, 
Kentucky, North Carolina, South Carolina, Tennessee, Georgia, 
Alabama, Mississippi, Florida, and the city of New Orleans. 
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1945 Railroad Freight Claims 
Rise 31.9 Per Cent Over 1944 


Freight Claim Division of A. A. R. reports total claims 
paid in 1945 at $78,791,370. Nearly half of increase 
attributed to unlocated loss of freight in packages. 
Delay damages nearly triple while those from fail- 
ures of protective services decline 


Total payments for loss and damage to freight reported 
to the Freight Claim Division of the Association of American 
Railroads in 1945 were $78,791,370. This was something below 
estimates made sixty days ago, but was still $19,035,034, or 
31.9 per cent above the $59,756,336 paid in 1944. 

The report of the year’s claim payments, made by the di- 
vision, shows that nearly half of the increase, or $9,763,957, was 
caused by unlocated damage to freight in packages. Total 
claims paid for damages from that cause in 1945 were $37,- 
045,503, or 35.8 per cent over the $27,281,546 paid in 1944. 

The increase in claims paid for loss of entire package was 
41.7 per cent, rising by $2,119,248, to $7,201,954 in 1945, over 
the $5,082,706 in 1944. In point of dollar increase, next on the 
list were claims resulting from concealed damage, which went 
up $1,802,718, from $7,096,082 in 1944, to $8,898,800 in 1945, 
or 25.4 per cent, and claims for damages caused by delay, 
which rose $1,614,228, from $834,793 in 1944 to $2,449,021 in 
1945, or 193.4 per cent. 

In percentage increase, claims caused by delay were high, 
followed by loss of entire package, 41.7 per cent: theft of en- 
tire package, 38.1 per cent; theft of other than entire package, 
35.6 per cent; unlocated loss from bulk or packages. 34.8 ver 
cent; defective equipment, 34.2 per cent; train accidents, 29.4 
per cent; concealed damage. 25.4 per cent, and flood, fire and 
marine loss and damage, 23.7 per cent. 

By causes, the best record for the year was made in claims 
paid for damages due to failures of protective services. Those 
paid for damages resulting from improper refrigeration and 
ventilation actually showed an improvement, the total for 
1945 beine $526.120, which was $71,640 or 12 per cent better 
than the $597,760 paid in 1944. Claims for damage resulting 
from freezing or heater failures rose only 3.3 per cent, by 
$10,953. from $330.196 in 1944, to $341.149 in 1945. 

Other low percentage increases included unlocated damave 
to freight not in packaves, 4.1 per cent: concealed loss, 15 
per cent; improper handling in trains, yards and stations, 15.5 
per cent, and errors of emploves, 16.3 per cent. 

By commodities, new furniture tonned the list in the amount 
of claims naid. the total being $5.818.738. divided between car- 
load, $1,158.240 and less-carload, $4.660.498, and representing 
7.4 per cent of all claims paid. Fresh veretables came next, 
with a total of $5,585,103, of which only $17.738 was on Jess- 
carload shipments. It represented 7.1 per cent of the total. 
Other commodities which caused large pvercentages of the total 
payments. included ale, wine, beer, alcoholic liquor and mineral 
water, 6.6 per cent: fresh fruits, except citrus, 4.7 per cent; 
fresh citrus fruits, 3.5 per cent; grain, 4.6 per cent, and live 
stock, 3.8 per cent. ‘ 

Of the total, 70.1 per cent of all claims, or $55,220,285, 
were paid on carload freight, and $23,571,085, or 29.9 per cent, 
on less-carload freight. ; 

Summarized by causes, claims paid for the loss of freievht 
were $15,276,489, and represented 19.4 per cent of the total 
payments. comnared with 18.5 per cent in 1944; for damage to 
freicht. $61.065.860. or 77.5 per cent of the total, comnared with 
80.1 per cent in 1944. and for delay, $2.449.021, or 3.1 per cent 
of the total, compared with 1.4 per cent in 1944. — 

Renorts from 133 railroads, representing 95 per cent of 
the United States and 95 per cent of the Canadian mileage are 
included in the summary. 


Revenue Freight Loading 
Increases Slightly 


Loading of revenue freight for the week ended April 27, 
totaled 659,952 cars according to the Association of American 
Railroads. This was a decrease below the corresponding week 
of 1945 of 239,998 cars, or 26.7 per cent, and a decrease below 
the same week in 1944 of 190.489 cars or 22.4 per cent. ’ 

Loading of revenue freight the week ended April 27 in- 
creased 9.209 cars or 1.4 per cent above the preceding week. 

Miscellaneous freight loading totaled 374,485 cars, a de- 
crease of 894 cars below the preceding week, and a decrease of 
37,276 cars below the corresponding week in 1945. : 

Loading of merchandise less-than-carload lot freight to- 
taled 129,298 cars, an increase of 1,082 cars above the preceding 
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week, and an increase of 15,125 cars above the corresponding 
week in 1945. 

Coal loading amounted to 31,167 cars, an increase of 1,458 
cars above the preceding week, but a decrease of 144,515 cars 
below the corresponding week in 1945, due to the coal strike. 

Grain and grain products loading totaled 33,103 cars, a 
decrease of 1,293 cars below the preceding week and a decrease 
of 19,622 cars below the corresponding week in 1945, in the 
western districts alone, grain and grain products loading for the 
week of April 27 totaled 20,560 cars, a decrease of 1,018 cars 





below the preceding week and a decrease of 14,971 cars below Bost 
the corresponding week in 1945. 
Livestock loading amounted to 19,359 cars, an increase of Helx 
754 cars above the preceding week and an increase of 2,796 cars 
above the corresponding week in 1945. In the western districts I. C 
alone loading of livestock for the week of April 27 totaled 15,141 ove 
cars, an increase of 68 cars above the preceding week, and an just 
increase of 2,318 cars above the corresponding week in 1945. 
Forest products loading totaled 45,315 cars, an increase of ned 
229 cars above the preceding week and an increase of 4,329 cars} bas 
above the corresponding week in 1945. cha 


Ore loading amounted to 20,828 cars, an increase of 8,559 T 
cars above the preceding week but a decrease of 52,093 cars , 
below the corresponding week in 1945. order 


Coke loading amounted to 6,397 cars, a decrease of 686 cars as 
below the preceding week, and a decrease of 8,842 cars below} cents’ 
the corresponding week in 1945. 


Bloat not u 

All districts reported decreases compared with the cor-} of the 
responding weeks in 1945 and 1944. inters 
1946 1945 1944 T 

2,883,620 3,003,655 3,158,700 
2,866,710 3,052,487 3,154,116 
3,982,229 4,022,088 3,916,037 
644,663 765,672 787,985 
847,013 798,683 
864,700 838,737 
899,950 850,441 
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Four weeks of January 
Four weeks of February 


Five weeks of March 
Week of April 6 
Week of April 13 
Week of April 20 
Week of April 27 
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TRANSPORTATION TAXES 


The Bureau of Internal Revenue has reported that in March 
collections of the taxes on amounts paid for transportation of 
property totaled $19,642,050.38 as against $19,607,137.35 in 
March last year while those on amounts paid for transportation 
of persons totaled $16,467,387.24 as against $20,512,615.43 in 
March last year. Other tax collections reported follow: Trans- 
portation of oil by pipeline, $1,190,902.16 as against $1,444,661.32 
in March last year; gasoline, $24,743,590.62 as against $34,898,- 
193.42 last March; use of motor vehicles, $82,629.80 as against 
$129,406.36 last March; carrier employment taxes, $49,633,- 
024.93 as against $52,418,992.31 last March. 
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CONSOLIDATED DOCKET DATES CHANGED 


Dates for hearings on the items contained in Consolidated 
Classification Docket No. 114, which was distributed with the 
Traffic Bulletin of April 27, have been changed, according to a 
notice sent out by the committee. The new dates are: 101 Mari- 
etta St., Atlanta, Ga., May 8; 143 Liberty St., New York, May 
15, and Union Station, Chicago, May 22. 


CHANGES IN DOCKET 


Hearing in MC 69419, Sub. 38, assigned for May 2, at Oklahoma 
City, Okla., was postponed to a date to be fixed. 

Hearing in MC 106531, assigned for May 3, at Elmira, N. Y., was E 
cancelled. avere 

Hearing in MC 32017, Sub. 1, and MC 106370, now assigned for May Nine | 
1 at New York, N. Y., is postponed indefinitely. averé 

Hearing in |. & S. 5400, now assigned for May 1, at Washington, age f 
D. C., is cancelled. averse 

Hearing in No. 29323, 29394 and 29439, now assigned for May 1, 
at Washington, D. C., before Examiner Weems, is cancelled and 
reassigned for May 21, at Washington, D. C., before Examiner Banks. 

Hearing in MC 12335, now assigned for May 2, at Washington, D. C., 
is postponed to May 15, Washington, D. C., before Jt. Bd. 261. 

Hearing in MC 106462, now assigned for May 2, at Nashville, Tenn., 
is cancelled. 

Hearing in MC 106551, assigned for April 29 at Washington, D. C.., 
was cancelled. 

Hearing in MC 17820 Sub 16 and 17, assigned for April 30, at Spar- 
tanburg, S. C., was postponed to May 1, Chamber of Commerce, Spar- 
tanburg, S. C., before Jt. Bd. 177. 

Hearing in MC 941 Sub 1 assigned for May 2 at Portland, Ore., 
was cancelled. 

Hearing in MC 103191, assigned for April 29 at Charlotte, N. C., 
was cancelled. 

Hearing in MC 20356, Sub. 1, assigned for may 1 at Green Bay, 
Wis., was cancelled. 
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Boston-Newark Passenger Fare 
Held Not Unreasonable 


I. C. C. finds fare, including 90 cents for transport 
over Hell Gate Bridge, not unduly prejudicial or un- 
justly discriminatory. Says a charge for bridge serv- 
ice appears warranted but that evidence shows no 
basis for determining reasonableness of 90-cent 
charge 
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The Commission, by Commissioner Miller, by a report and 
order in No. 29284, Wilbur E. Dow, Jr. vs. Pennsylvania Rail- 
road Co., et al., has found that the passenger fare from Boston, 
Mass., to Newark, N. J., including an additional charge of 90 
cents for transportation over the Hell Gate Bridge route, was 
not unduly prejudicial, unjustly discriminatory, or violative 
of the aggregate-of-intermediates provision of section 4 of the 
interstate commerce act and was not shown unreasonable. 

The complaint in the proceeding, said the report, was 
directed solely against the additional charge of 90 cents for 
transportation of passengers over the Hell Gate Bridge route 
through New York City. 

For the transportation of passengers from stations on its 
lines to stations on the Pennsylvania beyond New York City, 
the New Haven, said the report, published two sets of joint 
fares, one applying over the New Haven to Grand Central sta- 
tion, New York, and over the Pennsylvania, from Pennsylvania 
station. It said the New Haven used both terminals, reaching 
the Pennsylvania station over rails of the New York Connect- 
ing Rail Road Co., jointly owned by the two railroads. It added: 
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The equality of fares for local transportation to the two stations 
in New York City, is maintained to obtain a desirable distribution of 
traffic. Circumstances and- conditions affecting the transportation of 
passengers destined to New York City require the maintenance of fares 
over the Hell Gate Bridge route to Pennsylvania station that do not 
exceed fares from the same origins to Grand Central station. Although 
a passenger destined to Pennsylvania station may travel in the same car 
with a passenger traveling through New York City, the latter paying 
90 cents additional for services to the station, their transportation is 
not ‘‘a like and contemporaneous service in the transportation of a like 
kind of traffic under substantially similar circumstances and condi- 
tions.’’ The difference in circumstances and conditions was recognized 
by division 2 of the Commission by the issuance of fourth-section order 
No. 7976 of June 10, 1921, granting authority to maintain the through 
fares that exceed by the amount of 90 cents, the aggregate of inter- 
mediate fares to and from New York City. There has therefore been 
no violation of section 4 of the act as alleged. Complaint has not been 
subjected to any unlawful disadvantage or discrimination. An increase 
in the fare to Pennsylvania station would be of no benefit to through 
passengers. If the additional charge of 90 cents is unlawful it is because 
it exceeds the maximum of reasonableness or results in unreasonable 
fares for services rendered. The fact that no additional charge is made 
for services over the Hell Gate Bridge route, rendered passengers des- 
tined to Pennsylvania station, does not establish unreasonableness of 
the addition of 90 cents to the through fares. The issuance of this 
fourth-section order rebuts any presumption of unreasonableness arising 
out of the fourth-section situation of which complaint is made. 
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For the year ended December 31, 1942, said the report, the 
average investment a mile of road for the connecting company, 
nine miles long, was $3,051,785 or approximately 11 times the 
average for the Pennsylvania, $279,123, over 13 times the aver- 
age for the New Haven, $227,833, and more than 15 times the 
average for Class I railroads in the eastern district, $199,324. 

More than one-third of the length of the connecting com- 
pany comprised bridges and elevated approaches, said the re- 
port, adding that these comparisons made by the defendant 
indicated the unusual character of the connecting facility. 

“However,” continued the report, “they do not establish 
reasonableness of the added charge for the service over this 
facility. While it appears from the limited facts of record that 
some charge for this service is warranted, the evidence affords 
no sufficient basis for a conclusion as to whether the charge 
: = cents exceeds a reasonable maximum for services ren- 

ered.” 
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CUMBERLAND RIVER SAND CO. RIGHTS 
__ The Commission, division 4. by a report, order and cer- 
tificate in W-534, Cumberland River Sand Co., Inc., Common 
Carrier Application, has granted the applicant authority to 







‘een Bay, 










continue operation as a common carrier by towing vessels in 
the performance of general towage, and by non-self-propelled 


. vessels with the use of separate towing vessels, in the trans- 


portation of commodities generally, between points along the 
Cumberland River below and including Carthage, Tenn., and 
between such points, on the one hand, and, on the other, points 
along the Ohio River below Smithland, Ky. The certificate was 
made effective July 10. 

At the same time the division dismissed an application in 
W-534, Sub. L, Same, saying it was filed as a precautionary 
measure. 

The division said the applicant’s vice-president and general 
manager had been active in the development of water traffic 
on the Cumberland River and that, from 1939 to 1943, inclusive, 
applicant had towed or transported approximately 52 per cent 
of all traffic moved on the river, or 2,353,681 tons. 

As to the freighting service authorized, the division said 
that in 1941, and continuously since, applicant had been shown 
as a participating carrier in tariffs of Campbell Transportation 
Co., and Union Barge Line Corporation, the tariffs providing 
joint through commodity rates from and to Cumberland River 
points by applicant above Smithland. The division concluded 
that those operations by applicant had been performed as a 
connecting carrier with Campbell and Union, and that it was 
engaged in freighting service rather than the mere rendition 
of incidental towage. 


Kagarise Operations Found 
Not Those of Forwarder 


Because the applicant, within the meaning of the definition 
of the term “freight forwarder” in part IV of the interstate com- 
merce act, “does not perform, or provide for the performance of, 
break-bulk and distributing operations with respect to such 
(consolidated) shipments,” according to division 4 of the Com- 
mission, it has dismissed the application in FF-88, J. Nelson 
Kagarise freight forwarder application. 

The action was taken on reconsideration.and hearing, a 
similar finding having been made July 4, 1944. 

The report said the applicant took delivery at Los Angeles 
from freight forwarders or pool car distributors, assembled ship- 
ments into lots of 4,000 pounds or more for each destination 
and delivered to a common carrier rail-line for delivery at 
points in California. His profits, it said, were obtained through 
use of the rail lines’ so-called split-delivery rates, somewhat 
less than applicant’s rates charged the forwarder or pool car 
operator, and less than the rail carriers’ less-than-carload rates. 
His bills of lading were issued to, and charges were paid by, 
the forwarder or pool car operator, the division said. It said he 
provided break-bulk and distributing operations only in the 
sense that any shipper tendering at one time a like volume of 
separate shipments could be said to provide for such operations. 


Purchase of Buckingham and 
Benson Rights Authorized 


By a report and order in MC F-2421, Dean Resler—Pur- 
chase—Earl F. Buckingham, et al., and Pat Benson, the Com- 
mission, division 4, has approved and authorized purchase by 
Dean Resler, dba Merchants Transfer Co., of Sterling, Colo.,: 
of certain operating rights of Earl F., Glen O., Harold D., and 
Oliver L. Buckingham, partners dba Buckingham Transporta- 
tion Co., of Rapid City, S. D., subject to condition, and of Pat 
Benson, dba Sterling Transfer, also of Sterling. 

It also authorized Dean Resler, in connection with the pur- 
chase from the partnership, to operate as a common carrier of 
general commodities, with exceptions, between the junction of 
U. S. highways 6 and 34 (two miles west of Culbertson, Neb.), 
and McCook, Neb., over U. S. highway 34, serving Culbertson 
as an intermediate point. 

Following the decision in Quaker City Bus. Co.—Purchase 
—Blackhawk Line Co., 38 M. C. C. 603, that possession of a 
certificate, in and of itself, and without performance of any 
transportation, constituted the holder thereof ‘“‘a motor carrier 
subject to part II,” the division said that, as the partnership 
and Benson presently held certificates issued by the Commis- 
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sion covering the rights considered, it followed that the trans- 
actions were subject to its jurisdiction, and dismissed pro- 
testants’ motion for dismissal of the application, because of 
alleged cessation of operation. 

As to a claim by the protestants that, because an action for 
a permanent injunction was pending in the federal court for 
the district of Nebraska, Omaha division, the legal effect was 
to suspend, during pendency thereof, the jurisdiction of the 
Commission, the division said in its opinion the public interest 
would best be served by passing on the merits of the transac- 
tions at this time. It found the transactions to be in the public 
interest. 


AUTO TRANSPORTATION RIGHTS DENIED 


A proposal by Contract Cartage Co., to lease the operating 
rights of Motorcar Transport Co., both of Pontiac, Mich., for 
a yearly rental of $7,500, has been denied by a report and order 
of the Commission, division 4, in MC F-2939, T. M. Rinehart and 
Synthetic Products, Inc.—Control; Contract Cartage Co.—Lease 
—Motorcar Transport Co. 

The denial was made because of testimony offered by the 
traffic director of Buick Motor Division, General Motors Cor- 
poration, in MC F-2581, Walter F. Cary and B. B. Beveridge— 
Control; Commercial Carriers, Inc.—Purchase—J. & H. Trans- 
port, Inc., decided December 21, 1945, to the effect that he pro- 
posed to utilize Commercial’s facilities rather than those of 
Motorcar. The denial also was based on the fact that Contract 
had transported a very limited number of Buick vehicles from 
Flint, Mich., in its entire existence, and that the proposed lease 
of the Motorcar rights was founded on the hope that Buick 
would change its best policies. Substantial dual operating diffi- 
culties that would result if the transaction was approved were 
also mentioned by the division. 


JOE A. KING, JR., RIGHTS PURCHASE 


Saying approval of the proposed transaction would afford 
shippers through service from Denver to Salt Lake City and at 
authorized intermediate points, the Commission, division 4, by 
a report and order in MC F-2956, D. E. Baldwin et al.—Pur- 
chase—Joe A. King, Jr., has authorized purchase by D. E. 
Baldwin, R. J. Fletcher, C. E. Baldwin, Elberta Clark, and C. 
S. Thomson, partners doing business as the Moab Garage Co., 
of Moab, Utah, of the operating rights of Joe A. King, Jr., of 
Grand Junction, Colo., with condition. 

The division said the buyers intended to inaugurate and 
maintain daily schedules between Denver and Salt Lake City, 
= -~ competitive service was provided over the routes in- 
volved. . ° 





SALE OF NORWALK LINE OF PA. 


The Commission, division 4, by a report and order in MC 
F-2973, John F. Ernsthausen and Doris E. Ernsthausen—Control; 
The Norwalk Truck Line Co.—Purchase—The Norwalk Truck 
Line Co. of Pennsylvania, has approved and authorized, subject 
to condition, purchase by the Norwalk Truck Line Co., of Nor- 
walk, O., of the operating rights and property of the Norwalk 
Truck Line Co. of Pennsylvania, of New Castle, Pa. It also 
authorized acquisition of control of the rights and property 
by John F. and Doris E. Ernsthausen. 

The report said the routes of the two companies were 
duplicated except for a short segment of about 3 miles in 
Pennsylvania, but that the buyer did not have intrastate rights 
over those routes. Acquisition of the rights would enable the 
buyer to render a more complete service than now possible, it 
said, and that the buyer would have ample equipment and 
financial resources to conduct operations under the unified 
rights. It also said fairly substantial savings would be effected 
by elimination of duplications in terminals and other overhead 
expenses. 





SMALL VESSEL SERVICE FOR CHESAPEAKE BAY 


Effective July 11, the Commission, division 4, by a report, 
order and certificate in W-96, Sub. 1, Gordon S. Pope Common 
Carrier Application has authorized the applicant to transport 
commodities generally between ports and points on the Chesa- 
peake and Delaware bays and interconnecting and tributary 
waterways from Trenton, N. J., to Norfolk, Va., inclusive. 

Observing that the applicant had only one small vessel, but 
offered his services to the public generally, and served points 
the depth of the water would not accommodate large vessels, 
and which were not served by railroads, vessels of the type 
and capacity of the applicant’s constituting the only means of 
transportation to those points. 

Referring to protestant water carriers, the report said 
they were not engaged in irregular route operations between 
the ports and points in the general area served by the applicant 
and that the Commission had heretofore recognized the need 


TRAFFIC WORLD 


for both types of service in the Chesapeake Bay area. Inci- 
dental competition between the carriers did not justify denial 
of the application, it said. It also said it would be unduly re- 
strictive to limit applicant to the exact points served, because 
his undertaking was not with respect to particular ports, but 
to and from any port or point within the territory in which 
he had been operating. Also, it said, to limit his operations to 
only those commodities he had moved in the past would curtail 
his potential activities as a common carrier. 


HAMBLEN MOTOR EXPRESS PURCHASE 
By a report and order in MC F-2813, John F. Griffin and 


‘William E. McNamara—Purchase—Hamblen Motor Express, 


Inc., the Commission, division 4, has approved purchase by 
John F. Griffin and William E. McNamara, doing business as 
Imperial Freight Lines, of Albany, N. Y., of certain operating 
rights of Hamblen Motor Express, Inc., of Syracuse, N. Y., 
for $3.750. The purchase involved interstate rights between 
Endicott and Albany and between Utica and Amsterdam, N. Y., 
and corresponding intrastate rights. 

The report said that, under the proposal, the purchasers 
would handle shipments to points as far west as Syracuse with- 
out necessity for interchange, and would be authorized to serve 
all intermediate points between Albany and Amsterdam. 


MASSACHUSETTS STEAMSHIP TEMPORARY RIGHTS 


By an order in W-943 TA, Massachusetts Steamship Lines, 
Inc., Temporary Authority, the Commission, division 4, effective 
until June 30, has authorized the applicant, doing business as 
The New Bedford, Martha’s Vineyard and Nantucket Line, of 
New Bedford, Mass., to operate as a common carrier by self- 
propelled vessels in the transportation of passengers and com- 
modities generally between the ports of New Bedford, Woods 
Hole, Vineyard Haven, Oak Bluffs, and Nantucket, Mass. 

There was an immediate need for the service, the order 
said, and no other carrier service capable of meeting the need. 


Y. & M. MOTOR RIGHTS OWNERSHIP 


The Commission, division 4, by a report and order in 
MC F-3072, Illinois Central Railroad Co.—Purchase—Yazoo & 
Mississippi Valley Railroad Co., has dismissed the application 
of the I. C. for authority to purchase the motor carrier operat- 
ing rights of the Y. & M., on a finding that in Finance No. 15105, 
Illinois Central Railroad Co. Purchase, etc., decided Decem- 
ber 13, 1945, the motor carrier operating rights and property 
of the Y. & M. were included in the authority to puchase all 
properties, assets, and operating rights of the Y. & M. (See 
Traffic World, Dec. 22, 1945, p. 1536.) 

“Our consideration of a transaction subject to our juris- 
diction under section 5 extends to the entire transaction and 
to all of the ‘properties,’ whether tangible or intangible, covered 
by such transaction,” said the division. 


Commission Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of Commission reports. Mimeo- 
graphed copies of such reports in full may be obtained by prompt appli- 
cation to the Commission.) 


Wooden Grain Bins 


No. 29191, Hamilton Manufacturing Co. vs. Burlington et 

By division 2. Dismissed. Commodity rates charged on 
grain bins cut to dimensions, shaped or framed but not finished, 
in carloads, from Burbank, Calif., to destinations in Colorado, 
Kansas, Nebraska, Montana, North Dakota, South Dakota, and 
Wyoming, from July 28 to November 20, 1942, found not ap- 
plicable. Applicable rates found to be fifth-class rates prior to 
August 24, 1942, and Class B rates on and after that date, and 
applicant rates not shown to have been unreasonable. The di- 
vision found the shipments were undercharged, but said collec- 
tion of any outstanding undercharges was barred. It said the 
items shipped were not portable houses within the commodity 
description and that the Western Classification in effect during 
the period of movement, Item 16575, provided a rating on bins 
or cribs, grain storage, wooden, in flat sections, loose or in 
packages of fifth class prior to August 24, 1942, and class B 
minimum 24,000 pounds in each case, on and after that date. 


Tapioca 


No. 29210, Albers Milling Co. vs. Burlington railroad, et al. 
By the Commission, division 2. Complaint dismissed. Found 
not shown unreasonable or unduly prejudicial, rates on im- 
ported tapioca, in carloads, from Weehawken, N. J., New York, 
N. Y., and New Orleans, La., to Oakland, Calif., shipped on 
and between February 18, and July 3, 1942, and delivered on 
and after March 4, 1942. Tapioca, said the division, was rated 
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Inci- 36,000 pounds. It said the assailed rates of $1.82 and $1.40 a 
snial #1400 pounds, minimum 40,000 pounds, were equal to 29.8 and 
y re- 195.7 per cent, respectively, of the first-class rates. The division 
ause | said the import rate of $1.16 on tapioca from Pacific coast ports 
_but | to transcontinental groups A and E had been established by 
hich rail carriers several years ago with the object of attracting, 
ns to | to water-rail routes, tapioca shipments from the Netherlands 
irtail | Indies that otherwise would be moved by steamship direct to 
Atlantic and Gulf ports, and that no import rate had been or 
was published for tapioca westbound. It said the defendants 
conceded that the same rate probably should be applied west- 
and | bound if similar competitive conditions obtained in respect of 
ress, | transcontinental westbound shipments, but perceived no occa- 
e by [sion for the establishment of water-competitive rates in west- 
SS as | bound tapioca. 
ating Portable Houses _ 
RE I. and S. No. 5352, Unloading Portable Houses at Southern 
IL ¥ Ports. By the Commission, Chairman Barnard. Order of sus- 
* “* | pension vacated and proceeding discontinued. Proposed charges 
asers | 2 addition to line-haul rates for unloading export shipments of 
with portable or fabricated houses at southern ports when originating 
~ fat various points in Central and Western Trunk-Line Territories, 
serve | found just and reasonable and not otherwise unlawful. By 
schedules filed to become effective July 7, 1945, respondents pro- 
Ts posed to restrict application of export rates so as not to include 
oe service of unloading or charges therefor, at south Atlantic and 
~Ines, | Gulf of Mexico ports, from Corpus Christi, Tex., to Wilmington, 
sctive FN. C., on protest of the Price Administrator, Director of Eco- 
SS aS | nomic Stabilization, Foreign Economic Administration, Federal 
1e, Of | Public Housing Authority, and the War Department, operation 
self- | of the schedules was suspended until February 6, and respond- 
com- f ents voluntarily postponed the effective date pending disposition 
Voods f of the proceeding. The report said respondents had been con- 
fronted with the movement of a kind of traffic the actual move- 
order | ments being only of wooden French barracks not foreseen in 
need. | time to permit appropriate adjustment of the unloading charges 
and that it was established that export rates to southern ports 
were depressed due to competition with north Atlantic ports. 
er in Contractor’s Used Equpiment 
z00 & No. 29333, Bressi & Bevanda Constructors, Inc., et al. vs. 
cation | Rock Island et al. By the Commission, Chairman Barnard. 
perat- | Rate for future prescribed, and reparation awarded. Combina- 
15105, | tion rate of $2.12 per 100 pounds, said the report, was paid on 
ecem- | two carloads of used contractor’s equipment, shipped March 21 
yperty Ff and 24, 1942, from Newkirk, N. M., to Hackstaff, Calif., and 
se all | resulted’ in a refund by an order of December 11, 1943, under 
(See | the Commission’s special docket, of $588.60, based on a rate of 
seal $1.80, but defendants were not required to establish or maintain 
juris- | the rate of $1.80. On April 18, 1942, it said, defendants volun- 
n and | tarily established a rate of $1.63, minimum 44,000 pounds, which 
yvered | expired by its own terms December 31, 1942. The Commission 
was asked to award reparation of $312.80, based on the $1.63 
rate. It was found that the assailed rate of $1.80 had been 
unreasonable to the extent it exceeded $1.63, and reparation 
awarded on that basis. The report said complainant sought for 
the future a rate of $1.54, same minimum, which, the report 
1 not said, was the present equivalent of the group rate of $1.63 and 
rppli. | Was now in effect over the Rock Island and the Southern Pacific 
by way of El] Paso from Newkirk to the destination point, now 
called Herlong. The present rate assailed was found to be, 
for the future, unreasonable to the extent it exceeded $1.54, 
ton et | Minimum 44,000 pounds, and respondents required to establish 
ed on § that rate on or before July 31 on statutory notice. 
1ished, 
orado, 
— Commission Motor Reports 
rior to (An asterisk before the docket number means that the report will not 
e, and be printed in full in the permanent series of motor carrier reports of the 
‘he di- Commission. Mimeographed copies of such reports in full may be ob- 
collec- tained by prompt application to the Commission.) 
‘id the *MC 37281, Sub. 2, Ralph P. Salyards, New Market, Va. 
modity § Certificate granted. Coal, from Pottsville, Pa., and points 
during § within 25 miles thereof, to specified Va. points, over irregular 
n bins § routes. 
or in _. *MC 101619, Sub. 3, Nelson P. Hover, Niles, Mich. Cer- 
lass B § tificate granted. Excavating and grading machinery and equip- 
ite. ment, between points in Berrian county, Mich., on the one hand, 
and, on the other, points in St. Joseph and La Porte counties, 
Ind., over irregular routes. 
, et al. *MC 104530, Sub. 1, Bernard Barzen and William Lafave, 
Found § thief River Falls, Minn. Certificate granted. Petroleum prod- 
on im- § ucts, in bulk, in tank trucks, from Superior, Wis., to points in 
7 York, § six Minn. counties, over irregular routes. 
ped on *MC 104688, Sub. 7, Lester A. Wilsey, St. Paul, Minn. 
— poe Certificate granted. Petroleum products, in bulk, in tank trucks, 
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over irregular routes, from Minneapolis and St. Paul, Minn., 
and points within 5 miles of St. Paul, to points in Wis. within 
125 miles of St. Paul. 

*MC 57944, Sub. 2, Orlando Hudson and Frances Hudson, 
Hartsville, S. C. On reconsideration, findings in prior report 
modified. Amended certificate granted to Palmetto Motor Ex- 
press Lines, Inc., as successor in interest to applicants. (1) 
General commodities, with exceptions, between Spartanburg, 
S. C., and Darlington, S. C., over a described route, serving 
specified intermediate and off-route points; (2) textile ma- 
chinery equipment, and supplies between points in Spartanburg 
county, S. C., and between points in that county, on the one 
hand, and points in S. C., on the other, over irregular routes; 
and (3) unfinished cotton piece goods between points in S. C., 
on the one hand, and, on the other, bleaching, dyeing and 
finishing plants in 7 S. C. counties, over irregular routes. 

*MC 79007, Leo D. Burden and Frank V. Cummins, New 
York, N. Y. Amended certificate granted on reconsideration 
and findings in prior report, decided August 19, 1944, modified. 
Continuance in operation, general commodities, with exceptions, 
between specified points in N. Y., over regular routes, serving 
certain intermediate points. 

*MC 81771, Sub. 1, Carl Johnson, Attica, Ind. Certificate 
granted, and findings in prior report modified. Brick, from 
Attica, Ind., to points in Cook county, Ill., over irregular routes, 
in addition to operations heretofore authorized. 

*MC 88220, Sub. 6, Fred M. Meneely, Brazil, Ind. On re- 
consideration, findings in prior report modified. Certificate 
granted. Asphalt and asbestos building, roofing, and insulating 
materials, from Joliet and Waukegan, Ill., to Brazil, Ind., and 
points in Ind. within 50 miles thereof, and from St. Louis, Mo., 
to Brazil and points in Ill. and Ind. within 50 miles thereof, 
over irregular routes. 

*MC 16947, Lincoln Express & Freight Lines, Inc., Chicago, 
ill, On further hearing, certificate, except to extent granted 
in prior report, 41 M. C. C. 809, denied as to general commodi- 
ties between specified points in Ill., Wis., and Mich., over 
regular routes. 

*MC 15935, Sub. 3, Packers Transport, Inc., Belleville, III. 
On further hearing, applicant found to be now fit, willing, and 
able to properly perform proposed motor service authorized 
under permit in prior report, 42 M. C. C. 812. Packinghouse 
products, dairy products, and canned goods, from National 
City, Ill., to Indianapolis, Ind., and returned and rejected ship- 
ments of such commodities in the reverse direction, over ir- 
regular routes. 

MC 105748, Clarence G. Zeller and Mary S. Zeller, Mifflin- 
burg, Pa., contract carrier. Permit granted. Fresh vegetables, 
from points in Union county, Pa., to Clayton, Del., and Camden, 
N. J., with return of empty containers, over irregular routes, 
in seasonal operation from March 1 to December 1. 

*MC 34518, Sub. 2, John H. Peters, York, Pa., extension. 
Certificate granted. General commodities, with exceptions, 
serving Delta, Pa., as an off-route point in connection with 
presently authorized regular route operations. 

*MC 288, Sub. 3, Charles R. Hirt, Fremont, O. Permit de- 
nied, Commissioner Lee concurring in the result. Prepared 
food products between Bellevue, Fremont, Oak Harbor, and 
Sandusky, O., on the one hand, and, on the other, points in IIL, 
Ind., Pa., and the southern Mich. peninsula; empty containers 
from points in Ill. and Ind. to the aforementioned O. points; 
and salt from points in the southern Mich. peninsula to Belle- 
vue, Fremont, and Sandusky, over irregular routes. 

*MC 52873, Sub. 1, George Schoierer, Weehawken, N. J. 
On reconsideration, findings in prior report (decided April 11, 
1945) affirmed; permit denied, Commissioner Lee dissenting. 
Food products from Baltimore, Md., to New York, N. Y., and 
points in five N. J. counties, and rejected shipments in the 
reverse direction, all over irregular routes. 

*MC 2975, Sub. 6, Vandergraff Truck Lines, La Fayette, 
Ind. Certificate granted, Commissioner Lee concurring. (1) 
Salad and cooking oils, in bulk, in tank trucks, from Chicago 
and Decatur, Ill., and Columbus, O., to La Fayette, Ind., and 
(2) rosite, rostone, and materials used in the erection of rostone 
from La Fayette to: points in O. and Mich., all over irregular 
routes. 

*MC 12304, Jack Barker and M. L. O’Neal, Fort Worth, Tex. 
Broker license denied. Household goods between Fort Worth, 
Dallas, Houston, Austin, San Antonio, Waco, and Corpus Christi, 
Tex., and points within 160 miles of each, on the one hand, and, 
on the other, points in the United States. 

*MC 52818, Sub. 13, Westchester Lines, Inc., Mt. Vernon, 
N. Y. Certificate denied. New furniture between New York, 
N. Y., on the one hand, and, on the other, points in IIl., Ind., 
and O., over irregular routes, traversing N. Y., N. J., and Pa. 
for operating convenience. 

*MC 69228, Sub. 5, Fugate & Girton Driveaway Co., Inc., 
Springfield, O., embracing also MC 30837, Sub. 18, Kenosha 
Auto Transport Corporation, Springfield, O. On reconsidera- 
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tion, certificates granted, with conditions. MC 69228, Sub. 5, 
(1) new trucks, new tractors, and new chassis, in initial move- 
ments from Springfield, O. and Fort Wayne, Ind., to all points 
in the United States; (2) new trucks, new tractors, and new 
chassis, in secondary movements, between all points in the 
U. S., restricted to the transportation of vehicles that have 
been transported by applicant, or by other motor carriers in 
initial movements, from Fort Wayne, Ind., or Springfield, O.; 
and (3) used trucks, used tractors, and used chassis, in second- 
ary movements, between all U. S. points, all in driveaway 
services. MC 30837, Sub. 18, (1) new trucks, new tractors, and 
new chassis, in initial movements, from (a) Springfield, O., 
to points in 14 states and the District of Columbia, (b) from 
Ft. Wayne, Ind., to points in 18 states and the District of 
Columbia; (2) new trucks, new tractors, and new chassis, in 
secondary movements, between all U. S. points, restricted to 
the transportation of vehicles that have been transported by 
applicant, or by other motor carriers, in initial movements, from 
Ft. Wayne, Ind., or Springfield, O.; and (3) used trucks, used 
tractors, and used chassis, in secondary movements, between 
all U. S. points, all in driveaway service. 

*MC 104798, Guy Olee Gwyn, Silver City, N. M. On further 
hearing, certificate granted. General commodities, with excep- 
tions, between Silver City, N. M. and El Paso, Tex., and 
return, over a described route, serving the intermediate point 
of Deming, N. M., with restrictions, and serving without re- 
striction all intermediate points between Deming and Silver 
City and specified off-route points. 

*MC 105742, John Reising & Sons, Inc., Valley Stream, 
N. Y. Permit granted, Commissioner Patterson dissenting. 
Fertilizer and fertilizer materials from Philadelphia, Pa., to 
points in Nassau and Queens counties, N. Y., over irregular 
routes, subject to the condition that the applicant should main- 
tain separate accounting systems for its private and for-hire 
transportation. , 

*MC 16634, Sub. 2, Lester E. Strang, Elmer, N. J., com- 
mon carrier. Certificate granted. Lime and limestone sand, 
from points in Montgomery county, Pa., to points in Salem, 
Cumberland, Gloucester, and Atlantic counties, N. J., over ir- 
regular routes. 

*MC 29886, Sub. 15, Dallas & Mavis Forwarding Co., South 
Bend, Ind. Certificate granted. In drive-away service, new au- 
tomobiles, new trucks, and new chassis, in initial movement, 
from Warren township, Macomb county, Mich., to points in 
Ariz., Calif., Ida., N. M., and Ore., traversing O., Ind., IIL, 
Minn., Ia., Mo., Okla., Kan., Neb., S. D., N. D., Wyo., Mont., 
Nev., and Wis., for operating convenience only. 


EXPLOSIVES TRANSPORTATION REGULATIONS 


By an order in No. 3666, In the Matter of Regulations for 
Transportation of Explosives and Other Dangerous Articles, the 
Commission, division 3, has issued amendments to its regula- 
tions, covering expense shipments. 

The order amends the Commission orders of August 16, 
1940, in portions applying to shippers, and its orders of October 
14, 1943, and November 8, 1941, applying to carriers by express. 
It also amends the list of explosives and other dangerous articles 
in section 4 of the orders of August 16, 1940 and March 29, 1944. 

Observing that a proposed amendment dealing with lique- 
fied petroleum gas cylinders, to the Commission’s regulations 
for the transportation of explosives had been substantially 
agreed to by the interested parties, Secretary Bartel, of the 
Commission, by a notice in No. 3666, In the Matter of Regula- 
tions for Transportation of Explosives and Other Dangerous 
Articles, has set 20 days from April 30 as the time in which any 
party desiring to be heard on the proposed amendment advise 
the Commission. Otherwise, he said, the Commission might pro- 
ceed to investigate and determine the matters involved or might 
suspend action pending formal hearing. 


— proposed amendment would add section 303(p) (14) (m), 
to read: 


(p)(14)(m) Because of the present emergency and until further 
order of the Commission, Liquefied Petroleum Gas cylinders constructed 
in accordance with ICC specification 4B which became due for quin- 
quennial retest between December 7, 1941, and December 31, 1945, must 
be removed from service on or before January 15, 1947, unless retested 
as required by section 303(p)(13)(a)(b), and other pertinent sections of 
these regulations. 


OLYMPIC STEAMSHIP CERTIFICATE 


By second amended certificate and order, effective June 7, 
in W-434, Olympic Steamship Co., Inc., Common Carrier Appli- 
cation, embracing W-473, J. C. Strittmatter, Common Carrier 
Application, the Commission, division 4, has canceled the 
amended certificate and order of March 1 on the request of 
Olympic Steamship Co., Inc., dba Consolidated-Olympic Line, 
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that the former certificate be reissued to it in its corporate 
name, Olympic Steamship Co., Inc. 

The instant order said the action did not involve a change 
in the ownership of the operating rights of the carrier. Reopen- 
ing the proceedings for further consideration, the division found 
public convenience and necessity to require operation by Olympic 
as a common carrier by self-propelled vessels in the transporta- 
tion of commodities generally from San Francisco and from 
Los Angeles harbor and contiguous harbors in California to 
ports and points on Coos Bay, the Willamette and Columbia 
Rivers below and including Portland, Ore., and Grays Harbor 
and Puget Sound, Wash. 


TERMINAL SERVICES EFFECTIVE DATES POSTPONED 

The Commission, by Commissioner Miller, has issued orders 
postponing from June 1, to August 1, the effective dates of its 
orders in three proceedings under Ex Parte No. 104, Practices of 
Carriers Affecting Operating Revenues or Expenses, Part I, 
Terminal Services, with respect to American Smelting & Re- 
fining Co., Anaconda Copper Mining Co., and United States 
Smelting, Refining and Mining Co. (see Traffic World, Octo- 
ber 20, 1945, p. 973). 

American Smelting & Refining Co. has filed a petition with 
the Commission requesting postponement of the effective date 
of its order pending determination of American’s new petition 
for reconsideration and reargument. 


ALLIED VAN GETS EXTENSION TO JULY 1 


The Commission has granted a petition of Allied Van Lines 
to postpone from May 1, to July 1, the effective date of the 
Commission’s order in MC 15735, Allied Van Lines, Inc., Com- 
mon Carrier Application, embracing also Same, Sub. 1, Exten- 
sion-All States, in which it found Allied, under its proposed 
plan of operation, not a common carrier (see Traffic World, 
April 20, p. 1198). 


ALTON REORGANIZATION ALLOWANCES 


By a report and order in No. 14030, Alton Railroad Co. 
Reorganization, the Commission has fixed a total of $239,631.89 
out of a total of $480,435.84 claimed as compensation for serv- 
ices and reimbursement of expenses for the period ended Feb- 
ruary 20, to be paid out of the debtors’ estates in connection 
with the reorganization. 

With respect to $24,000 claimed for services by Stephen B. 
Gibbons, et al., as a protective committee, for holders of Chi- 
cago & Alton refunding mortgage bonds, the Commission al- 
lowed nothing, and a claim of $204,284.01 of Louis Boehm and 
Pam, Hurd & Reichmann, counsel for the committee, was re- 
duced to $64,284.41. A claim of $25,529.62 by Patrick B. Mc- 
Ginnis, technical adviser to the committee, was reduced $20,000. 
Among other reductions were: Sidley, Austin, Burgess & 
Harper, counsel for Continental Illinois National Bank & Trust 
Co., trustee, amount claimed—$35,853.97; maximum fixed, 
$30,853.97; Continental Illinois National Bank & Trust Co., 
trustee, $15,723.92 claimed; $6,723.92 maximum fixed; and Per- 
kins, Malone & Washburn and Follansbee, Shorey & Schupp, 
attorneys for Thorvald F. Hammer, et al., as a committee for 
independent stockholders of the Joliet & Chicago Railroad Co. 
and as a committee for holders of guaranteed 6-per-cent pre- 
ferred stock of the Kansas City, St. Louis & Chicago, $57,294.31 
claimed, and $39,247.24 fixed. 


R. R. EQUIPMENT DEPRECIATION RATES 

Depreciation rates applicable to equipment of steam rail- 
road companies have been prescribed by the Commission by 
sub-orders Nos. SE105-A, 216-A, 134-A, and 597-B, in accord- 
ance with provisions of the “Uniform System of Accounts for 
Steam Railroads, Issue of 1943,” for the following: East Broad 
Top Railroad & Coal Co., Indiana Northern Railway Co., Man- 
ufacturers’ Junction Railway Co., and Trona Railway Co. 


ACCOUNTING FOR PIPE LINES 


The Commission has issued an order, effective January 1, 
1947, requiring all carriers by pipe line, and their receivers, 
trustees, executors, administrators, or assignees, to comply with 
the “Uniform System of Accounts for Pipe Lines” as modified 
and amended by the order. 

The amendments cover two mimeographed pages. 


MONTGOMERY WARD STRIKE PERIOD DAMAGES 


Montgomery Ward & Co., Inc., of Chicago, Ill., in com- 
plaint No. 28530, Montgomery Ward & Co. vs. C. M. St. P. & 
P., has asked the Commission to award it $5,000 because of the 
alleged failure of the Milwaukee road to serve its Chicago plant 
from November 26, 1945, to 6:00 p. m., December 1, 1945. 
During part of that time there was a so-called “national dem- 
onstration” strike at the plant in support of a demand for 
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wage increases on the part of the United Retail, Wholesale and 
Department Store Workers (CIO), although the complaint 
makes no mention of this fact. ; 

The mail order house alleged that, because the railroad re- 
fused to pick up shipments it had prepared, the company was 
put to extra expense for mailing the shipments and for truck- 
ing them in its own equipment, as well as for making out new 
shipping documents and repacking the shipments. 

The shipments involved in the allegations occupy 22 typed 
pages of the complaint filed with the Commission. The com- 
plaint says the Milwaukee is the only railroad serving its plant, 
and that, while it allegedly refused to serve the Montgomery 
Ward plant, it was serving other plants in the city. Failure 
to serve its plant, the company said, was a violation of sections 
1 and 3 of the interstate commerce act. 


Investigation Orders in Eastern 
Motor Increases Issued 


The Commission, division 2, having announced earlier in 
the month that it had voted not to suspend, but to investigate, 
master tariffs of the Middle Atlantic Motor Carrier Conference 
and of the New England Motor Rate Bureau, and other eastern 
motor tariff agencies, carrying motor rate increases effective 
April 15, has issued formal orders instituting the investigations 
(see Traffic World, April 20, p. 1196). 

A prehearing conference has been called for May 14 at 641 
Washington St., New York, N. Y., with Examiner J. J. Williams, 
presiding, to simplify the issues, to determine the evidence to 
be offered, to determine whether proceedings will be held 
jointlv or senarately and to set the time for hearings. wee 

MC C-527, New England—1946 Increased Rates, institutes 
the investigation of New England Motor Rate Bureau; New 
Hampshire Motor Rate Bureau; Maine Motor Rate Bureau; 
Eastern Motor Freight Conference; Atlantic Seaboard Motor 
Carrier Conference Agency tariffs, and into tariffs of Asso- 
ciated Transnort, Inc.; New England Transportation Co.; and 
H. Welden Motor Exoress, Inc. Those tariffs carried increases 
of 10 ner cent on existing charges. 

MC C-528, Increased Rates—Middle Atlantic States, calls 
for an investivation of Middle Atlantic States Motor Carrier 
Conference, New York-New Jersey Tariff Bureau. and Peter 
J. Decker Avency tariffs, and into tariffs of Adley Express Co., 
Canny Trucking Co., Inc., Hermann Forwarding Co.; Nestor 
Bros.. Inc.: Priceman-Fox Transport Co.; Reading Transnorta- 
tion Co.; Transamerican Freight Lines. Inc.; and Valetta Motor 
Trucking Co. Those tariffs carried increases in lieu of the 
present emergency charges. 


PETITIONS FOR REHEARING, ETC. 

No. 13535 et al., Consolidated southwestern cases. Defendant car- 
riers operating in southwestern territory ask for approval under Find- 
ing 27 of decision in (123 I. C. C. 203. et seq.), to continue rates on 
tire fabric, etc., carloads, from origins in south to Miami, Okla.. and 
Waco. Tex., as published in Item 5665-D, Supplement 88 to Agent D. Q. 
Marsh’s I. C. C. 3594,- and Item 1855-C. Supplement 57 to Agent D. Q. 
Marsh’s I. C. C. 3648, which are now published to expire with June 30. 
without at same time publishing reductions in rates to other points 
in southwest. 

MC F-3166, J. L. Naylor, dba El Paso Pecos Valley Truck Lines, 
purchase, Richard G. Spitzer, dba Rio Grande Truck Line. El Paso 
Pecos Valley asks for authority temporarily to operate motor carrier 
properties of Rio Grande Truck Line. 

MC F-3141. Hall’s Motor Transit Co., purchase Lancaster Transpor- 
tation Co. Hall’s Motor Transit Company requests temporary authority 
to operate motor carrier properties of Lancaster Transportation Com- 

any. 

4 Mc F-3084, William J. Halloran, purchase, Shaw Motors. William 
J. Halloran requests temporary authority to operate in part motor 
carrier properties of Shaw Motors. 


COMMISSION ORDERS 


No. 29011, Corporation Commission, State of Oklahoma vs. Midland 
Valley R. R. Co. et al. and No. 29011, Sub. 1, Allied Steel Products 
Corp. et al. vs. A. T. & S. F. et al. Order of October 12, 1945, further 
modified to become effective on or before May 29 on not less than 10 
days’ notice instead of 30 days’ notice. 

MC 18282, Sub. 2, Frank Jannone, Bound Brook, N. J., Extension— 
New Jersey points. Proceeding reopened for further hearing. 

No. 29283, Federal Cement Tile Co., et al. v. C&O et al. Order of 
February 4 modified to become effective on or before July 15 on statu- 
tory notice instead of May 15. 

Ex Parte 104, Practices of Carriers Affecting Operating Revenues 
or Expenses, Part 2, Terminal Services, American Smelting & Refining 
Company, Anaconda Copper Mining Company and United States Smelt- 
ing, Refining and Mining Co. Order of October 1, 1945, further modified 
to become effective on or before August 1 instead of June 1. 

No. 29453, Martin H. Miller, National Legislative Representative 
Brotherhood of Railroad Trainmen vs. Western Pacific et al. Gulf Colo- 
rado and Santa Fe is dismissed as a party defendant. 

MC 76034, Intercity Transport Lines, Inc., San Francisco, Calif., 
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common carrier application. Order of November 5, 1945, further modi- 
fied to become effective June 29 instead of April 15. 

MC 65423, Sub. 5, George Pernazza, South Vineland, N. J., exten- 
sion—Agricultural commodities. Effective date of recommended order 
postponed to April 26. 

MC 104421, Sub. 3, Alfred L. Johnson, Washington, Kan., extension, 
live stock. Effective date of recommended order postponed to April 22. 

MC 73905, Sub. 1, Herman’s Storage Warehouse Co., Inc., New 
York, N. Y., extension, uncrated furniture. Effective date of recom- 
mended order postponed to April 26. 

MC 57847, Sub. 1, Wm. Blankenbeckler, Sterling, Colo., common 
peg application. Effective date of recommended order postponed to 

pr. q 

MC-FC 20933, David Slomiansky, Plaistow, N. H., purchase, Gold 
Line Express, Inc. Effective date of recommended order postponed 
to April 29. 

MC 106135, J. H. Porter, Sebring, Fla., common carrier application. 
Effective date of recommended order postponed to April 29. 


MOTOR FINANCE CASES 

MC F-2854, Southern Pacific Co.—Control; Southern Pacific Trans- 
port Co.—Lease and Purchase—Carroll Moore, MC F-2855, Southern 
Pacific Co.—Control; Southern Pacific Transport Co.—Lease and Pur- 
chase—John R. Luker et al., and MC F-2867, Southern Pacific Co.— 
Control; Southern Pacific Transport Co.—Purchase—L. W. Eldridge, Jr. 

1. Lease of the operating rights and purchase of the property of 
Carroll Moore, doing business as Carroll Moore Transfer, of Rockport, 
Tex., by Southern Pacific Transport Co., of Houston, Tex., and acqui- 
sition of control of said operating rights and property through the lease 
and purchase by Southern Pacific Co., approved and authorized, sub- 
ject to conditions. 

2. Lease of the operating rights and purchase of the property of 
John R. Luker and Anne Josephine Luker (attorney in fact for the 
heirs of N. B. Luker, deceased), partners doing business as Luker 
Truck Line, of Stockdale, Tex., by Southern Pacific Transport Co., and 
acquisition of control of said operating rights and property through the 
lease and purchase by Southern Pacific Co., approved and authorized, 
subject to conditions. 

3. Purchase by Southern Pacific Transport Co. of the operating 
rights of L. W. Eldridge, Jr., doing business as Eldridge Freight Line, 
of Kerrville, Tex., and acquisition of control of said operating rights 
and property by Southern Pacific Co., through said purchase, approved 
and authorized, subject to conditions. 

MC F-3164, Wilson Storage and Transfer Co.—Purchase (Portion)— 
R-B Freight Lines, Inc. Application for authority under Section 210a 
(b) of Wilson Storage and Transfer Co., of Sioux Falls, S. D., for 
temporary operation of a portion of the motor carrier rights of R-B 
Freight Lines, Inc., of Aberdeen, S. D., granted, with conditions. 

MC F-3163, Harvey H. Sentle—Purchase (portion)—Joseph P. Gra- 
ham, Jr. Application for authority under section 210a(b) of Harvey H. 
Sentle, of Toledo, Ohio, for temporary operation of a portion of the 
motor-carrier rights of Joseph P. Graham, Jr., of Rochester, Pa., denied. 

MC F-2844, Adam Rojeske—Purchase—Shore Line Express, Inc., and 
MC F-2928, Everett H. Jenkins—Control; Henry Jenkins Transportation 
Co., Incorporated—Purchase—Shore Line Express, Inc. Purchase (a) by 
Adam Rojeske, doing business as Rapid Transit Company, of Jewett 
City, Conn., and (b) by Henry Jenkins Transportation Co., Incorpo- 
rated, of Boston, Mass., of separate portions of the operating rights of 
Shore Line Express, Inc., of Boston, Mass., and acquisition of control 
by Everett H. Jenkins of that portion of said operating rights to be 
acquired by Henry Jenkins Transportation Co., Incorporated, through 
said purchase, approved and authorized, subject to conditions. 

MC F-1518, Frisco Transportation—Lease—Missouri-Arkansas Trans- 
portation Co. Petition of applicants for authority to renew lease on the 
same terms and conditions approved in report and order of April 6, 1942, 
as modified by second supplemental order of October 31, 1945, for a 
period expiring October 31; 1946, granted. 

MC F-3158, M. H. Brandon—Control; Transway, Inc.—Purchase— 
Mike Heck’s Delivery Service, Incorporated. Application for authority 
under section 210a(b) of Transway, Inc., of New Orleans, La., for tem- 
porary operation of motor-carrier rights of Mike Heck’s Delivery Serv- 
ice, Incorporated, also of New Orleans, granted with conditions. 

MC F-3024 W. Gordon Glendenning—Control; Glendenning Motor- 
ways, Inc.—Purchase—Midnite Express, Inc., MC F-3025, R. J. Babcock 
and H. H. Janke—Control; Dakota Transfer & Storage Co.—Purchase— 
Midnite Express, Inc., and MC F-3026, J. A. Roswick and Joe Green- 


stein—Control; Midwest Motor Express, Inc.—Purchase—Midnite Ex- 
press, Inc. 


1. Purchase by Glendenning Motorways, Inc., of St. Paul, Minn,. 
of certain operating rights and property of Midnite Express, Inc., of 
Fargo, N. D., and acquisition of control of said operating rights and 
property by W. Gordon Glendenning through said purchase, approved 
and authorized, subject to conditions. 

2. Purchase by Dakota Transfer & Storage Co., of Minot, N. D., 
of certain other operating rights and property of Midnite Express, Inc., 
and _ acquisition of control of said operating rights and property by 
R. J. Babcock and H. H. Janke through said purchase, approved and 
authorized, subject to conditions. 

3. Purchase by Midwest Motor Express, Inc., of Bismarck, N. D., 
of certain other operating rights and property of Midnite Express, Inc., 
and acquisition of control of said operating rights and property by 
J. A. Roswick and Joe Greenstein through said purchase, approved and 
authorized, subject to conditions. 





UNCONTESTED FINANCE CASES 
Report and order in F. D. No. 15244, New York, Chicago & St. 
Louis Railroad Co. bonds, granting authority to issue not exceeding 
$41,500,000 of refunding mortgage 3 per cent bonds, series F, to be 
sold at $101.529 and accrued interest and the proceeds applied with 
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other funds to the redemption on July 1, 1946, of $41,796,000 of refund- 
ing-mortgage, 3% per cent bonds, series D. Approved. 

Fourth supplemental report and order in F. D. No. 11012, Denver & 
Salt Lake Railway Co. Bonds, granting authority to pledge and re- 
pledge from time to time to and including July 31, 1948, as collateral 
security for short-term notes, not exceeding $1,000,000 of series A 
4 per cent first mortgage bonds. Approved. 

Report and order in F. D. No. 15258, Bekins Van & Storage Co. 
Notes, granting authority to issue, or to renew for a period of 2 years, 
from April 1, 1946, an unsecured short-term promissory note in the 
face amount of not exceeding $400,000 to evidence a loan for a like 
amount to be used to pay construction costs, to purchase new motor 
vehicles, to repair existing properties, and for other corporate purposes, 
upon condition that each renewal note shall be in a face amount not 
greater than the unpaid balance of the note renewed, and that the 
maturity date of the last renewal note shall be not later than April 1, 
1948. Approved. 

Report and order in F. D. No. 15207, Boston & Maine Railroad 
et al., Purchase, etc., authorizing purchase by the Boston & Maine 
Railroad and the Newport & Richford Railroad Co. of the properties 
of the Connecticut & Passumpsic Rivers Railroad Co., and granting 
authority to the Canadian Pacific Railway Co. to acquire control of 
the Newport & Richford Railroad Co. through stock ownership, and 
to lease from that carrier ‘the portion of the line of the Connecticut & 
Passumpsic Rivers Railroad Co. to be purchased by it. Approved. 





FINANCE APPLICATIONS 


Finance No. 15272, Leigh R. Powell, Jr., and Henry W. Anderson, 
receivers for Seaboard Air Line Railway Co., and the Atlantic Coast 
Line Railroad Co., ask authority to operate over tracks owned by each, 
and a jointly owned track between points of divergence from their 
existing lines, and the terminus at the plant of the Victor Chemical 
Works near Anclote, Fla. The trackage, in Pasco and Pinellas counties, 
totals a little more than six miles. 

MC F-3174, C. B. Fischbach, dba Fischbach Trucking Co., of Akron, 
Ohio, asks authority to purchase certain operating rights of McClosky 
& Shaffer, Inc., of Chicago, Ill., and temporarily to operate. 

MC F-3175, Austin Robbins, dba Chenango Valley Transit Lines, of 
Binghamton, N. Y., asks authority to lease certain operating rights of 
Hudson Transit Lines, Inc., dba Short Line of Hackensack, N. J. 

MC F-3176, Floyd L. Unger, dba Unger Trucking Co., of Wabash, 
Ind., asks authority to purchase certain operating rights of R. D. Allis- 
baugh, dba Allisbaugh Trucking Co., also of Wabash. 

MC F-3177, Arkansas Motor Freight Lines, Inc., of Fort Smith, Ark., 
asks authority to purchase certain operating rights. equipment. and 
property of H. Q. Hamilton, Roy C. Martin and J. C. Gibson, dba Motor 
Express, of Little Rock, Ark. 

Finance No. 15276, The New York Central Railroad Co. asks author- 
ity to abandon the northerly 2.4 miles of its Dolgeville branch be- 
tween Dolgeville and Salisbury Center, in Herkimer county, N. Y., 
about 2.4 miles. The applicant said the West Virginia Pulp & Paper Co., 
the only volume shipper on the line sought to be abandoned, had 
discontinued its operations and there was no prospect of operations 
being resumed. There was no prospect of any carload business on 
the line, it said, adding that all less-carload shipments were and had 
been for several years, handled at Dolgeville. No passenger traffic 
had been handled over the line since 1933, it said. 

MC F-3178, Reliable Transfer Co., and W. R. Dobson, Jr., majority 
stockholder, of Augusta, Ga., ask authority to purchase certain operat- 
ing rights of Terminal Transport Co., Inc., of Indianapolis, Ind. 

MC F-3179, Anthony Seal and Olin B. Keith, dba White Eagle Bus 
Lines, of Bogalusa, La., ask authority to lease certain operating rights 
of The Greyhound Corporation (Teche Greyhound Lines Division), of 
Chicago, Ill. 

, MC F-3180, McMahon Transportation Co., of Baltimore, Md., asks 
authority to merge into itself the Maryland Coach Co., Inc., of Hamp- 
stead, Md. 

MC F-3184, John Ralph McBride, dba McBride’s Express, of Miller 
City, Ill., asks authority to purchase certain operating rights of Han- 
cock Truck Lines, Inc., of Evansville, Ind., and temporarily to operate. 

MC F-3185, Sproles Motor Freight Lines, Inc., of Fort Worth, Tex., 
asks authority to consolidate and merge with Red Ball Motor Freight 
Lines, of Dallas, Tex. 


MC F-3186, Rock Island Motor Transit Co., of Chicago, Ill., and 
the trustees of the Chicago, Rock Island and Pacific Railway Co., ask 
authority to purchase certain operating rights of Jesse L. Riley, dba 
Riley’s Truck Line, of Pratt, Kan. 


Finance No. 15278, Nashville, Chattanooga & St. Louis Railway asks 
authority to issue $15,000,000 of series B bonds under its first mortgage 
for the purpose of redeeming $15,000,000 of outstanding series A bonds, 
bearing interest at 4 per cent. The applicant said the new bonds would 
be issued to bear interest from February 1 at not exceeding 3 per cent, 
and that it would call the series A bonds for redemption August 1, at 
105 per cent. The new bonds will have a sinking fund provision which, 
by maturity in 1986, will reduce the principal amount outstanding to 
about $9,250,000, according to the applicant, which also said it would 
furnish $750,000 necessary, above the $15,000,000, to redeem the series A 


bonds, from its treasury. The new bonds will be offered at competitive 
bidding. 


Finance No. 15278, Sub 1, Louisville & Nashville Railroad Co. 
asks authority to assume obligation and liability as guarantor of the 
$15,000,000 series B bonds proposed to be issued in Finance No. 15278. 

MC F-3181, Clemens Truck Line, Inc., of South Bend, Ind., asks 
authority to purchase certain operating rights of Central Freight Sys- 
tems, Inc., also of South Bend, and temporarily to operate. 

MC F-3182, Carl A. Helm, of Pittsburgh, Pa., asks authority to 
acquire control of Associated Freight Forwarders, Inc., also of Pitts- 
burgh, through ownership of capital stock. 

MC F-3183, Joe V. Bowman, Jr., dba Bowman Motor Freight, of 
New Castle, Pa., asks authority to purchase certain operating rights of 
Liberty Motor Freight Lines, Inc., of Secaucus, N. J. 
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Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules in it 
have been suspended by the Commission. Suspension orders contain 
many schedules not reproduced here. Details of such orders are pub- 
lished in The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


I. and S. M-2645, from April 27 until November 27, certain 
schedules published in supplement No. 40 to tariff MF-I. C. C. 
No. 26 of Middlewest Motor Freight Bureau, agent, and in sup- 
plement No. 12 to tariff MF-I. C. C. No. 6 of Boyd Truck 
Lines, Inc., both of Kansas City, Mo. The suspended sched- 








‘ules propose to reduce rates on bags and bagging, less truck- 


load and minimum 5,000 pounds, from or to Kansas City, Mo., 
to or from Eldorado, Newton, Peabody and Wichita, Kan, 
for the account of five carriers. 

I. and S. No. M-2646, from April 27 until November 27, 
certain schedules published in supplement No. 35 to tariff MF- 
I. C. C. No. 19 and supplement No. 39 to tariff MF-I. C. C. No. 
38 of Middlewest Motor Freight Bureau, agent, Kansas City, 
Mo. For the account of Glendenning Motorways, Inc., St. Paul, 
Minn., and Wheeler Transportation Co., ‘Menasha, Wis., the 
suspended schedules propose to establish increased charges for 
heater and refrigeration service in connection with rates on 
perishable products from and to or between certain points in 
western trunk-line territory. 

IT. and S. M-2647 from April 29 until November 29, certain 
schedules published in supplement No. 34 to MF-I. C. C. No. 
203 of Lou Hosking, agent, Kansas City, Mo. The suspended 
schedules propose to cancel a commodity rate of 23 cents on edi- 
ble canned goods, minimum 20,000 pounds, from Duluth, Minn., 
and Superior, Wis., to Twin Cities, Minn., and to establish 
higher commodity rates in lieu thereof. 

I. and S. No. 5404, from April 29 until November 29, cer- 
tain schedules set forth on 2nd revised pages 11 and 11-A of 
Agent A. L. McNealy’s tariff I. C. C. No. 1. The suspended 
schedules propose to increase the rates for towage of logs 
between Puget Sound ports. 

J. and S. No. 5405, from May 1 until December 1, certain 
schedules as set forth in supplement No. 101 to Agent W. S. 
Curlett’s tariff I. C. C. No. A-797, and other schedules. The 
susvended schedules propose to revise the rates on tankage, 
carloads, between points in official territory, resulting in both 
increases and reductions. 

T. and S. M-2648, from Anril 30 until November 30, certain 
schedules published on fourth revised page 40. third revised 
page 42 and second revised page 48 to tariff MF-I. C. C. No. 
18 of John M. Desch, agent. San Francisco, Calif. On various 
commodities hetween points in California and points in Nevada 
the suspended schedules propose to increase certain commodity 
rates and to cancel certain other commodity rates, permitting 
generally hicher class or commoditv rates to apply. 

I. and S. M-2649, from April 30, and later, until Novemher 
30. certain schedules vublished in supplement No. 1 to MF- 
J. C. C. No. A-186. and supplement No. 27 to MF-I. C. C. No. 
A-165 of the Middle Atlantic States Motor Carrier Conference, 
Ine., agent. Washineton. D. C. The suspended schedules pro- 
nose to eliminate essential oils from a list of drugs, applicable 
in connection with rates within Mid-Atlantic territorv. and be- 
tween points in Mid-Atlantic territory and points in New Eng- 
land. and to increase the minimum charges per shipment on 
export and imvort traffic between piers in New York Harbor, 
N. Y., and voints in Mid-Atlantic territorv. 

T. and S. No. 5406. from May 1 until Decemher 1. certain 
schedules as nublished in sunplements No. 5 to I.C.C. No. 3320 
and ME-T.C.C. No. 3082 of Railway Express Agency. The sus- 
pended schedules propose to cancel commodity rates on general 
commodities between points in New Jersey, New York and 
Pennsylvania. 


I. and S. No. 5407 May 1. until December 1. certain 
schedules as published in sunplement Nos. 24 and 3 to Agent 
D. Q. Marsh’s tariff I.C.C. No. 3688 and supplement No. 187 
to Agent D. ©. Marsh’s tariff I.C.C. No. 3144. The suspended 
schedules propose to increase the rating on old worn-out filter 
press cloths or mats. carloads, from the southwest to Official 
and Southern Territories. 

T. and S. No. 5408. from May 1. until December 1, certain 
schedules as set forth in supplement 37 to Pennsylvania Rail- 
road Co.’s tariff I.C.C. 2487. The suspended schedules pronose 
to reduce, over certain routes. the rates on sulohuric acid. in 
tank cars. from Paulsboro and Gibbstown, N. J. to Newport. 
Del. and Philadelphia. Pa., without observing the provisions of 
section 4 of the interstate commerce act. 

I. and S. No. M-2650, from May 1. until December 1. cer- 
tain schedules published in sunplement No. 3 to tariff MF-I.C.C. 
No. 20 of Rockford Motor Service. Inc., Rockford, Tl. The 
suspended schedules propose to establish an any-quantity as- 
sembly commodity rate of 40 cents per 100 pounds on automo- 
bile parts consisting of engine. driving gear or steering gear 
parts, from Rockford, Ill., to Chicago, Ill., in lieu of higher as- 
sembling class rates. 
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Central Package Car Asks 
Section 409 Standards 


All agreements made between motor common carriers and 
freight forwarders should be filed and posted as required for 
tariffs, said Central Package Car Co., of Waco, Tex., in a state- 
ment filed with the Commission in No. 29493, Freight Forward- 
ers—Motor Common Carriers, Agreements. 

The proceeding is an investigation instituted by the Com- 
mission pursuant to the amendment of section 409 of the inter- 
state commerce act by H. R. 2764, signed by the President Feb- 
ruary 20. It permits establishment of special arrangements for 
compensation by freight forwarders of motor carriers whose 
services they use, subject to Commission approval (see Traf- 
fic World, March 16, p. 759). 

Central said it opposed any policies that would permit a 
motor common carrier’s services to be utilized by any freight 
forwarder at different compensation than other forwarders 
under similar conditions, as being unduly preferential, although 
it said it did not oppose “the principle of a motor common car- 
rier having in effect an agreement for charges which may 
be used by all freight forwarders that is different from an 
agreement for charges a competing motor common carrier may 
have for use by all freight forwarders.” 

It opposed rates based on aggregates of tonnage during spe- 
cified periods of time or on any alleged circumstances applying 
specifically to any particular shipper, consignee, shipment or 
group of shipments. Motor carriers should be permitted to file 
a schedule of services to be used by freight forwarders with 
the Commission, agreements to be based on such schedules. Un- 
less some standard was set for such agreements, it said, con- 
fusion and inconsistent agreements would result. 


Railroad Abandonments 
Grand Trunk 


On the understanding that the applicant will submit entries 
before recording in its books retirement of the line involved, 
the Commission, division 4, by a report and certificate, effective 
40 days from April 19, in Finance No. 14860, Grand Trunk 
Western Railroad Co. abandonment, has authorized the appli- 
cant to abandon 49.08 miles of railroad in Montcalm, Kent, 
Ottawa, and Muskegon counties, Mich. The line, according to 
the report, extends from a point near Greenville Western to a 
point 4.19 miles east of the depot at Muskegon. 

The report said none of the protestants mentioned would 
be deprived of railroad service by the proposed abandonment, 
as the applicant operated trains in daily service between Mus- 
kegon and Durand over a route paralleling the line sought 
to be abandoned. 

If operation of the line was continued, it said, applicant 
would be required to expend an unreasonable amount of money 
—estimated as more than $600,000—to repair the track, adding 
that operation of the segment had resulted in large losses for 
several years. 

The certificate will be issued on the same conditions with 
respect to protection as those in Chicago, B. & Q. R. Co. aban- 
donment, 257, I. C. C. 700. 


Frisco 


In a proposed report in Finance No. 13609, St. Louis-San 
Francisco Railway Co. trustees abandonment, Examiner Jerome 
K. Lyle has recommended that the Commission, division 4, im- 
pose the same conditions for the protection of the employes 
affected as were prescribed in Chicago, B. & Q. R. Co. aban- 
donment, 257, I.C.C. 700. The examiner recommended that the 
division find that as a result of the abandonment involved in 
this proceeding employes had suffered adverse effects for which 
they were entitled to relief under the Commission’s policy. He 
said the testimony with respect to the effect on employes sub- 
sequent to discontinuance of operation of the branch line in 
question related to agents or so-called agent-telegraphers and 
to maintenance-of-way employes including section foremen and 
track laborers. The branch abandoned extended 91.16 miles 
from a point near Fayetteville, Washington county, Ark., to a 
point near Fort Gibson, in Adair and Cherokee counties, Okla., 
said the examiner. 


S.L. & U. 


By a report and certificate in Finance No. 15153, Salt Lake 
& Utah Railroad Corporation Receiver Abandonment, effective 
40 days after April 29, the Commission, division 4, has author- 
ized abandonment as to interstate and foreign commerce by 
the applicant of its entire line of railroad extending from Salt 
Lake City to Payson, U., approximately 66.01 miles, with a 
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branch line from Granger to Magna, 9.15 miles, all in Salt Lake 
and Utah counties. 

The report said representatives of the Utah Public Service 
Commission contended the line was an electric interurban rail- 
way within the meaning of section 1(22) of the interstate com- 
merce act. The division said the carrier had become primarily 
a freight line and was shown as participating in numerous 
tariffs filed with the Commission pertaining to interstate traffic. 
It said it was of the opinion that the line was not an electric 
interurban railway within the meaning of section 1(22), but 
that, since the entire line was located within one state, and 
was independently owned and operated, the Commission’s 
jurisdiction was limited to interstate and foreign commerce. 

It said the application was opposed also by the Algamated 
Association of Street and Electric Railway and Motor Coach 
Employes of America which requested, in the event of aban- 
donment, the imposition of conditions requiring payment to 
employes equal to one year’s wages, or conditions similar to 
those in the so-called Washington job agreement, while a rep- 
resentative of the office force sought imposition of conditions 
requiring applicants to pay the employes whatever money was 
left over after payment of debts, as in the case of a liquidation. 
However, following Finance No. 13979, Chicago, A. & S. R. Co. 
Receiver Abandonment, 261 I. C. C., the division said it would 
impose no conditions because the entire line of railroad was 
permitted to be abandoned. 


Traffic Groups Protest Motor 
Rate Increases in Midwest 


The Minneapolis Traffic Association and the St. Paul As- 
sociation of Commerce, the Duluth Chamber of Commerce, and 
the Waterloo-Cedar Falls (Ia.) Traffic Association have asked 
the Commission to suspend tariffs of the Middlewest Motor 
Freight Bureau proposing increases of 4 per cent, subject to 
minimum increase of 5 cents per 100 pounds and a maximum 
increase of 15 cents per 100 pounds, on shipments weighing less 
than 10,000 pounds, effective May 6. 

The Minnesota groups said an undue burden would be 
thrown on short-haul transportation by motor carriers. The 
Minneapolis and St. Paul groups said conditions were chang- 
ing materially since the “war is over’ and said it was their 
opinion motor carriers would be in better position to operate 
more economically and efficiently and ‘‘consequently no further 
increase should be permitted in the rates of the motor carriers 
in this middlewest territory at this time.” They also observed 
that an increase of 4 per cent proposed to become effective in 
September of 1945 had been withdrawn and cancelled. 


The Duluth group said hearing before the Railroad & Ware- 
house Commission of the State of Minnesota on tariffs filed to 
make corresponding increases had been adjuorned until May 
7, with the result that if the increases were permitted to become 
effective, rates higher would be in effect over interstate routes 
in Minnesota than those in effect between the same points over 
intrastate routes. 


The Iowa groups protested the increases proposed on class 
rate factor’ combination rates. They said the shipping public 
had been greatly handicapped in the transportation of freight 
by motor carriers due to embargoes, rate stops, being unable 
to obtain sufficient equipment, “obstinate attitude in the set- 
tlement of claims.” Also, they said, respondent had ‘wilfully 
withheld distribution of these supplements and tariffs.” 

The protested tariffs, as listed by the Twin Cities protest- 
ants, were: No. 1030, MF-I. C. C. No. 56 (master tariff); 1004-A, 
MF-I. C. C. No. 38; 1006, MF-I. C. C. No. 19; 1009, MF-I. C. C. 
No. 27; 1011, MF-I. C. C. No. 15; 1013, MF-I. C. C. No. 29; 
1014, MF-I. C. C. No. 28; 1016, MF-I. C. C. No. 30; 1024, MF- 
I. C. C. No. 23; 1230, MF-I. C. C. No. 34; 1231, MF-I. C. C. No. 
9; 1232, MF-I. C C. No. 35; 1251, MF-I. C. C. No. 49; 1276, MF- 
I. C. C. No. 42; 2382, MF-I. C. C. No. 3; and 2388-A, MF-I. C. C. 
No. 13, Middlewest Motor Freight Bureau. 

Western Trunk Line Motor Common Carriers Bureau; No. 
~ ro = C. No. 67; 300-A, MF-I. C. C. No. 70; 516, MF- 

<< Co Ne: Ss. 


TRANSFER OF PACIFIC FORWARDING RIGHTS 


By an application in FF 18, George C. Lebeck and Walter 
R. Wylie, a partnership, doing business as Pacific Freight For- 
warding Association, have asked authority to transfer the for- 
warding rights of the partnership to a new corporation, Pa- 
cific Forwarding Association. Operating personnel, according 
to the applications will be taken over by the corporation with- 
out change. The incorporators of the new corporation are 
George C. Lebeck, Clara Lebeck, his wife, and Walter R. Wylie. 
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No. 29524, Williamson Candy Co., Chicago, Ill., vs. Lehigh Valley. 
Alleges demurrage charges assessed pursuant to provisions of 
service order No. 180 on two cars of candy in refrigerator cars, but 
not under refrigeration, held on siding of Lehigh Warehouse & 
Transportation Co., and in the Lehigh Valley yards adjoining, at 
Newark, N. J., for 15 days, as the result of a strike called by the 
warehouse employes, in violation of section 1. Asks reparation of 


$709.80 plus $21.29 tax. (O. L. Foxvog, traffic manager, Williamson 
Candy Co., Chicago, Il.) 
No. 29456, Amended, Pillsbury Mills, Inc., vs. Southern Pacific Co. 

Complaint amended by adding allegations that Demurrage 

charged was unreasonable in violation of Section 1 as applied to 
cars delayed by shipping conditions under a world war, and that 
tariff provisions were indefinite, in violation of Section 6. (Emuel 
J. Forman, 907 E. 3rd St., Los Angeles 13, Calif.) 

MC C-527, New England—1946 Increased Rates. 

Investigation instituted by Division 2, on its own motion, into 
schedules of New England Motor Rate Bureau and other eastern 
motor rate bureaus, and of certain motor carriers, increasing rates 
and charges on shipments from and to points in New England, also 
between certain areas in New Jersey and New York and points in 
New England, and the rules, regulations and practices affecting such 
rates and charges. 

MC C-528, Increased Rates—Middle Atlantic States. 

Investigation instituted by Division 2, on its own motion, into 
schedules of Middle Atlantic States Motor Carrier Conference and 
other tariffs of motor rate bureaus, and of certain motor carriers, 
increasing rates and charges on shipments applying generally within 


Middle Atlantic States Territory and from Middle Atlantic States ° 


Territory to Central States and New England territories and in the 
reverse direction, and the rules, regulations and practices affecting 
such rates and charges. 

MC C-530, Metzner Stove Repair Co., Kansas City, Mo., vs. Herman L. 
Ranft, dba B & R Forwarding Co. 

Rates on two shipments of stove castings and parts, from Do- 
wagiac, Mich., to Kansas City, March 29 and March 30, 1944, in vio- 
lation of section 217(b). Asks rate and refund, and hearing at 
Kansas City. 

No. 29527, Board of Trade of the City of Chicago, Ill., vs. A. C. & Y. 
et al. 

Alleges proportional rates on grain products from Peoria, IIl., 
and points taking same rates, to eastern destinations, applicable on 
grain products only when milled at northwest and interior milling 
and malting points named in Agent Jones’ tariffs, from grain origi- 
nating at points in Trans-Mississippi River Territory, in violation of 
sections 1, 2, 3 and 4. Asks cease and desist order and rates, and 
hearing at Chicago. (I. M. Herndon, manager, Transportation De- 
partment, Board of Trade of the City of Chicago, 141 W. Jackson 
Blvd.. Chicago 4, Ill.) 

No, 29528, Globe Steel Tubes Co., Milwaukee, Wis., vs. Santa Fe et al. 

Rates on liquefied petroleum gas, from points in Oklahoma, Texas, 

Arkansas, Illinois, Michigan, and Indiana to points in Wisconsin, 
shipped since April 10, 1944, in violation of section 1, to the extent 
charges were based on estimated weight in excess of 4.7 pounds 
per gallon. Asks cease and desist order, rates, and reparation of 


$7,732,69. (J. W. Goodman, 5038 Plankinton Bldg., Milwau- 
kee 3, Wis.) 

No. 29529, Container Corporation of America, Chicago, Ill., vs. A. & 
S. et al. 


Rates on sugar cane bagasse, shipped since May 24, 1943, from 
points in Louisiana to Pencoyd, Pa., in violation of section 1. 
Asks reparation of $5,000. (Walter, Burchmore & Belnap, 2106 Field 
Bldg., Chicago 3, Ill.) 

No. 29530, Montgomery Ward & Co., Inc., Chicago, Ill., vs. C. M. St. 
Pp. & P. 

Alleges failure on part of the railroad, from November 26, 1945, 
to 6:00 p. m., December 1, 1945, inclusive, to accept articles of 
merchandise at Chicago, destined to points in numerous states, in 
violation of sections 1 and 3, resulting in difference in cost of 
transportation by reason of mailing of shipments and expenses 
for labor and materials, for rewriting shipping documents and re- 
packing shipments. Asks cease and desist order and reparation of 
$5.000. (Stuart S. Dall, John A. Darr, David L. Dickson, 619 W. 
Chicago Ave., Chicago, Ill.) 

No. 29531, B. T. Crump Co., Inc., Richmond, Va., vs. B. & O. et al. 

Rates on horse blankets, in six carload shipments, from Louisville, 
Ky., Jefferson Barracks, Mo., and Jeffersonville, Ind., to Richmond, 
Va., in the statutory period, in violation of section 1. Asks cease 
and desist order, rates, and reparation. (E. B. Caldwell, P. O. 
Box 1725, Richmond, Va.) 

MC C-518, Fifth Supplemental Order, Central Territory—Less Truck- 
load Class Rates. 

Hearing by the Commission, division 2, on its own motion, into 
the reasonableness and lawfulness otherwise of increased rates 
and charges, and rules, regulations and practices affecting such 
charges, applicable to shipments of various commodities weighing 
less than 5,000 pounds between points in Michigan and points gen- 
erally in Central Territory, as proposed in supplement No. 3 to 
tariff I. C. C. No. 285, and in supplement No. 5 to tariff MF-I. C. C. 
No. 48 of Detroit & Cleveland Navigation Co., Detroit, Mich. Time 
and place of hearing to be fixed. 


TRAFFIC WORLD 


MC C-531, Harry Edward Shea—Revocation of Certificate. 

Investigation instituted by the Commission, division 5, into opera- 
tions of Harry Edward Shea, Riverton, N. J., under MC 59517. De- 
fendant asked to show cause why he should not be required to 
comply with requirements of section 217, interstate commerce act, 
and Commission’s rules and regulations thereunder. Time and 
place of hearing to be fixed. 

MC C-529, Charter Coach Service from Washington Commercial Zone. 

Investigation instituted by the Commission, division 2, on its own 
motion concerning the reasonableness and lawfulness otherwise 
of the fares and charges, and the rules, regulations and practices 
affecting such fares and charges, applicable to motor common. 
carrier charter coach service from Washington, D. C., and vicinity 
to points in the U. S., as maintained by the Capital Transit Co., 
Washington, D. C., in its tariff MP-I. C. C. No. 80. Hearing assigned 
in Washington before Examiner George A. Dahan, May 15. 

MC C-529, first supplemental. Charter Coach Service from Washington 
Commercial Zone. 

Investigation instituted by division 2 on its own motion into 
the reasonableness and lawfulness otherwise of fares and charges, 
and the rules, regulations and practices affecting such fares and 
charges, applicable to motor common-carrier charter coach service 
between points in the vicinity of Washington, D. C., and points in 
the U. S., as maintained in tariffs MP-I. C. C. No. 9 (issued Feb. 
27, 1945) of the Alexandria, Barcroft & Washington Transit Co., 
dba A. B. & W. Transit Co., Alexandria, Va.; MP-I. C. C. No. 36 of 
the Washington, Marlboro & Annapolis Motor Lines, Inc., Bradbury 
Heights, Md.; and MP-I. C. C. No. 10 of the Washington, Virginia 
& Maryland Coach Co., Inc., Arlington, Va. Hearing assigned in 
Washington before Examiner George A. Dahan, May 15. 

No. 29532, Standard Parachute Corporation, Los Angeles, Calif., vs. 
Piedmont & Northern et al. 

Rates on seven less-carload shipments of cotton and nylon web- 
bing, shipped from April 19, 1943, to June 25, 1943, inclusive, from 
Greenville, S. C., to Manti, Utah, in violation of section 1. Asks cease 
and desist order and reparation of $1,749.13. (Niles O. Greer and D. 
R. Crawford, Room 505, 111 W. 7th St., Los Angeles 14, Calif.) 

MC C-532, Manhattan Coach Line, Inc., New York, N. Y., et al. vs. 
Public Service Interstate Transportation Co., Inc. 

Allege operations via Lincoln Tunnel from New Jersey into New 
York City in violation of part II of the interstate Commerce act as 
amounting to a substantial change in service. Ask cease and desist 
order, restriction of defendant from operation segments of ‘‘grand- 
father’’ routes and of other routes, and that a general investigation 
be instituted as to defendant’s practices in the New Jersey-New 
York area. (Wilmer A. Hill, Transportation Building, Washington 
6, DB. <j 


$80,000,000 Refunding Plan 
of T. & N. O. Proposed 


In what was described as the culmination of a program 
for the consolidation of Southern Pacific Co. controlled lines 
in Texas and Louisiana, formerly numbering 14 separate cor- 
porate ownerships, the Texas & New Orleans Railroad Co. has 
asked the Commission, in Finance No. 15271, for authority to 
issue and sell $80,000,000 of its first and refunding mortgage 
bonds, series B, C, and D. Southern Pacific Co. joined in the 
application, asking authority to guarantee the issue, the appli- 
cants saying such guaranty was believed important for their 
successful marketing. The series B and C bond will be offered 
at competitive bidding, and Southern Pacific Co. will purchase 
the $20,000,000 series D bonds at the bid for the series C bonds. 

The new bonds, aside from the series D, will consist of 
$15,000,000 of series B, and $45,000,000 of series C bonds, due 
in 1970 and 1990, respectively. The proceeds of the sale of 
those bonds, together with $4,255,000 of the series D bonds, 
will be used to redeem the outstanding series A bonds, $63,235,- 
000 of which are owned by the Southern Pacific Co. 

Of the series D bonds, $7,178,000 will also be used to pay 
off bonds of divisions of the Galveston, Harrisburg & San An- 
tonio Railroad, all matured and payable on demand, while 
$8,567,000 of the series D bonds will reimburse the T. & N. O. 
for capital expenditures made by it and not capitalized. 

The applicants said they believed the $60,000,000 of series 
B and C bonds could be sold at materially lower interest rates 
than those on the series A and other bonds. Also, it was said, 
the proposal was an additional step in the program under way 
for more than 5 years to improve the debt structure of South- 
ern Pacific Co. and its subsidiaries. In a review of that pro- 
gram, the application said annual interest charges on debt and 
equipment obligations had been reduced $11,080,153, or 35.7 
per cent, after giving effect to redemption recently of Southern 
Pacific Railroad Co. bonds. Maturity dates will also be ex- 
tended beyond present maturities, it was said. 








MOTOR CLASS RESTRICTIONS TARIFF WITHDRAWN 


The Motor City Express, Inc., and Cleveland-Pittsburgh 
Freight Line, Inc., stipulated they would withdraw the pro- 
tested minimum rate restrictions, and asked for dismissal of 
the case, at a hearing in I. & S: M-2641, before Examiner 
Parker, April 30, at the Sherman Hotel, Chicago. The motor 
carriers had originally proposed to publish certain restrictions 
on the lowest class rates, but announced they had changed 
their minds. 








Den 
Car 


A 
Penns 
Scott 
be de 
amine 
to cer 
ular r 
railroi 
of, tre 


tract « 
owner 
outsta 
yi 
jurisd 
ject te 
and b 
motor 
plated 
comm 
pende 
one c 
T 
of sec 
not cc 
of obt 
alreac 
I 
sula, 
servic 
tinuec 
insula 
posed 
policy 
stanci 
They 
tution 
route: 
motor 
the n 


rail si 
tion c 
where 
strict 
clusiv 
appee 
the h 
majo! 
princ’ 
and a 
is in 

7 
tions 
in an 
eratir 
woulc 
was | 
If the 
woul 
right: 
the F 
woul 
mann 
authc 
tinue 
Rock 
cided 
press 
limite 
sence 
ferin; 
of th 

Ki 
woul 







grand- 
gation 
y-New 
ington 


ogram 
| lines 
e cor- 
‘o. has 
‘ity to 
rtgage 
in the 
appli- 
> their 
yffered 
rchase 
bonds. 
sist of 
is, due 
ale of 
bonds, 
3,235,- 


to pay 
an An- 
while 
iM. ©: 
a 
' series 
t rates 
is said, 
er way 
South- 
at pro- 
‘bt and 
pr 30.1 
yuthern 
be ex- 


AWN 

tsburgh 
1e pro- 
issal of 
caminer 
» motor 
rictions 
chhanged 


May 4, 1946 












Denial of Merger of Pa. Motor 
Carrier Affiliates Recommended 


A proposed merger of two motor carriers, controlled by the 
Pennsylvania Railroad through a subsidiary, in MC F-2922, 
Scott Bros., Inc—Merger—Peninsula Auto Express Co. would 
be denied by the Commission under a proposed report by Ex- 
aminer C. R. Englehart and James L. Smith, without prejudice 
to certain suggested revisions to permit service only over reg- 
ular routes between points now served that are stations on the 
railroad, and limited to service auxiliary to, or supplemental 
of, train service of the Pennsylvania. 

The examiners said Scott was controlled by American Con- 
tract & Trust Co., in turn controlled through 100 per cent stock 
ownership by the Pennsylvania, and that Scott owned all the 
outstanding capital stock of Peninsula. 

The applicants had contended that the Commission had no 
jurisdiction over the proposal because both were carriers sub- 
ject to the act; their officers and directors practically identical, 
and both had been controlled by the railroad since prior to the 
motor carrier act; and because the instant transaction contem- 
plated no change in management or control nor bringing under 
common control any motor carrier properties heretofore inde- 
pendently controlled or managed, but merely the elimination of 
one company from the present chain of control. 

The examiners said the proposal fell within the language 
of section 5 (2) (a) of the interstate commerce act. as it did 
not contain any provision relieving carriers from the necessity 
of obtaining Commission approval of a merger when they were 
already under common control. 

In 1930, they said, when Scott acquired the stock of Penin- 
sula, the two companies had largely performed transportation 
service directly for the shipping public. However, they con- 
tinued, 86 per cent of Scott’s service, and 99 per cent of Pen- 
insula’s was for the railroads. They said that, while the pro- 
posed merger was in line with the Commission’s long-standing 
policy of encouraging corporate simplification, certain circum- 
stances warranted denial in the present state of the record. 
They observed that the railroad’s tariffs provided for substi- 
tution of motor for rail service over Peninsula over regular 
routes, while Peninsula also had tariffs on file covering all- 
motor service that were, presumably, seldom used because of 
the nature of the bulk of its present traffic. 

“Handling of shipments by motor vehicle in substitution for 
rail service between stations of the railroad contemplates opera- 
tion over regular routes and under reasonably defined schedules 
whereas . . . all the operating rights of Peninsula are unre- 
stricted and provide for the performance of transportation ex- 
clusively over irregular routes,” said the examiners. “It thus 
appears, as further evidenced by a statement and map filed at 
the hearing, that Peninsula has changed the character of its 
major operations from those of a regular-route carrier. Scott’s 
principal operations, on the other hand, are over regular routes 
and are restricted to the performance of a motor service which 
is in substitution for rail service.” 


They said the record did not show the character of opera- 
tions that would evolve as a result of the unification and that, 
in any event, before the transaction could be approved the op- 
erating rights of Peninsula would have to be revised so they 
would authorize the restricted regular-route service Peninsula 
was performing for the railroad, with the usual restrictions. 
If they were not so modified and restricted. they said, Scott 
would have restricted regular-route authority under its own 
rights and unrestricted irregular-route authority as a result of 
the Peninsula acquisition. Under the latter rights. however, it 
would -presumably operate over regular routes in the same 
manner as Peninsula, which operations were not. they said, 
authorized under the present certificate. Moreover, they con- 
tinued, by reference to the Commission’s report in MC F-445, 
Rock Island Motor Transit Co.—Purchase—White Line. de- 
cided March 4, in which they observed the Commission had ex- 
pressed the view that controlled motor operations should he 
limited to service auxiliary to that of the railroad in the ab- 
sence of evidence showing special circumstances to warrant of- 
fering an all-motor service unconnected with the rail service 
of the parent railroad (see Traffic World, March 23. p. 806). 

They observed that the record failed to establish that it 
would be consistent with the public interest to authorize trans- 





fer of the Peninsula rights that had not been and would not be, 
utilized following the merger, and said denial should be without 
prejudice to filing of such pleadings as might be necessary to 
seek revision of Peninsula’s rights, on consummation of the mer- 
ger, to permit service only over regular routes between points 
now served that were stations on the railroad, and limited to 
service auxiliary to, or supplemental of, train service of the 
Pennsylvania. 


R. |. WATER OPERATION CERTIFICATE 


In a proposed report in W-931, Ernest Coggeshall and 
Ernest Coggeshall, Jr. Common Carrier Application, the Bureau 
of Water Carriers and Freight Forwarders has recommended 
that the Commission grant the applicants, a co-partnership 
doing business as Point Judith and Block Island Transportation 
Co., Newport, R. I., a certificate for operations, by self-propelled 
vessels of not more than 100 indicated horsepower or not 
more than 100 tons carrying capacity, in the transportation of 
commodities generally between Point Judith and Block Island, 
Le 

The bureau recommended dismissal of a portion of the 
application seeking authority to transport passengers between 
Point Judith and Block Island, and denial of that portion seek- 
ing authority to operate to and from Newport. It said the 
applicants would not be interstate or foreign commerce in 
transporting passengers between Point Judith and Block Island 
and that authority from the Commission for such service was 
not required. The bureau said the applicants presented no 
evidence with respect to their proposed service to or from 
Newport. 


Approval of Sale of “One Gallus” 
Bus Route Proposed 


Examiner C. R. Englehart. in a proposed report in MC 
F-3032, Gulf, Mobile & Ohio Ra‘lroad Co.—Control; Gulf Trans- 
port Co.—Purchases—Clayton Tinsley, has recommended that 
the Commission approve purchase, for $35,000, of what Southern 
Bus Lines, Inc., called a “one gallus” bus route, between Merid- 
re — and Butler, Ala. (see Traffic World, April 13, p. 
1117). 

The examiner said it was his opinion that Transport, as a 
condition to consummation of the transaction, should be re- 
quired immediately to write off the entire amount of the pur- 
chase. 

As to the objections of Southern to the purchase, the ex- 
aminer said that, although Transport would undoubtedly pro- 
vide keen competition over its route with Southern, he was not 
convinced that the possible adverse effect on Southern would be 
such as to warrant denial of the application. 

He also said evidence was meager in the record, tending 
to support Southern’s contention that the management of Trans- 
port and the railroad was affiliated with All American Bus 
Lines, Inc., and that the instant transaction was part of a 
plan to “blanket” existing independent motor carriers under 
rail-dominated motor carriers. While the president of Trans- 
port and the railroad, I. B. Tygrett, was an uncle of John Bur- 
ton Tygrett, the executive vice-president of All American, and 
while Transport and All American had an arrangement for 
interchange of passengers at St. Louis, the examiner said there 
was nothing to indicate that the arrancement differed from 
those Transport had with other carriers. He added there was 
nothing to indicate a relationship, through stock ownership by 
common interests or otherwise, among All American, Transport, 
and the railroad. 


CALIFORNIA OPERATOR NOT A FORWARDER 


The Bureau of Water Carriers and Freight Forwarders, 
by a proposed report in FF-153, Southern California Freight 
Forwarders freight forwarder application, has recommended 
that the services of the applicant be found by the Commission 
not to be those of a freight forwarder, and that the application 
be dismissed. 


The bureau said the applicant received freight from sh'p- 
pers, carload distributors, motor carriers, and freizht forward- 
ers and arranged for its transportation by an affiliated motor 
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carrier, Southern California Freight Lines, whenever possible, 
or used other motor carriers. In performing this service, it 
said, the applicant did not assemble and consolidate or arrange 
for such operations or provide for the performance of break- 
bulk and distributing operations, as required by the definition 
of the term “freight forwarder” in Part IV of the interstate 
commerce’ act. 


FORWARDER EXPORT RIGHTS 


The Commission’s Bureau of Water Carriers and Freight 
Forwarders, in a proposed report in FF-116, Davies, Turner 
& Co. freight forwarder application, has recommended that the 
Commission find the services of the applicant as a forwarder 
of commodities generally from points in Cook County, IIl., to 
San Francisco, Calif., and Seattle, Wash., when consigned for 
export, consistent with the public interest and the national 
transportation policy, and that a permit be issued. 

The operation for which authority was recommended, said 
the report, consisted of assembling and consolidating less-than- 
carload shipments at Chicago for loading in cars with merchan- 
dise of other freight forwarders, generally International For- 
warding Co., International performing loading and unloading 
services. 


Proposed Reports 


Roofing Granules 


No. 29324, El Rey Products Co., vs. Alton & Southern Rail- 
road et al. by Examiner W. K. Berryman. Recommended that 
Commission dismiss complaint and find applicable the rates 
charged on roofing granules, in carloads, from Poultney, Vt., 
to Los Angeles, Calif., shipped after August 1, 1942, and be- 
fore February 15, 1945. The examiner said the shipments moved 
via either Chicago, Joliet, or East St. Louis, Ill., and that com- 
bination rates of $13.23 a net ton were charged, composed of 
flat rates of $4.73 to Chicago, $4.73 to Joliet, and $5.64 to East 
St. Louis plus proportional rates beyond those points of $8.50, 
$8.50, and $7.59, respectively. Only the routing of the com- 
plainant’s shipments through certain points in Illinois was per- 
tinent to the issue involved, said the examiner. A proportoinal 
rate from Peoria, Ill., being unrestricted as to routing, said the 
examiner, applied over the lines of all carriers parties to the 
tariff publishing it, including the lines over which the com- 
plainant’s shipments moved. He said the complainant contended 
that that rate was applicable from specified Illinois points by 
reason of an intermediate rule in the tariff publishing the pro- 
portional rates from such Illinois points. The intermed’‘ate 
rule, he said, was published to provide rates from origins from 
which rates were not specifically provided and which were in- 
termediate to origins from which rates were specifically pro- 
vided. Unless there was an origin from which a specific rate 
was published,. the rule could have no application, said the ex- 
aminer. He said the proportional rate was restricted to apply 
on shipments originating at points on the route.of movement 
up to the basing point and that, therefore, it did not apply 
from the basing point as a point of origin. Similarly, he said, 
it had no application from any intermediate point, beyond the 
basing point, because such an intermediate point was not a 
“point of origin” of this traffic within the meaning of the in- 
termediate-point rule. The examiner cited grain and grain 
products, 205 I. C. C. 301 (340) for comparison. 


Cotton Duck 


No. 29414, Chemi Products Co. vs. Springmeier Shipping 
Co., Inc. By Examiners F. M. Weaver and L. J. P. Fichthorn. 
Recommended that the Commission dismiss complaint; that it 
find inapplicable, rates charged for transportation of various 
shipments of laminated cotton duck, in boxes, in less than car- 
loads, from St. Louis, Mo., to Boston and Haverhill, Mass., 
Dover and Manchester, N. H., and Auburn and Biddeford, Me., 
January 18, to November 10, 1944; that it find the rates on 
the considered article from St. Louis to Boston, Haverhill, 
Dover, and Manchester were $1.16 a 100 pounds and to Auburn 
and Biddeford $1.19; and that it find the applicable rates not 
shown unreasonable. Considering all the facts, said the ex- 
aminers, the Commission should find that the description in 
item 4130 of Agent Jones’ Exceptions to Official Classification, 
I. C. C. No. 3684 applying on cloth, waterproofed, laminated, 
applied on these shipments. It was the nature of the commodity, 
not the use to which it was put, that determined the rate to be 
applied. said the examiners, citing Simon vs. Southern Ry. Co., 
102 1. ©. 'C, SZ. 

Linoleum 
No. 29432, General Art Products Co. et al. vs. Atlantic 


Coast Line Railroad Co. et al. By Examiner Harold M. Brown. 
Recommended that the Commission dismiss complaint and find 
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not shown unreasonable, rates 45 per cent of first class on 
linoleum floor covering material in pieces, in carloads, from 
Lisbon, Me., to Columbia, S. C., between September 5, and 
November 8, 1944. The examiner said the evidence in the 
instant proceeding was convincing that the commodity shipped 
to the complainants consisted of sizable pieces of first-grade 
linoleum floor covering, and therefore was not embraced with- 
in the description published in connection with “scrap or waste 
linoleum, not remnants.” 
Peaches 


No. 29437, Galinsky Bros. Co. et al. vs. Chicago, Burling- 
ton & Quincy Railroad Co. et al. By Examiner Leland F. James. 
Recommended that the Commission find inapplicable, rates of 
78 cents a 100 pounds charged, or sought to be collected, on 
fresh peaches, in carloads, from Grand Junction and Palisade, 
Colo., to Sioux City, Ia. The examiner said the issue was pri- 
marily one of tariff interpretation, involving renumbering of 
stations, and that under the rule of the Supreme Court, to which 
he said the Commission had long adhered, that the statute re- 
quired rigid observance of the tariff, without regard to the in- 
herent lawfulness of the rates specified, the fact that the only 
rate named, 65 cents to Sioux City, at the time the shipments 
moved, was inadvertently published did not invalidate that rate. 


Building Frames 


No. 29444, American Houses, Inc., vs. Pennsylvania Rail- 
road Co. et al. By Examiner John Davey. Recommended that 
the Commission find applicable, class 32% rates charged on 
building frames or panels in sections, unassembled, ir carloads, 
from South Kearny, N. J., to Beverly, Tenn., via Hagerstown, 
Md., and to Sheffield, Ala., via Cincinnati, O.; inapplicable, 
rates charged on and after September 7, 1942, on same prod- 
ucts, in carloads, from South Kearny via Alexandria, Va., to 
Jacksonville and Sebring, Fla.; and that it award reparation. 
The examiner said the Commission should find that the ap- 
plicable rates were combination rates of 70 cents a 100 pounds 
to Jacksonville and 85 cents to Sebring. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration of 20 
days from date of service of reports (unless otherwise stated), become 
effective unless exceptions have been filed within the 20-day period or 
exceptions have been seasonably filed by other parties, or the order has 
been stayed or postponed by the Commission. State in which applicant 
has home office is shown in “black face’’ type, with name of town or 
city following.) 


New York (Binghamton)—MC 89118, Sub. 1, Whitney’s 
Transfer. Denial of permit proposed. Concrete pipe and kindred 
products, from Syracuse, N. Y., to points in Pa. within 150 
miles of Binghamton, over irregular routes. 

California (Los Angeles)—-MC 87309, Sub. 3, Paul Alley. 
Denial of certificate proposed. General commodities moving on 
bills of lading of freight forwarders, from Los Angeles to 
Phoenix and Tucson, Ariz., over regular routes, serving speci- 
fied Ariz. intermediate points and an off-route point, and live 
stock from specified Calif. points to points in Ariz. over irregu- 
lar routes. 

Louisiana (Bogulusa)—-MC 31712, Sub. 5, Anthony Seal and 
Olive B. Keith. Certificate proposed. Passengers and their 
baagage, and express, mail and newspapers in the same vehicle 
with passengers, between Poplarville, Miss., and Lucedale, Miss., 
over a described route, serving all intermediate points. 

Wisconsin (Kenosha)—-MC 30837, Sub. 33, Kenosha Auto 
Transport Corporation. Denial of certificate proposed. New 
motor vehicles, their parts and equipment, in driveaway and 
truckaway service, from places of manufacture and assembly 
in Washtenaw county, Mich., to points and places in the U. S., 
over irregular routes, and rejected shipments on return. 

New Jersey (Swedesboro)—MC 26955, Sub. 1, Earl L. Erd- 
ner. Denial of permit proposed. Frozen vegetables, from Glass- 
boro and Vineland, N. J., to Camden, N. J., and from specified 
Del., Md., and Pa. points to Camden, Glassboro, and Vineland, 
N. J., over specified routes. 

Washington (Long Beach)—MC 2512, Sub. 14, Maxwell 
Wade Wilson. Certificate proposed with conditions. (1) Used 
machinery between points in two Wash. counties, on the one 
hand, and points in Ore., on the other, and (2) power boats. 
power boat equipment and fishing equipment between snecified 
Wash. points, on the one hand, and specified Ore. points, on 
the other, over irregular routes. 

IMinois (Chicago)—MC 2180, Sub. 38, Burlington Trans- 
portation Co. Certificate proposed. Passengers and their bag- 
gage, and express, mail and newspapers in the same vehicle 
with passengers, between Broken Bow, Neb., and Alliance, Neb.. 
over Neb. highway 2, and return over the same route, serving 
all intermediate points. 
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Georgia (Thomasville)—-MC 95540, Sub. 106, Watkins Mo- 
tor Lines, Inc. Denial of application for change from regular- 
route to irregular-route operation proposed. Specified commodi- 
ties from Cincinnati, O., to specified Ga. and Fla. points, over 
regular routes, and from specified Fla. and Ga. points to Cin- 
cinnati, and return with no transportation for compensation 
except as otherwise authorized, over regular and irregular 
routes. Pecans, from Albany, Ga., to Chicago, Ill., and canned 
goods, from Chicago and Austin, Ind., and points and places 
within five miles of Austin, to Albany, Ga., returning with no 
transportation for compensation except as otherwise authorized, 
to the aforementioned origin points, over irregular routes. The 
report said the applicant was presently authorized to transport 
pecans from Albany to Chicago, and canned goods from Chicago 
and Austin and points and places within five miles of Austin 
to Albany, over irregular routes, and that, therefore, there did 
not appear to be any reason for a change in routes in the trans- 
portation of these commodities. 

Oklahoma (Tulsa)—MC 14743, Sub. 9, E. L. Powell and 
Sons Trucking Co. Certificate proposed. (1) Machinery, equip- 
ment, materials and supplies used in, or in connection with, the 
discovery, development, production, refining, manufacture, proc- 
essing, storage, transmission, and distribution of natural gas, 
petroleum, and their products and by-products, and (2) ma- 
chinery, materials, equipment and supplies used in, or in con- 
nection with, the construction, operation, repair, servicing, main- 
tenance, and dismantling of pipe lines, including the stringing 
and picking up thereof, except the stringing or picking up of 
pipe in connection with main or trunk pipe lines between points 
in Okla. and Kan., except traffic originating in Oklahoma City, 
Okla., on the one hand, and, on the other, points in Ark. and 
La., traversing Tex. for operating convenience only; over 
irregular routes. 

New York (Binghamton)—MC 106284, Eugene H. Nichols. 
Denial of certificate proposed. Coal, feed, and general commod- 
ities, with exceptions, between Binghamton and points within 
20 miles thereof, on the one hand, and, on the other, Scranton, 
Pa., and points within 20 miles thereof, over irregular routes. 

Georgia (Atlanta)—-MC 105701, Sub. 5, Refrigerated Trans- 
port Co. Certificate and dual operation proposed. Dressed poul- 
try from Atlanta, Canton, Cumming, Flowery Branch, and 
Gainesville, Ga., and fresh meats, shelled eags, and frozen eggs 
from Atlanta to all points in Ala., Fla., N. C., S. C., and Tenn.; 
cheese from Carthage and Shelbyville, Tenn., to all points in 
Ala., Fla., Ga., N. C., and S. C., and fresh fruits and vegetables 
from all points in Fla.,-Tenn., and S. C. to Atlanta, when shipped 
under refrigeration in refrigeration vehicles. 

Pennsylvania (Williamsport)—-MC 106075, Sub. 2, J. W. 
Bower. Denial of certificate proposed. Packinghouse products, 
meats, fish, poultry, eggs, butter, and other refrigerated solid 
products requiring the use of refrigeration and temperature 
control, from Buffalo, N. Y. to Williamsport and Harrisburg, 
Pa., over irregular routes, and empty containers and rejected 
shipments on the return movement. 

Pennsylvania (Boyertown)—MC 21866, Sub. 20, Winfield 
Alfred West. Certificate proposed, with conditions. (1) Casket 
lumber between specified Va. and W. Va. points, on the one 
hand, and Boyertown and East Greenville, Pa., on the other; 
(2) cheese and cheese foods and spreads from specified Pa. 
points to points in N. Y., N. J., Mass., Conn., R. L, O., Va., 
W. Va., N. C., Del., Md., and the District of Columbia, and 
rejected or damaqed shipments in the reverse direction; (3) 
general commodities, with exceptions, between specified Pa. 
points; (4) hides from Boyertown and points in Pa. within 150 
miles thereof to points in N. J., N. Y., Conn., R. I., Mass., O., 
Va., W. Va., Md. (except Williamsport), and Del.; (5) tallow, 
in barrels or drums, from Boyertown to Newark, N. J., and 
empty barrels or drums in the reverse direction; (6) cast iron 
tank heaters, cast iron boilers, cast iron sewer pipe and fittings, 
cast iron plumbing specialties, and firebrick from Boyertown 
to points in Md., Del., Conn., Mass., R. I., and N. Y., and scrap 
metal, in the reverse direction; and (7) fruit juice from Fleet- 
wood, Pa. to points in Conn., R. I., Mass., Del., Va., W. Va., 
and O., and damaged or rejected shipments in the reverse di- 
rection; over irregular routes. 





Coal Demurrage Service 
Order Amended 


The Commission, division 3. by amendment No. 2 to service 
order No. 87, which, in October, 1942, suspended demurrage 
rules of Trunk Line Tariff Bureau tariff No. 139-C, ICC No. 
A-751 (coal) to the extent that the free time allowed on cars 
loaded with bituminous coal and coal products described in the 
tariff exceeded six days, and that the free time on cars delivered 
to storage plants for subsequent delivery to vessels exceeded 
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three days, has altered the provisions of the order as to the 
settlement period for the average account. 

In the original order, it suspended the demurrage rules to 
the extent that the settlement period for the average account 
exceeded two months. The instant amendment, subjects that 
clause of the order to the following exception because of con- 


— arising from strike conditions in the bituminous coal 
elds: 


Exception: Any excess debits accruing in the account of any par- 
ticular consignor or consignee during the settlement period ending at 
7:00 a.m., May 1, 1946, which are not offset by credits accruing io the 
same party during that same period because sufficient such credits have 
not accrued to the particular consignor or consignee due to presently 
existing strike conditions at coal mines and the holding of bituminous 
coal at mines under Solid Fuels Administration for War regulation No. 1 
and orders issued pursuant thereto, may be offset by excess credits 
accruing to the same consignor or consignee in the settlement period 
ending at 7:00 a.m., July 1, 1946. 


By amendment No. 2 to service order No. 480, Increased 
Mine Holdings of Unbilled Bituminous Coal, under which the 
Commission required railroads to hold unbilled loaded cars of 
bituminous coal equivalent to not less than a full day’s pro- 
duction and suspended tariff provisions governing free time on 
cars held with that amount of coal, the Commission has ex- 
tended the expiration date of the order from May 1 to 7:00 
a. m., May 15 (see Traffic World, April 6, p. 1039). 


Service Order Requires S. P. 


Traffic to Be Rerouted 


From May 1 to August 31 the Commission, division 3, by 
service order No. 498, Rerouting Traffic on Southern Pacific Co., 
has required the Southern Pacific to forward all carload freight 
routed over its lines originating at or east of Colton, Calif., 
destined Los Angeles or Long Beach, via the Pacific Electric 
Railway from Colton to Los Angeles harbor or Long Beach 
or via the Pacific Electric to connecting lines for proper delivery 
at those two destinations, without regard to routing of shippers 
or carriers or to ownership of cars. It suspends all rules, regu- 
lations and practices with respect to car service so far as they 
conflict with its terms. 

The order said congestion was interfering with the oper- 
ation of the Southern Pacific at Los Angeles and Long Beach 
and that it was unable to transport traffic offered for delivery 
at those points. 

Rates are to be the same on rerouted traffic as would have 
applied had the shipments moved as routed, and the carriers 
are to proceed without reference to division agreements, such 
divisions to be agreed on between the carriers or determined by 
the Commission if the carriers fail to agree. 

The order does not apply to carload traffic billed to stop in 
transit if the diversion or rerouting will preclude movement of 
the shipment via the named transit point, nor to traffic where 
clearance regulations require movement over a designated route. 
Neither is it to apply to carload traffic of supplies or equipment 
of troops accompanying such troops on the same train, or to 
War Department carload traffic moving under MTX, MI or GS 
symbols. Railroads rerouting traffic are to maintain a record 
of all cars diverted or rerouted and are responsible for reporting 
diversions, daily to the director of the Commission’s Bureau of 
Service, and for advising shipper and consignee as though ship- 
ments had been diverted under regular diversion and rerouting 
practices. 


POTATO ICING RESTRICTIONS LIGHTENED 


By general permit No. 3 under service order No. 479, 
which restricted potato icing east of the Mississippi River (see 
Traffic World, April 6, p. 1040), V. C. Clinger, director of the 
a Bureau of Service, has .accorded permission to 
railroads: 


On any refrigerator car, loaded with potatoes, originating at any 
point in the state of South Carolina, to accord the first or initial icing 
with not to exceed five thousand (5,000) pounds of ice at a regular 
icing station enroute after the car is loaded and billed; and to reice in 
transit one time only at Potomac Yards, Va., with not to exceed five 
thousand (5,000) pounds of ice. 

This general permit shall become effective at 12:01 a. m., April 
24, 1946, and the icing and reicing authorized herein may be accorded 
on such refrigerator cars moving at that time. This general permit 
shall expire at 11:59 p. m., May 4, 1946. 


CAR UNLOADING ORDERS 
The Commission, division 3, by service orders Nos. 493, 494, 
and 495, respectively, has ordered the International-Great 
Northern to unload nine cars containing various commodities, 
and the Texas Mexican Railway Co. to unload 12 cars contain- 
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ing various commodities and eight cars containing sheet steel, 
all at Laredo, Tex. ; 

By service order No. 46, Copper, Etc., at Jersey City, N. 
J., Be Unloaded, the Commission, division 3, has ordered the 
Lehigh Valley to unload forthwith 85 cars containing copper and 
copper products now on hand at Perth Amboy, N. J., consigned 
International Smelting and Refining Co. The order will expire 
on notification to the Commission that the loading has been 
completed, and when, where, and by whom. : 

By service order No. 497, Various Commodities at Perth 
Amboy, N. J., Be Unloaded, the Commission, division 3, has 
ordered the Lehigh Valley Railroad Co. to unload “forthwith” 
51 cars containing various commodities at Perth Amboy, N. J., 
consigned American Smelting & Refining Co. 


Midcontinent Oil Companies 
Protest Western Rail Cuts 


Sixteen midcontinent field producers charge railroads 
serving Wyoming and Montana points with disrupt- 
ing relationship between those points and midcon- 
tinent points, and with disregarding ruling of Com- 
mission that rates should be lower from midconti- 
nent fields 


Skelly Oil Co. and 15 other oil companies operating re- 
fineries in Kansas, Oklahoma, Texas, Arkansas, and Louisiana, 
described as the midcontinent field, have asked the Commission 
to suspend seven tariff items published to become effective 
May 6, which, they assert, contain drastically reduced rates on 
refined oil, fuel oil, and asphalt from Sinclair and 14 other 
Wyoming points, and from Billings, Hardin and Laurel, Mont., 
to “literally hundreds of destinations” in North Dakota, South 
Dakota, Minnesota, Wisconsin, Iowa, and Nebraska, a territory 
involving “an enormous expanse of territory.” 

The protestants said they made numerous shipments of 
petroleum products, both refined and low grade, including 
asphalt, in tank cars, from their refineries in the midcontinent 
field to, among other places, destinations, in North Dakota, 
South Dakota, Wisconsin, Iowa, and Nebraska. In that desti- 
nation area, they said, they encountered intense competition 
from shippers of petroleum products located in Wyoming and 
Montana. 

Proposed rate reductions in refined oil from Sinclair, under 
the protested tariffs, said the protestants, ranged from 3 cents 


The protestant oil companies said the average reductions 
a 100 pounds at Sioux City, Ia., to as high as 17 cents at Aber- 
deen, S. D., or from 7 per cent to as high as 28.8 per cent. 
Fuel oil reductions, said the protestants, ranged from 3 cents 
at Sioux City to 10 cents at St. Cloud and from 8.1 per cent 
at Minot, N. D., to 22.2 per cent at St. Cloud, Minn. The asphalt 
reductions, they continued, ranged from 5 cents at Minot to 
10 cents at Brainerd, Minn., or from 8.1 per cent to 17.9 per 
cent. The protestants added: 


From Casper, Wyo., proposed reductions on refined oil rise from 
2 cents at Wayne, Neb., to as high as 17 cents at Milbank, S. D., or 
from 4.8 per cent to 28.8 per cent; on fuel oil from 2 cents at Wayne. 
Neb., to 10 cents at St. Cloud, Minn., or 5.9 per cent to 22.2 per cent; 
on asphalt from 1 cent at Bismarck, N. D., to 6 cents at Fargo, N. D., 
or from 2 per cent at Bismarck to 15 per cent at Pierre, S. D. From 
Billings, Mont., proposed reductions on refined oil range from 3 cents 
at Jamestown, N. D., to 12 cents at Bemidji, Minn,. or from 6 per cent 
to 19 per cent; on fuel oil from 4 cents at Minot, N. D., to 10 cents at 
Bemidji, Minn., or from 9.5 to 19.6 per cent; on asphalt from 1 cent at 
Pierre, S. D., to 10 cents at Bemidji, Minn., or from 2.3 per cent to 
19.6 per cent. 
shown in an appendix to their petition, both in cents a 100 
pounds and in per cent of present rates, fairly represented 
reductions proposed to the entire destination area outlined in 
another appendix. 

The reduced rates, said the protestants, were published by 
the rail carriers at the request of petroleum shippers in Wyom- 
ing and Montana and were approved by the “Montana Lines 
Committee.” If the reduced rates were permitted to take effect, 
said the protestants, the result would be a disruption of the 
relationship that had existed between the midcontinent field, 
on the one hand, and the Wyoming-Montana refineries, on the 
other, since June 11, 1941, on refined oil, and July 31, 1944, on 
low grade oil. 

The protested tariffs included: Supplement No. 18 to Great 
Northern Railway Co. tariff No. 3800-C, I. C. C. No. A-8015, 
supplement No. 10 to Northern Pacific Railway Co. tariff No. 
3473-K, I. C. C. No. 9658; supplement No. 47 to Union Pacific 
Railroad Co. tariff No. 3120-W, I. C. C. No. 4933; supplement 
No. 2 to Chicago, Burlington & Quincy Railroad Co. tariff No. 
10799-Q, I. C. C. No. 19978; Chicago, Burlington & Quincy 
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Railroad Co. tariff No. 14511-N, I. C. C. 20059; and Chicago & 
pty Western Railway Co. tariff No. 16976-D, I. C. C. No. 
11086. 

Besides Skelly Oil Co., the other protestants were Allied 
Materials Corporation, Anderson-Prichard Oil Corporation, Bell 
Oil & Gas Co., Col-Tex Refining Co., Deep Rock Oil Corpora- 
tion, Derby Oil Co., El] Dorado Refining Co., Kanotex Refining 
Co., Lion Oil Co., Macmillan Petroleum Corporation, Mid- 
Continent Petroleum Corporation, Rock Island Refining Co., 
Root Petroleum Co., Talco Asphalt and Refining Division of 
American Liberty Oil Co., and Tidewater Associated Oil Co. 

The protestants requested that the Commission, in deciding 
whether the proposed rates should be permitted to take effect 
without a showing that such rates were lawful, give due con- 
sideration to its views expressed on page 611 of 139 I. C. C,, 
Midcontinent Oil Rates 1925, No. 15584, that rates from Wyom- 
ing to South Dakota, might properly afford higher earnings 
than rates from group 3 (Tulsa group), not only because of 
the shorter distances but also because practically the entire 
haul in Wyoming was within a territory much less favorable 
from a traffic standpoint than the territory east of the Missouri 
River through which, they said, a large part of the transpor- 
tation from group 3 took place. 


As a further indication, said the protestants, that publish- 
ers of the protested reduced rates were primarily seeking re- 
ductions in rates on low grade oil from the west, thus ruptur- 
ing the relationship presently existing as a result of the Com- 
mission decision in No. 28760 and related cases, attention was 
called to the fact that in many instances where reductions were 
proposed in the so-called normal refined oil rates, lower rates 
had already been established to meet motor truck competition. 


Amendatory Statement. 


In what they called. an “amendatory statement,” the oil 
companies submitted further information “as throwing addi- 
tional light upon the issues in question. . .” They said the rail- 
roads serving western origins had some ideas peculiar to them- 
selves in the matter of origin mileages in relation to making 
freight rates. They would, said the oil companies, “put all of 
these origin mileages in a barrel, so to speak, and find the 
simple average as determining level of rates mile for mile from 
the midcontinent field as related to that from the long haul and 
widely separate western origins.” 


This disregarded the fact that the Commission had found 
that the rate level from the western origins should be higher 
than from the southwest, they said, and that it appeared to 
“ignore the circumstance that the Commission in making ad- 
justments from the midcontinent field to western trunk line 
territory has almost invariably fixed Tulsa or Tulsa group as 
the case may be as the key rate basis,” and cited Midcontinent 
Oil Rates 1925, 112 I. C. C. 421, 132 I. C. C. 103. 


After referring to other cases in an appendix in which, it 
said, the procedure of recognizing Tulsa or the Oklahoma group 
as the key basis, the oil companies continued: 


Hence as a practical matter the exaggeration of what purports to be 
en the face of it the average haul from the entire midcontinent field 
including southwest Texas and El Paso in order to justify relatively low 
rates for relatively long mileages from the western origins to certain 
cestinations in western trunk line territory does not give effect to proper 
comparison. Besides the carriers themselves know whether or not there 
is any movement from southwest Texas and El Paso to this distant terri- 
tory. Mileage figures submitted in this way are misleading in that they 
tend to distort the picture from the standpoint of the midcontinent field. 
Anticipation of the carriers’ answer is the warrant for this additional 
information to the Commission. 


HOUSEHOLD GOODS CARRIERS’ COUNSEL 


David Brodsky and J. Almyk Lieberman were counsel for 
the Household Goods Carriers Bureau, respondent in I. and S. 
M-2627 and represented the same bureau as intervener in I. 
and S. M-2640 and MC C-517, in hearings held before Examiner 
H. C. Lawton, beginning April 15, at the Commission’s offices. In 
the Traffic World of April 20, p. 1202, it was incorrectly stated 
that Messrs. Brodsky and Lieberman represented “independent 
movers.” 


“MICHIGAN CENTRAL DAY” AT KALAMAZOO 


One hundred years ago the state-owned and state built 
Central Michigan Railroad, forerunner of the Michigan Central 
and the New York Central, operated its first train into Kala- 
mazoo, Mich. On May 16, the city of Kalamazoo, through its 
Chamber of Commerce, will commemorate the centennial by 
proclaiming a semi-civic holiday, “Michigan Central Day.” Fol- 
lowing a day-long exhibition of modern railroad equipment, 
there will be a banquet honoring ranking officials of the New 
York Central, with the citys business, industrial and labor ex- 
ecutives in attendance, 
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May 4, 1946 


25 Per Cent Rail Increase 
Coupled with Ex Parte 148 


Commission sets hearing May 6 for rail increase pe- 
tition only to determine if increase should go into ef- 
fect May 15 as requested by rails, and reopens Ex 
Parte 148 for hearing at same time to determine if 
suspended increases, with possible changes, should 
go into effect May 15. N. I. T. L. meeting to be held 
at same time in Chicago. O. P. A. and Secretary of 
Agriculture see increase as “dangerous” and “ex- 
plosive.” Protestants unanimously oppose May 15 
effective date. Freight forwarders and coastwise and 
inland waterways file applications for increases. 
Motor carrier bureaus want pick-up petition con- 
sidered jointly 


By an order in Ex Parte No. 162, Increased Railway Rates, 
Fares and Charges, 1946, the Commission has set for hearing 
on May 6, in Washington, D. C., before division 2, only that 
portion of the petition of the railroads for a 25 per cent increase 
in freight rates and charges which asked that the increases in 
rates and charges be made effective on May 15, on one day’s 
notice (see Traffic World, April 20, p. 1183). 

The railroads had asked that the 25 per cent increases, with 
certain exceptions, be made effective May 15 on one day’s 
notice in advance of hearing and final disposition, and the 
order was issued “on consideration of responses to said petition,” 
which had uniformly asked that the increases be not permitted 
to go into effect without an advance hearing. 

At the same time, by an order in Ex Parte No. 148, In- 
creased Railway Rates, Fares, and Charges, 1942, the Commis- 
sion reopened that proceeding and assigned it for hearing at 
the same time as Ex Parte 162. The increases granted in Ex 
Parte 148, averaging 4.7 per cent on freight rates, are under 
suspension until a date 6 months after the legal termination 
of the war. 


The proceeding in Ex Parte 148 was reopened, according to 
the order, “for further hearing to determine whether the said 
order of October 30, 1945, should be modified by removing the 
suspension of the increases in freight rates and charges author- 
ized in the original report herein, so as to permit such increases 
to be restored, effective May 15, 1946, with such changes, or 
modifications, as may be determined to be just and reasonable.” 


‘In an accompanying notice, Secretary Bartel, of the Com- 
mission, said the Commission had decided to reopen the pro- 
ceeding in Ex Parte No. 148 to determine whether the sus- 
pension in that proceeding should be lifted and the increases, 
with whatever changes or modifications that might appear to 
be just and reasonable, be permitted to go into effect “promptly 
in lieu of the approval of the request under Ex Parte No. 162 
for an immediate 25 per cent increase in rates and charges.” 
He said the orders in the two proceedings had been issued to 
carry out the aforementioned purposes. 


Rules for Hearing 


The notice, to which was attached a sheet of “special rules 
of practice applicable at hearing commencing May 6, 1946,” 
stressed the need for conciseness and clarity of evidence to be 
presented, the Commission saying, “as the available time is 
very short,” that parties having common interests “must ar- 
range to consolidate their presentations, both of evidence and 
oral arguments, and all duplication or cumulation of evidence 
must be avoided.” 

The notice said, unless otherwise ordered, argument would 
follow promptly after taking of testimony had been completed. 
It said all other questions presented in the petition in Ex Parte 
162 would be deferred for hearing in regular course at the 
times and places hereafter to be announced. 

The notice, and the rules for the hearing, follow: 


In view of the representations made by the railroads of the 
United States in a petition filed April 15, 1946, docketed as Ex Parte 
No. 162, that a critical situation has developed which calls for a 
substantially higher level of freight rates and charges, the Commission 
has decided to set down for hearing at its offices in Washington, D. C., 
beginning May 6, 1946, at 10:00 o’clock a. m., that part of the petition 
which involves the specific question as to whether or not an increase of 
25 per cent with modifications should be authorized to be made in the 
freight rates and charges of these railroads, effective May 15, 1946, upon 
one day’s notice to the pubjJic. The Commission has also decided to 
reopen the proceedings in Ex Parte No. 148 for hearing at the same 
time and place for the purpose of determining whether or not the 
suspension now in force against the increases heretofore authorized in 
the latter proceeding should be lifted and the increases, with whatever 
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changes or modifications therein which may appear to be just and 
reasonable, permitted to go into effect promptly in lieu of the approval 
of the request under Ex Parte No. 162 for an immediate 25 per cent 
increase in rates and charges. 
The accompanying orders have been issued to carry out the above 
stated purposes. 
Sole Purpose of Hearing 


It is expected that all testimony to be offered at the aforementioned 
hearing in these consolidated proceedings will be confined to the sole 
issue as to whether or not the petitioning railroads are entitled to an 
immediate increase in revenues through the imposition of increased 
freight rates and charges. 

The special rules of practice announced in Ex Parte No. 148 as now 
amended will be applied for the purposes of the hearing set to com- 
mence May 6, 1946. For convenience, the special rules as amended are 
attached to this notice. 

As the available time is very short, the Commission will have to 
apportion it closely. Therefore, parties having common interests must 
arrange to consolidate their presentations both of evidence and oral 
arguments and all duplication or cumulation of evidence must be 
avoided. 

The Commission should be advised, on or before May 3, as to the 
names of any persons who desire to appear, but urges that for the 
purposes of this hearing, use be made of verified statements instead 
of the testimony of witnesses in person. Such verified statements will, 
when received, be accorded full consideration by the Commission. 

Immediately following the taking of such testimony as may be 
offered arrangements for oral argument will be announced and a rea- 
sonable time will be allotted for that purpose. Unless otherwise ordered 
the argument will follow promptly after the taking of testimony has 
been completed. 

Arguments in the shape of memoranda may be received, if served, 
up to the close of the oral argument. 

All other questions presented in the petition of April 15, 1946, 
Ex Parte No. 162, will be deferred for hearing in regular course at 
the times and places hereafter to be announced. 

The Commission has directed that the above mentioned hearing 
shall be conducted by Division Two. 


Special Rules of Practice Applicable at Hearing Commencing May 6, 1946 


Protestants: Petitions of intervention unnecessary. Persons appear- 
ing in opposition to the petition herein, or in opposition to any similar 
petitions of other carriers than those filing the original petition, will 
be considered as protestants, and may be heard without the filing of 
petitions of intervention. 

Simplification of presentations: In order to conserve time and 
avoid expense, it is strongly urged that persons finding themselves 
with common interests in the. proceeding shall, to the greatest extent 
possible, endeavor to consolidate their presentation of testimony, and 
arrange for cross-examination by as few counsel as possible. The same 
course should be followed upon oral argument. 

Evidence offered should be carefully prepared with a view to con- 
ciseness and clarity, and so as to avoid unnecessary extraneous, imma- 
terial, and irrelevant maiter, and undue cumulation of testimony or 
of witnesses upon any point. It should be factual in character, and 
argument should be reserved for the oral argument stage, and not 
be incorporated in the testimony. 

Exhibits: In the preparation of exhibits, rules of practice 81 to 84 
inclusive should be followed. If possible, all documents submitted 
by a witness should be embraced in a single exhibit, with pages 
consecutively numbered, suitably bound together. In order to supply 
the state commissioners, members of this Commission, and counsel 
in the proceeding, at least 150 copies of each exhibit should be pre- 
pared. So far as possible exhibits should be made self-explanatory in 
order to minimize the amount of time required for explanation by oral 
testimony. 

-Prepared statements: Witnesses who expect in the course of their 
testimony to read from a written statement should comply with rule 77 
of the rules of practice. They should have sufficient copies thereof to 
supply opposing counsel, the commissioners on the bench, and the 
official reporter. However, in the interest of conservation of time, it 
is suggested that such statements be prepared and offered in the 
manner indicated in the following paragraph, as verified statements, 
instead of being submitted orally by a witness on the stand. 

Verified statements (affidavits): Evidence in the forms of verified 
statements (affidavits) without personal appearance of the affiant as 
a witness will also be received in the absence of objection, as herein- 
after specified. Parties desiring to offer such statements should make 
available as early as possible during the hearing 15 copies for the 
Commission and 100 copies for other parties, including the applicants. 
Notice of any objection to the receipt of any such statement in evi- 
dence should be given to the Commission and to the party submitting 
the statement promptly following the receipt of such statement. If 
no such notice is given promptly it will be considered that objection 
to the receipt of the statement in evidence is waived, but objection 
to the weight to be accorded the statement of facts is reserved. Such 
statements shouid conform to the rules of practice in respect of style, 
mimeographing or printing, etc. They should be limited strictly to 
statements of fact and contain no argument, and if not so limited may 
be excluded. The Commission on its own motion or on objection may 
exclude a verified statement or any portion thereof which (a) is not 
material or relevant to the questions presented in this proceeding, 
(b) is obviously incompetent or (c) is argumentative in character. In 
the absence of objection to introduction of the verified statement it 
will be unnecessary for the affiant to appear personally at the hearing. 
All verified statements received in evidence will be part of the record 
in the proceeding, upon which the Commission will base its decision. 

Notice of intention to produce testimony: Persons who desire to 
be heard will facilitate the arrangements necessary by sending notice 
by letter or telegram to the Commission at Washington of their inten- 
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tion, so as to reach the Commission prior to May 3, 1946, which shall 
state the number of witnesses, and the approximate amount of time 
necessary for presentation of direct testimony. 

Correspondence: Correspondence relative to this matter should be 
addressed to the Commission at Washington, D. C., with a reference 
to the docket numbers, Ex Parte Nos. 148 and 162. 


N. |. T. League Meeting to Be Held 


The meeting of the National Industrial Traffic League, set 
for Chicago,’ May 7, and the meeting of the league’s executive 
committee at the same place the preceding day, will be held as 
scheduled, according to a bulletin sent to members by E. F. 
Lacey, executive secretary. 


These meetings were called to consider among other things, 
the railroads’ petition in Ex Parte 162, before the Commission 
had announced that it would hold a hearing May 6 in that pro- 
ceeding in Washington. 


“It is more important that the members attend this (league) 
meeting at Chicago than the preliminary hearing before the 
Commission,” said Mr. Lacey, adding that arrangements were 
being made for league representation by counsel at the Wash- 
ington hearing and also at the Chicago membership meeting. 
“he Commission was asked, through President Bennett, to 
postpone its hearing for a couple of days, but in view of the 
urgency of the carriers’ petition, the Commission deemed it 
expedient to proceed as scheduled,” said he. 


It was pointed out that the Commission’s hearing would 
be confined to that part of the petition asking that the pro- 
posed freight rate increases be made effective May 15 without 
further hearing and that the league was already on record, 
through action of its executive committee, and through a reply 
filed with the Commission, urging it to deny that “extraordi- 
nary request.” (See Traffic World, April 20, p. 1188.) 


“Hazard to Stability,” Says O. P. A. 


A rate increase of the size asked by the railroads in Ex 
Parte No. 162, petition of railroads for authority to increase 
freight rates and charges and to maintain present passenger 
fares and charges, according to the Office of Price Administra- 
tion and the Economic Stabilization Director, could be “dis- 
astrous” for “an economy subject to the risk of an inflationary 
explosion.” 

On behalf of himself and the Economic Stabilizer Director, 
Paul A. Porter, Price Administrator, made the foregoing as- 
sertion in a protest filed with the Commission opposing the in- 
creases asked by the railroads and asking for a hearing prior 
to authorizing the publication of any such increases in whole 
or in part for the following reasons: 


Coming at what may well prove to be the decisive stage in the 
long battle against inflation, the railroads’ petition for the addition of 
at least a billion dollars to the nation’s freight bill creates a serious 
hazard for the government’s efforts to achieve national economic 
stability. 

The railroads’ request for rate increases comes with an impact 
more than four times as great, in dollar terms, as the recent increase 
in basic steel ceilings. Moreover, the dislocating effect on industrial 
and commodity relationships of rate increases of this size, though 
incalculable, will inevitably be severe. Increases in the cost of living 
would be numerous. Even in an uncontrolled and stable economy, the 
shock would be dangerous. For an economy subject to the risk of an 
inflationary explosion, the consequence could be disastrous. And there 
is no need to demonstrate that the railroad industry, which has been 
a major beneficiary of price control, would be one of the principal 
sufferers from an inflationary boom and bust. 

The Price Administrator is, of course, fully cognizant of the fact 
that the Commission, in the discharge of its responsibilities, cannot 
dismiss a petition for a rate increase simply because the economy would 
be safer if no increase were sought. The railroad industry, like the 
industries under emergency price control, is entitled to have its claim 
considered fully and with expedition. But, in view of the grave 
potentialities of the issue, the Price Administrator submits that the 
railroad industry’s haste to obtain the benefit of the proposed rate 
increases without hearing by the Commission is wholly without warrant. 


Rails’ ‘‘Pessimistic View’’ 


The railroads’ case involves more than determining the amounts 
of the increase in wage rates and other expenses which they have 
sustained, difficult as are the projections involved in making such esti- 
mates. The keystone of the railroads’ contention is a pessimistic view 
of general business activities during the next few years and the esti- 
mate of the level of the railroads’ revenues resulting therefrom. 

This pessimism appears without foundation in the face of the fact 
that civilian industrial production already has moved above any peace- 
time record, and the further fact that the vast backlog of unsatisfied 
demand can be sustained by a fund of over 200 billion dollars in liquid 
savings. Certainly the Commission should scrutinize the railroads’ 
depressed estimates of volume of traffic. 

On the basis of our limited opportunity to examine the data sub- 
mitted by the railroads in their petition, we believe that certain of the 
figures and the inferences drawn therefrom will not stand close scrutiny. 
Certainly the imposition of a huge economic burden on the basis of 
an ex-parte presentation is to be avoided. A hearing is essential if 
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the data are to be scrutinized, and bases for estimates justified, prior 
to action by the Commission on the railroads’ request. 


Rails’ Reparation Contention 


The railroads attempt to justify their request for permission to 
publish the rates on short notice, effective May 15, 1946, upon the 
contention that reparation will relieve shippers of increases later found 
to be unreasonable. This contention is invalid at a time when demand 
is so generally out of balance with supply. Under many maximum price 
regulations shippers or consignees may—and do—pass the transporta- 
tion charges to their customers. If they claimed reparation, they would 
be unjustly enriched, while their customers or the ultimate consumers 
would have felt the inflationary effects of the increased freight charges. 
On the other hand, in many instances under the numerous maximum 
price regulations which require absorption of the transportation charges, 
the reparations would not come soon enough to relieve the squeezes 
between increased freight rates and fixed ceiling prices. The already 
overburdened staff of the Office of Price Administration could not hope 
to make the multitude of justifiable adjustments in its regulations which 
the avoidance of such squeezes would necessitate. 

The Office has no preconceived idea as to what action should be 
taken by the Commission after hearing in this case. Nevertheless it is 
the position of this Office that, in the interest of the national stabiliza- 
tion policy in this time of transition when inflationary pressures are 
so acute, the Commission should permit no rate increase beyond the 
minimum required by law. A final determination of the general level 
of railroad freight rates and passenger fares appropriate for the post- 
war period can be reached by the Commission on a far sounder basis 
a year hence when, if the disaster of inflation is escaped, the nation 
should be reaching its goal of a stable, high-production economy. 

For the foregoing reasons, we respectfully urge the advisability 
of a hearing in this proceeding prior to any action by the Commission 
permitting any increases of freight rates sought by the railroads. We 
do not wish to delay action in this proceeding, however, and would be 
in accord with any plan to facilitate consideration of the railroads’ 
petition in any hearing which may be held. 


Secretary of Agriculture: “Momentous” 


The Secretary of Agriculture said a 25 per cent increase 
in rail rates was a “momentous undertaking” at any time, but 
that at present such a proposal carried implications and ef- 
fects “striking right at the heart of the entire program of 
postwar adjustment.” He objected to any increase without 
hearings in advance and said it would be virtually impossible 
to follow the suggestion of the railroads that the rates be 
allowed to go into effect and shippers permitted to claim 
awards of reparation later, if such claims arose under the 
Commission’s decision as to the increases to be allowed. 

He said disposition of the proposal by the Commission 
would affect commodity price ceilings, industrial production 
programs, the handling of war surpluses, foreign relief activi- 
ties, domestic employment “and a whole train of other activi- 
ties of national consequence of which we are sure the Com- 
mission is cognizant of but the bare outline,” and continued: 


The rechanneling of more than a billion dollars of national expendi- 
ture into railroad accounts would have a dislocating effect in normal 
times. In a period of reconversion after war this effect is augmented 
and multiplied a thousandfold. 


The secretary estimated that the increase in transporta- 
tion costs on farm products would be $270,000,000 a year based 
on current levels of production, in addition to added cost for 
the transportation of products bought by farmers which, he 
said, would amount to many millions of dollars. 

He said the railroads’ case was based on certain assump- 
tions that not only lacked factual support, but that some of 
those assumptions were inconsistent with factual data com- 
piled by “fact-finding agencies whose competence in the field 
demands recognition.” 


O. P. A. Gets Aid From Justice Dept. 


Edward H. Miller, special assistant to the Attorney General, 
has been “loaned” to the Office of Price Administration to 
represent it and the Office of Economic Stabilization in their 
protest against the railroads’ proposal for a 25 per cent increase 
in freight rates, Paul Porter, Price Administrator, has an- 
nounced. 

“Mr. Miller’s assistance in this highly important case is 
greatly appreciated,” Mr. Porter said. “Mr. Miller has served 
as special assistant to the Attorney General since his appoint- 
ment in 1939 except for the war years when he served as a 
lieutenant colonel on the War Department’s general staff. He 
has represented the Attorney General in many important cases 
including the railroad class freight rate case which was tried 
before the federal court in New York last February. He also 
prosecuted the major tobacco companies for anti-trust law 
violations in 1941 and the following year handled the War 
Production Board’s litigation including its suits against United 
States Steel for failure to comply with WPB regulations.” 

Mr. Miller said that facts and figures on the inflationary 
effect of such a freight rate increase and its impact on prices 
were being compiled as rapidly as possible. 
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Mr. Miller will be assisted by Malcolm D. Miller, chief 
counsel in charge of O. P. A.’s common carrier legal section. 


State Commissions Demand Hearing 


The National Association of Railroad and Utilities Com- 
missioners and the Southeastern Association of Railroad and 
Utilities Commissioners joined in opposing the railroads’ peti- 
tion that the rates be allowed to go into effect May 15 without 
suspension, and said that the procedure proposed by the rail- 
roads would shift the burden of proof to the public, since, if 
the requested increases were already in effect when the time 
for hearing arrived, “the parties to the proceeding will be 
presented with a fait accompli.” 

Granting the petition of the railroads, they said, required 
the Commission, in effect, to accept railroad estimates and 
prognostications of future increased costs and decreased rail- 
road traffic, and-to assume that every offsetting element and 
item. omitted from the railroad petition had been properly 
omitted. They continued by saying that “the past performance 
of the railroads in the matter of forecasting railroad revenues 
and expenditures has not been so unusually and consistently 
accurate as to justify complete reliance thereon in the instant 
case, even for the purposes of a temporary increase in rates.” 

The railroads had not alleged that immediate relief was 
necessary in order to avoid a deficit, said the associations. 
Quoting the railroad figure of $120,000,000 net income for 1946 
if the increases became effective July 1, the associations said 
that, on the basis of their own estimates, the railroads would 
have more net railway operating income in 1946 than for the 
yearly average for the years 1931-1940, and 50 per cent more 
net income than for the yearly average for the same ten years. 

The associations said the request to permit the rates to 
become effective without suspension, in effect, asked the Com- 
mission to commit itself in advance to withhold the exercise 
of its power of suspension provided in section 15(7) of the act. 
An advance commitment of this nature would be of douhtful 
validity, they said, without precedent, and would operate to 
set aside the most effective provisions of the act designed for 
the protection of the public. 

The State Corporation Commission of Kansas; the State 
of Iowa, by its commerce counsel; and the Oklahoma Corpora- 
tion Commission and Arkansas Public Service Commission, 
jointly, took a similar position. The Kansas and Iowa bodies 
said no condition of emergency existed, both pointing out. that 
general increase cases had always been given expedited han- 
dling by the Commission. . 

The Oklahoma and Arkansas bodies based their reply on 
the averment that; by its decision in Class Rate Investigation, 
1939, 262 I. C. C. 447, the Commission, for hauls of 300 miles, 
had established a spread of 26 cents per 100 pounds between 
the interim first class or basic rates to be thereafter applica- 
ble in Official Territory and in Southwestern territory on in- 
terstate traffic. By their petition, they said, the rail carriers 
asked, without a hearing, to increase the Official Territory 
first class rate to 120 cents and the Southwestern Territory rate 
to 184 cents, thus making the spread between the two terri- 
tories 64 cents per 100 pounds in lieu of the 26 cents as found 
reasonable in the class rate case. It said the prayer of the 
railroads “‘stultifies the findings” of the Commission in that case, 
addine thet “we cannot believe that such prayer was made in 
good faith.” " 


’ Shippers Unanimous in Hearing Request 


Shipper groups filing renlies to the petition of the rail- 
roads were unanimous in asking that no increases be permitted 
to become effective in advance of hearing. Those whose re- 
plies were made public hy the Commission Avril 26 were: 

Board of Trade of the Citv of Chicaco: Falk & Co., Pitts- 
bureh, Pa.: Southern Traffic Learue; Florida producers and 
shinners of Phosnhatic Sand and Clay: Lynchbure (Va.) Traf- 
fic Bureau: Anthracite Institute: Wisconsin Coal Bureau: Mem- 
phis Freight Bureau and Memphis Cotton Fxchance: M'‘tchell 
Chamher of Commerce, Traffic Bureau of Sioux Falls. Water- 
town Chamber of Commerce. and South Dakota Public Utilities 
Commission: Indiana State Chamher of Commerce: and Struc- 
tural Clay Products Institute and Southern Brick and Tile Man- 
ufacturers Association. 

The Chicago Board of Trade said that. while there was 
no doubt the carriers were faced with increased exnenses. there 
was no condition that would justify the Commission granting 
such a large increase. or anv increase whatsoever, without in- 
vestiration and hearing. Nor should a general increase in 
freight rates be permitted without study of the effect on the 
general economy of the countrv. and the grain and grain prod- 
ucts and other agricultural interests in particular, it said. The 
grain rate adjustment was extremely sensitive, it said and per- 
centage increases disrupted relationships that had been estab- 
lished by the Commission and the carriers, and that were of long 
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standing. They should not be changed without complete in- 
vestigation as to the effects of such changes, it said. 

It observed that most grain and grain products were con- 
trolled by O. P. A. regulations, under which prices were based 
on primary markets, the values at country shipping points be- 
ing determined with relation to the primary market that wou'd 
provide the highest value at the country shipping point. Any 
increase in freight rates without a corresponding increase in 
the basic market prices at the respective markets would be re- 
flected in lower values to producers and shippers at country 
stations, it continued. 

The board also observed that, in accordance with the Hoch- 
Smith resolution, in ex part proceedings involving general in- 
creases the rates on grain and related articles, and other agri- 
cultural commodities, had been treated separately and that the 
rates on such commodities had not been increased by the same 
percentages as the rates on classes and commodities generally. 


Southern Traffic League “Sympathetic” 


The Southern Traffic League said it was sympathetic to 
the plea of the railroads, but believed that increases should be 
permitted only after full hearing. Otherwise. it said, members 
of the league would be denied their right individually or col- 
lectively to question the propriety and amount of the increases. 
The league observed that in Ex Part 148 the Commission had 
developed a technique of expedited procedure that would ac- 
cord substantial justice to the petitioners. It asked prompt 
hearings, a hearing to be held at Atlanta, Ga.. to allow south- 
ern shippers and receivers to appear at that central point. 

The Anthracite Institute objected to the proposed increases 
on anthracite coal as compared with those proposed on bi- 
tuminous coal of “only 15 cents per net ton” in the territory 
described in the rail petition. while larger increases would applv 
on anthracite where rates were 76 cents or more. Generally, it 
said, anthracite would be subjected to increased rates of 40 
cents a net ton as compared with the 15 cents a net ton on bi- 
tuminous coal, with a similar situation as to ex-lake coal. and 
tidewater anthracite to New England. It also objected to the 
proposal to increase by 5 cents a gross ton the rate on unpre- 
pared anthracite moving to breakers. 

The Wisconsin Coal Bureau, Inc., and Maher Coal Bureau 
took a similar stand. 2 


South Dakota Suggests Prejudice 


The South Dakota commission and the chamhers of com- 
merce joined with it said. because of the short time hetween 
receint of the petition and the need for filine their renly, thev 
could not determine the effect on the surnlus producers of 
agricultural products, and whether or not the netition would 
result in undue prejudice to such agricultural states as South 
Dakota and wndue preference to the manfacturing states. 
Thev observed that Fx Parte 115, Ex Parte 123. and Fx Parte 
148 had been handled in an “orderly manner usuallv followed” 
by the Commission. “with proper hearings.” and said thev did 
not see why Fx Parte 162 could not be handled with the same 
or greater efficiency. 


Clay Products Industry Position 


_ The Structural Clay Products Institute and the Southern 
Brick and Tile Manufacturers’ Association, objecting to the 
method of permitting the increases to go into effect as sug- 
gested by the railroads, said that “no award of reparation can 
ever make a shipper whole.” Furthermore, they said. it was 
just about “next to impossible” to obtain an award of repara- 
tion from the Commission, even in instances where the rates 
were shown to be excessive and substantial reductions for the 
future were ordered. After relating difficulties of the industry, 
and the hope that they might obtain needed workers tn meet 
the demand for homes and other buildings which had led some 
manufacturers to maintain their organizations with the hope 
of reopening their plants, the two groups said if thev were 
now faced with an increase of 50 cents a ton in rail charges 
it would “almost destrov their lagging hopes.” If the increases 
were granted, they said, they would defeat the purnvose of 
gaining increased revenues because trucking areas would be 
widened considerably, long haul shipments would decrease, 
and substitute materials, made locally, would not move by rail. 


Lynchburg, Va., Sees Violations 


The Lynchburg Traffic Bureau said the increases, if ner- 
mitted to become effective, would adversely affect every citizen 
and firm in the United States because, it said, “23 per cent of 
the selling price represents transportation expense and 26 per 
cent of the cost of doing business represents transportation 
expenses.” It proceeded with allegations that the proposed 
increases would be unreasonable, unduly preferential and un- 
duly prejudicial, and would result in violations of the long- 
and short-haul provisions of the act. The bureau supported its 
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allegations in each case with examples of what it said would 
be the effect of the increases on various rate situations. 


People’s Lobby to Take Part 


There was placed in the docket of Ex Parte 162 a letter 
written by Benjamin C. Marsh, executive secretary, The Peo- 
ple’s Lobby, of Washington, D. C., asking if it might appear 
in opposition to the railroad petition. In reply, Secretary Bar- 
tel, of the Commission, said that representatives of “organiza- 
tions such as yours” might appear in opposition. 


Packers Go with N. |. T. L. 


John Morrell & Co., Rath Packing Co., George A. Hormel 
& Co., and Oscar Mayer & Co.,-in replying to the railroads’ 
petition, said that to avoid duplication, they would adopt the 
reply of the National Industrial Traffic League. They said the 
commodities shipped by them and their competitors would be 
subjected to a 25-per-cent increase, with no present or prospec- 
tive revision to prevent disruption of competitive relationships. 


New Orleans and Others 


Replies to the petition of the railroads for a 25 per cent 
increase in freight rates, with exceptions, filed after the Com- 
mission’s orders setting May 6 as the hearing date to consider 
whether the increases should go into effect on May 15 on one 
day’s notice, uniformly asked that there be no increases per- 
mitted in advance of a full hearing. 

The New Orleans Traffic & Transportation Bureau said it 
was also its position that if relief was granted, it should be 
on a flat increase in cents per 100 pounds instead of on a 
percentage basis, so as not to disturb present relationships. 


The Growers and Shippers League of Florida; Florida 
Vegetable Committee; Florida Canners’ Association, and the 
Florida Citrus Commission estimated that the rail proposals 
would increase interstate freight charges on fresh fruit and 
vegetables from Florida by more than $7,000,000 a year, and 
said they expected to show that the proposals would result in 
charges that would be unreasonably high and otherwise un- 
lawful. They said the presently effective rates on citrus from 
Florida produced per car mile revenues higher than at any time 
in history. 

The Green Bay (Wis.) Association of Commerce said its 
members had “partial cognition” of the needs of the railroads 
for additional revenue and were in accord with wanting to pre- 
serve an adequate national transportation system. But, they 
added, they were obviously ‘“‘not in a position to accept proposed 
increases of such immensity without a more thorough under- 
standing and a greater proof of the actual revenue require- 
ments of the railroads and without a more adequate period of 
time in which to give proper consideration to the effects of such 
huge increases upon the very existence of their business enter- 
prises.” 

The Public Service Commission of Wyoming said the rail 
petition contained “numerous general statements, arbitrary de- 
ductions and predictions, all of which leads us to conclude a 
twenty-five per cent increase may be too much or too little 
depending upon the outcome of proper investigation.” Generally 
it took the position that the Commission and the state com- 
missions needed more facts on which to make decisions.. If the 
increases took effect, it said, agricultural products, and products 
of the forests and mines of Wyoming would be unable to reach 
a profitable market “until and when adjustments in commodity 
prices can be regulated upward, and, in the meantime, a vast 
number of individuals and enterprises will find themselves in 
the same predicament as is now claimed by the railroads with 
no assurance whatsoever that their awkward situation is not of 
a permanent nature.” 


The Federal Cement Tile Co., of Chicago, Ill., asked denial 
of the rail petition and hearing. It said the proposed increases 
based on the Commission’s commodity group numbers did not, 
in some instances, correspond to what the increases would be 
based on the recognized going rate levels. 


N. J. & N. Y. Railroad 


Peter Duryee, trustee of the New Jersey & New York Rail- 
road Co., citing a deficit of net income in the two months ended 
with February, said that, because of the extreme financial neces- 
sities of the railroad, it reserved the right to request increases 
exceeding those specified in the rail petition and to request 
increases in passenger fares if it deemed that action necessary. 


M. C. Bureaus Want Joint Proceedings 


The Middlewest Motor Freight Bureau, Pacific Inland 
Traffic Bureau, Inc., and Southwestern Motor Freight Bureau, 
Inc., have petitioned the Commission in Ex Parte 162 to have 
their petition—for a rule to show cause served on the railroads, 
motor carriers and freight forwarders, as to why rates should 
not be increased to cover pick-up and delivery—considered 
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“jointly and simultaneously” with the railroads’ petition for 
rate increases (see Traffic World, March 16, p. 747). 

They also asked that, in so far as less-than-carload ship- 
ments were concerned the proposed 25 per cent increase of the 
railroads be denied, and that, instead, 20 cents per 100 pounds 
be added to all less-than-carload rates; that the railroads be 
required to cancel all subnormal class rate scales applying on 
less-than-carload traffic, and adjust upward all commodity 
rates and exception ratings lower than the classification basis; 
and that the minimum charge per shipment be increased to 
$1.00 and charges for collection on delivery service be increased 
by 25 per cent. They asked that their petition and that of the 
railroads be given expedited and emergency consideration. 

After reviewing the financial situation of the motor car- 
riers in the territory west of the Mississippi River, and saying 
the 1945 operating ratio of 138 class I carriers, transporting 
“more than a majority of the commerce transported by such 
carriers,’ was 101, and that of 188 Class I carriers in that ter- 
ritory was 109.5 for the fourth quarter of 1945, the motor bu- 
reaus said that, while the railroads were concerning themselves 
with “prospective deficits,” the motor carriers were already 
encountering them. 


Short-Haul Relief Needed 


As part of the petition, an appendix showed the scale of 
less-than-carload class rates generally applicable within South- 
western Territory, and the effect of deducting the 20 cents 
average cost of performing pick-up and delivery service, and 
a comparison with the column 45 and 37% carload ratings for 
the same distances, with similar information for the three 
zones of Western Trunk Line Territory, said the bureaus: 

“These tables demonstrate that the solution to the problem 
of less-than-carload freight rates does not rest in making a 
blanket percentage increase in these rates. Such a procedure 
gives the least relief where it is needed most, i. e., on the short 
hauls where the cost of performing pick-up and delivery serv- 
ice is greater in proportion to total cost and total revenue and 
conversely the most relief where labor costs are a smaller part 
of the total expense and revenue... it is obvious that the most 
relief is needed in connection with situations like that shown 
for fourth class less-than-carload freight in Southwestern Ter- 
ritory for a distance of 25 miles. On fourth class freight for 
this distance the amount of the less-than-carload rate left after 
the deducting of pick-up and delivery cost alone is only 8 cents 
which must cover both terminal services and the line-haul 
services. An increase of 25 per cent in this rate would still 
only raise the rate to 35 cents. This is a totally inadequate 
sum to cover the cost of performing all transportation service. 
In fact, the railroads, by their proposal to increase the min- 
imum rate on which pick-up and delivery service will be per- 
formed to 50 cents, have recognized this fact. 


“On the other hand, if 20 cents per 100 pounds is added to 
this rate a total rate of 48 cents is derived and the carrier 
comes nearer receiving an amount that would pay for the cost 
of performing the service.” 


Saying the railroads operating west of the Mississippi River 
had lost approximately $41,000,000 in 1945 in the handling of 
less-than-carload traffic, and that the additional 20 cents per 
100 pounds would have produced additional revenue of about 
$20,000,000, which, they said, would have represented an in- 
crease of 15 per cent in existing less-than-carload rates, the 
motor carriers argued that any additional revenue from this 
traffic should be obtained by revising ‘low spot” less-than- 
carload rates, commodity rates and exceptions lower than clas- 
sification basis, and make the aforementioned charges for min- 
imum shipments and collections on delivery. 


They said neither the railroads nor the motor carriers 
would be helped if a percentage other than and less than 25 
per cent was granted which still did not return the cost of 
performing the service. The minimum rate for pick-up and 
delivery as proposed by the railroads would defeat its purpose, 
they said. Using as an example a shipment of 15,000 pounds 
of paper in Zone 1 of Western Trunk Line Territory, to move 
100 pounds, on which the motor carriers said the shipper could 
not get pick-up and delivery service unless he paid 50 cents 
per 100 pounds, they argued it was obvious he would perform 
his own pick-up and delivery service and save 16 cents per 100 
pounds. Thus, they said, shippers would pick and choose freight 
on which they demanded that service and the carriers would 
be left to perform it only on shipments where it was uneco- 
nomical for the shipper to do so for himself. 

The motor carrier bureaus argued that “the Commission 
should no longer tolerate a situation where the carload traffic 
of the nation contributes a substantial portion of the cost of 
transporting the less-than-carload traffic.” As to low intrastate 
rates, they said the railroads would be helped to get relief 
from state commissions if some of the inconsistenc’es were 
eliminated from interstate rates following “the repeated sug- 
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—_ of this Commission to revise some of these low spot 
rates.” ?; 

The motor carrier bureaus said the minimum charges per 
shipment proposed, $1,000, and minimum charges of $2,000 
a car, and the increase of charges for collection on delivery 
services were thoroughly warranted and justified and should 
be allowed to become effective. They would produce substan- 
tial income, they said, as a large number of minimum ship- 
ments were presented for transportation. 


Forwarders File Petition 


Thirty-three freight forwarders have filed a petition with 
the Commission for special permission to increase all rates and 
charges, including transportation and accessorial charges of 
every kind, that were in effect April 14 by 25 per cent but not 
less than by the percentage of increase the, Commission may 
grant the railroads in Ex Parte 162. 

The forwarders asked authority to make such increases 
effective on one day’s notice and that their tariffs and supple- 
ments be permitted to become effective without suspension. 

As ground for their request the petitioning forwarders said 
they had been during the last several years in a most pre- 
carious if not desperate financial condition. At the present time, 
they said, a large number of them were operating at a loss 
and that none were receiving a fair and reasonable profit for 
their services. 

The freight forwarders, in asking for an increase in their 
rates, said the margin between their revenues and the cost of 
providing their services, on the average, was less than one cent 
per 100 pounds, so that “any increase in transportation charges 
required to be paid and absorbed by petitioners will produce 
overall costs to petitioners far in excess of revenues accruing 
from their presently published tariffs.” 

They said the four largest companies among them recently 
had agreed to increases in wages to their employes similar to 
those granted similar employes of the railroads, and that the 
remaining petitioners were facing similar demands. Also, they 
observed that, in the past several years, and particularly within 
the past 12 months, charges they paid to motor carriers and 
cartage companies had been increased substantially. 

“The quality of petitioners’ traffic, from the standpoint of 
classification rating, length of haul, size and weight of ship- 
ments, since cessation of hostilities, has declined rapidly and 
continues to decline from the quality, in these respects, of 
traffic handled during the war years, and shortly will approach 
the prewar or normal haul,” said the forwarders. “As a re- 
sult, petitioners’ average revenue per 100 pounds at present 
rates will decline permanently while at the same time their 
cost of handling the average shipment will .increase.” 

A combined profit and loss statement included in the pe- 
tition, and based on reports to the Commission (estimated for 
the fourth quarter) showed for four of the petitioners, ratio 
of net income before income taxes to revenue of 1.3 per cent 
in 1943, nothing in 1944, and thirteen-hundredths of one per 
cent in 1945, and ratio per 100 pounds for those three years, re- 
spectively, of 2.6 cents, nothing, and twenty-eight-hundredths 
of a cent. 

As a result of “this deplorable financial condition and in- 
creased costs for assembling and delivering traffic by motor 
carrier,” the forwarders said, they had been compelled to re- 
strict drastically the area of their operations and their service 
to the public. If granted, the increased rates, effective con- 
temporaneously with a like increase in railroad rates, the for- 
warders estimated that for the 12 months thereafter the ratio 
of net income before income taxes to revenue would be 3.86 
per cent, without allowing for estimates of increased charges 
of motor carriers above those now paid. 


The following forwarders joined in the petition: 


A. B. C. Freight Forwarding; Acme Fast Freight, Inc.; American 
Freight Forwarding Corp.; Associated Shippers Carloading Corp.; C. & 
M. Forwarding Co.; Carloader Corporation; Central Package Car Co.; 
Central States Freight Service, Inc.; Clipper Carloading Co.; Flynn 
Forwarding Co.; General Carloading Co., Inc.; Gulf Carloading Co., 
Inec.; Kelleher Carloading & Distribution Co.; Lifschultz Fast Freight; 
Lone Star Package Car Co.; Merchants Carloading, Inc.; Merchants 
Shippers Association, Inc.; Mortex Distributors, Inc.; National Carload- 
ing Corporation; Pacific & Atlantic Shippers Assn., Inc.; Pacific Con- 
solidated, Inc.; Pioneer Carloading Co.; Republic-Carloading and Dis- 
tributing Co., Inc.; Springmeier Shipping Co.; Stor-Dor Forwarding 
Co.; Texas Freight Co., Inc.; Texas Package Car Co.; Universal Car- 
loading & Distribuitng Co., Inc.; Wells Fargo Carloading Co.; Western 
Carloading Co., Inc.; Western Transportation Co.; and Westland For- 
warding Co. 


Coastwise and Barge Lines Petitions 


Mississippi Valley Barge Line Co. has filed a petition with 
the Commission for authority to increase by 25 per cent its 
existing port-to-port rates and charges and joint through rates 
in which it participates with railroads or water carriers. 

The barge line observed that it had acquired control of 
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Campbell Transportation Co., and was operating that property 
under a lease, and that operation of the combined properties 
covered a common carrier service between Pittsburgh, Pa., and 
St. Louis, Mo., on the one hand, and New Orleans, on the other, 
with service at intermediate ports. It said costs of conducting 
its operations had steadily increased for the past several years, 
particular as to labor, material and supplies, and that its need 
for increased revenues was fully as great as that confronting the 
railroads and made the basis of the petition in Ex Parte No. 162. 

Observing that the notice of the hearing set for May 6 on 
the rail petition had announced that “all other questions pre- 
sented” in the railroad petition, except whether or not the in- 
creases should go into effect May 15, or Ex Parte 148 increases 
go into effect on that date in lieu of the 25 per cent increase, 
the barge line said it was filing its petition in order that its 
rates and charges might be under contemplation in any order 
or action taken as a result of the May 6 hearing. 

Atlantic coastwise and Atlantic-Gulf water carriers asked 
authority to increase by 25 per cent their port-to-port rates and 
charges and joint through rates in which they participated with 
common carriers by rail, by barge, by water carrier, and by 
motor truck. 

An appendix of earnings “of break bulk steamship opera- 
tors in the coastwise trades on the Atlantic and in the Gulf of 
Mexico” for 1937, 1938, 1939, and 1940, showed total losses for 
twelve operators had been $3,427,618. They observed that, 
since their vessels had been requisitioned, and operations sus- 
pended, there had been further increases in wages, in the cost 
of ships, and in the price of materials and supplies, with the re- 
sult that even with the return of their few remaining vessels 
they could not operate successfully because their revenues would 
be totally inadequate. 

Wages of crews had increased by more than 150 per cent 
since 1941, they said; cost of longshore labor, 60 per cent; cost 
of materials and supplies, 150 per cent; and cost of vessels, 
several hundred per cent. Yet there had been no increase in 
the joint through rates in which they participated with the rail 
carriers, they said, such increases as had been and were in 
process of being made in port-to-port rates were inadequate 
“because the rates are held down by the rail rates or truck 
rates or both.” Since port-to-port rates were being revised and 
in some cases had already been filed with the Commission in 
tariffs published to become effective in the latter part of May, 
the operators said any increase to be authorized should be super- 
imposed on the rates effective at the time of the decision, on 
rates that were on file but scheduled to become effective at 
later dates. 

Referring to the rail petition, the coastwise lines said some 
of the traffic excepted from the 25 per cent increase and ac- 
corded special treatment was traffic “of the utmost importance” 
to them, citing cotton, citrus fruit, lumber, and iron and steel 
articles. In addition, they said, they would be affected by 
“hold-downs” of joint through rates, without “hold-downs” of 
local rates, and continued: 

“Many of the petitioners’ rates are made by combination 
on the ports. For the short haul rates to and from the southern 
Gulf ports and to and from New York and other north Atlantic 
ports there will be an increase of 25 per cent since an increase 
of that amount will not exceed the maxima proposed by the 
rail lines. The joint through rates, however, will be held down 
by such maxima. This threatens petitioners with a shrinkage in 
their port-to-port factors which they cannot afford to make.” 

Referring to the petition of the War Shipping Administra- 
tion and the Maritime Commission for an investigation of the 
reasonableness of water-competitive rail rates and practices, the 
coastwise lines said that ‘merely to increase existing rates by 
25 per cent will not fully solve the problem confronting peti- 
tioners because it will leave many of the competitive rail rates 
absolutely and relatively too low. The granting of a horizontal 
increase should be without prejudice to adequate consideration 
and adjudication of the issues raised” in the aforementioned 
petition. 

Joined in the petition of the coastwise lines were: Ag- 
wilines, Inc.; Bull Steamship Line; Eastern Steamship Lines, 
Inc.; Merchants & Miners Transportation Co.; Newtex Steam- 
ship Corporation; Ocean Steamship Co. of Savannah; Pan- 
Atlantic Steamship Corporation; Southern Steamship Co.; Sea- 
train Lines, Inc. 


PARCELS FOR ARMED FORCES 


Postmaster General Robert E. Hannegan has announced 
that effective May 1, parcels not exceeding 70 pounds in weight 
or 100 inches in: length and girth combined, containing articles 
sent for the use of the addressees, may be accepted for mailing 
to army and navy personnel overseas. Continuing, he said: 


The present limit on parcels sent to members of the army and navy 
abroad is 11 pounds for the navy with 42 inches in length and 72 inches 
in length and girth combined. For the army the limit is 22 pounds, 
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with 48 inches in length and 72 inches in length and girth combined. 
Not more than one parcel will be accepted for mailing in any one 
week when sent by or on behalf of the same person or concern to 
or for the same addressee. 

Only such articles as are specifically requested by the addressee 
may be sent to army personnel overseas. The written request, together 
with the envelope in which mailed, must be presented at the post office 
at the time the parcel is mailed, the request and envelope to be 
postmarked by the accepting employe in such manner as to prevent 
reuse. No requests are required in connection with parcels for navy 
personnel. 

There have been no other changes in the conditions and restrictions 
governing the acceptance of mail for army or navy personnel overseas 
now in effect and heretofcre published. 





New Orleans Bureau Charges 
Hoch-Smith Order Violation 


Wants tariffs to provide proportionals from river 
crossings on less-than-carload shipments; wants com- 
modity description modified because, it says, sched- 
ules restricted to rates on grain and .grain products 
made entirely from grain. Argues Rock Island may 
not plead short-hauling in denying combination of 


factors prescribed at New Orleans, Natchez or 
Vicksburg 


Following the recent action of the Commission denying 
requests of grain interests that the Commission require the 
respondents in the Hoch-Smith southern grain case to provide 
transit in connection with the one-factor all-rail rates on 
grain and grain products prescribed in that proceeding, includ- 
ing a petition of the New Orleans Traffic and Transportation 
Bureau for clarification of the report and order insofar as 
they relate to grain and grain products from Texas, the 
bureau has reopened its effort on the ground that the respond- 
ents, in filing their tariffs, have not complied with finding 21 
(see Traffic World, April 13, p. 1118). 

The bureau filed a motion in I. and S. No. 2408, Grain To, 
From and Between Southern Territory, and No. 17000, Part 7-A, 
Grain and Grain Products To and Within Southern Territory, 
“for issuance of an order requiring defendants and respondents 
to show cause why order of February 13, 1945, should not be 
complied with.” Specifically, the bureau asked that the rail- 
roads show cause why they should not be required to comply 
with the order (259 I. C. C. 629) in the following particulars: 


(1) By amending item 300 of Agent D. Q. Marsh’s ICC 3707, to 
authorize use of the proportionals published therein to Memphis, Vicks- 
burg, Natchez and New Orleans, on grain and its prdoucts shipped in 
carloads named to such river crossings and reshipped therefrom in less 
than carloads to destinations in Southern Territory under the terms of 
the separately filed schedules applicable therefrom, with transit thereat. 

(2) By amending the commodity description of grain products 
named in item 10 to agree with the commodity description authorized 
in ICC 3601, applying frem the same origins to New Orleans, Natchez, 
Vicksburg and Memphis, on traffic having destination thereat. 

(3) By making the provisions of section 4 of item 290 of ICC 3707 
of D. Q. Marsh, agent, applicable to all grain and grain products. 


As to its first request, the bureau said item 20 of Marsh’s 
I. C. C. 3707 referred to Agent L. E. Kipp’s I. C. C. A-3586 for 
minimum weights and that the Kipp schedule failed to provide 
any basis for application on less than carloads. 


No Short-Hauling Defense 


The bureau said reference to routing as contained in the 
Marsh tariff showed the route columns opposite the Rock Island 
from stations in Texas, Benonie to Exit, were blank, with a 
like condition applying to Natchez and Vicksburg. In practical 
effect, therefore, it said, there were no proportional rates that 
might be used on traffic moving from those Texas stations via 
routes through New Orleans, Natchez or Vicksburg, with or 
without transit at those points. After citing the legal rate 
as a combination made by use of the “paper” factors from 
Rock Island stations in the Texas Panhandle to and from the 
three named points moving via Memphis if lower than the 
sum of factors to and from Memphis, and quoting Finding 21 
in support of its contention that the provisions of the tariff 
were in contravention of that finding, the bureau continued: 


It is significant that . . . the C. R. I. & P Ry. is the only line 
which publishes a rate to New Orleans, Natchez and Vicksburg, without 
providing an applicable route thereto and therethrough. While it is true 
that due to the method used in publication of the rates the shipper at 
origin and the consignee at ultimate destination are not required to pay 
more than the theoretical combinations over New Orleans, Natchez and 
Vicksburg where lower than those over Memphis’, defendants and re- 
spondents may not set this up as a defense to the charge that their 
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publication is in plain and indefensible contravention of the order and 
findings in the case because it denies a shipper at New Orleans, Natchez 
or Vicksburg the right and opportunity, under transit, to the use of 
the combination of factors prescribed as parts of through rates over 
these respective gateways. That the Commission meant that the rates 
prescribed to the gateways should actually be applied on traffic actually 
moving therethrough is apparent from the prescription of Oklahoma 
border point rates as minima. Reference to any standard map will show 
that the line of the C. R. I. & P. through the Texas Panhandle is the 
only one which must traverse Oklahoma in reaching Mississippi River 
crossings south of Memphis without short-hauling itself through Texas 
junctions except for the short branch of the M.K.T. of Texas from 
Hollis, Okla., to Wellington, Tex. 

Nor may defendant and respondent, C. R. I. & P. Ry., set up the 
provisions of section 15(4) as a defense in denying shippers at origin, 
intermediate transit points, and at gateways, the use of the combina- 
tion of factors prescribed from and to a given gateway. As a matter 
of fact, even a technical interpretation of the phrase ‘‘substantially the 
entire length of its line’’ negatives such a proposal, since the C. R. I. 
& P. can handle the traffic from origin to its terminus at Eunice, La., 
for a longer distance than it traverses in reaching Memphis. The pro- 
visions of section 15(4) are limited solely to length of haul and are not 
to be invoked because of divisions of rates, that is to say that the 
Cc. R. I. & P. may not claim that it is being short-hauled because it 
receives the entire proportional rate to Memphis on shipments moving 
via Memphis, whereas it must divide the proportional rate to the other 
crossings with connecting lines west of the Mississippi River. 

Further, although a proportional rate is part of a through rate, and 
the routes over which the rates apply are through routes within the 
meaning of section 15(4), when the Commission has acted by prescrib- 
ing proportionals to and from different gateways, as it has done here, 
it is prescribing maximum through rates for application on traffic 
moving through the respective gateways, and the combination via each 
gateway must be regarded as the through rate via that particular 
gateway, without reference to what the combination may be via one 
or more of the others. This is particularly true where, as here, the 
local or flat rates to and from the gateways are the underlying basis 
for the proportionals to and from each gateway. Hence it follows that 
in applying section 15(4) the application must be to the rate via the 
gateway of movement, thus a carrier under direction must apply the 
prescribed proportional rate to the gateway to which the rate is pre- 
scribed and may invoke section 15(4) only to the extent that it is not 
deprived of its long haul to that gateway. To argue otherwise is to 
destroy the validity of that section itself as well as that of sections 1 
and 3 of the act. In prescribing Oklahoma border point rates as minima, 
the Commission has fully protected the rights of the C. R. I. & P. to 
its long haul by making it possible for the C. R. I. & P. to handle 
traffic moving through New Orleans, Natchez and Vicksburg via its 
own line through Oklahoma to its junctions with connecting carriers 
reaching these crossings without requiring it to seek and obtain fourth 
section relief. This is the widest possible observance of section 15(4). 


Under its second and third heads, the bureau said the in- 
volved tariffs restricted application of the rates to grain and 
grain products made entirely from grain and contended that 
this violated the Commission’s order, as it said, did the schedule 
in limiting equalization of the crossings where authorized to 
coarse grains. 


Officials Testify in C. & O.- 
P. M. Merger Hearing 


In hearings before Examiners Molster and Grutzik in 
Finance No. 15228, application of the Chesapeake & Ohio Rail- 
way Co., Pere Marquette Railway Co., and Alleghany Corpora- 
tion to merge the properties of the Pere Marquette into the 
Chesapeake & Ohio, Emmet J. Brennan, of St. Louis, who said 
he represented holders of 6,000 shares of common stock, in 
cross-examination of W. H. Wenneman, vice-president of the 
C. & O., the Nickel Plate, and the P. M., sought information 
as to the relative values of the P. M. properties and the C. & O. 
— _ in the proposed merger (see Traffic World, 

pri , 


He asked the par value to the P. M. stockholders of the 
stock to be received under the merger, and Mr. Wenneman 
said it would be $28,949,700. Mr. Brennan then asked if the 
net book value of the P. M. was not $85,000,000, to which Mr. 
Wenneman agreed. However, later, Mr. Wenneman made a 
statement for the record to the effect that the present market 
value of the C. & O. stock was $42,000,000, and that the market 
value of the P. M. stocks were $38,000,000. 

A. G. Berse, representing an undisclosed amount of pre- 
ferred stock of the P. M., and representing the preferred 
stockholders protective committee drew a reply from Mr. Wen- 
neman that, while the C. & O. had selected members of the 
P. M. board, those members had exercised their judgment in 
the interest of the P. M. 

George Leib, vice-president, Blythe & Co., New York in- 
vestment bankers, testified that the C. & O. 3% per cent con- 
vertible preferred stock was an exceptional stock having both 
investment and speculative possibilities. He said it was one 
of the highest grade investment stocks in the railroad or any 
other field, adding that only the preferred of the Virginian, the 
Union Pacific and the Norfolk and Western were in a similar 
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class and that the C. & O. stock was superior to that of the 
Virginian and the Union Pacific. He assessed the market value 
of the C. & O. stock without the conversion privilege as 
about 104 and that the conversion call on the C. & O. common 
for 5 years would be worth a maximum of $10 a share. He 
said the offer to the P. M. was a fair one and that if the 
proposal failed the stocks of the P. M. would drop in value. 
He said his company would buy the C. & O. stock within one- 
quarter of a point of 120 for a small block. : 

Ross S. Marshall,‘ senior vice-president of the C. & O. lines, 
was the next witness for the railroads, saying that savings, 
amounting to at least $289,000 a year, exclusive of savings in 
annual interest charges from refundings, would result from 
unification of the P. M. with the C. & O. He said ascertainable 
savings from the coordination of the C. & O. and the P. M., 
following C. & O.’s acquisition of control of the latter in 1929, 
had amounted to about $539,000 a year, not considering esti- 
mated savings from more efficient and economical methods and 
practices introduced into operation and maintenance. 

Asked by Mr. Berse what the savings under the merger 
would be, after allowance for taxes, Mr. Marshall said, if the 
present tax laws were in effect, they would amount to 62 per 
cent of $539,000, or about $334,000. 

Both Mr. Wenneman and Mr. Marshall, in reply to ques- 
tions. by Mr. Berse as to whether the merger plan had been 
put through in undue haste after V-J day, replied they did not 
think so, as the matter had been under discussion for a number 
of years. 

R. J. Bowman, president of the Pere Marquette since 1942, 
and recently elected also president of the Chesapeake & Ohio, 
said that integration of the two lines should increase traffic 
and revenues and set up a system able to compete with rival 
carriers. 

The two roads were not in competition with each other, he 
said, adding that the P. M. was principally in direct competi- 
tion with the New York Central, the Pennsylvania, the Wa- 
bash, and the Grand Trunk. The C. & O., he said, was to a 
considerable extent in competition with the Norfolk & West- 
ern, the Virginian, the Pennsylvania, the N. Y. C., and the 
Baltimore & Ohio. Merger of the C. & O. and the P. M., he 
continued, would create “a strong, well balanced, single sys- 
tem for competition with all of these carriers.” 

After discussing reduction in expenses that would flow 
from the merger, he said the greatest immediate saving would 
result from a reduction in interest charges through antici- 
pated refunding of P. M. present bonded indebtedness, which 
obligation, he added, would be assumed by the C. & O. He said 
the forseeable savings to be realized through all the items 
involved in the marger might run as much as $500,000 a year. 

Asked what would be the effect on the P. M. if the C. & O.’s 
control of that road was terminated, Mr. Bowman said the 
latter would have to set up fts own administrative organiza- 
tion and said there was also the possibility of the C. & O. 
influencing the movement of a sizeable portion of its coal 
traffic via routes other than the P. M., where it could bargain 
for traffic from other carriers. He added that the P. M. was 
not in a very strong trading position because its deliveries of 
traffic to the C. & O. were substantially less than the traffic it 
received from that road. 

Frederick A. Stahl, vice-president of Standard & Poor’s 
Corporation, which he described as the largest statistical and 
investment advisory organization in the United States, said he 
was familiar with the terms of the proposed merger and had 
participated with the investment policy committee of his com- 
pany in an appraisal of the terms from the standpoint of both 
companies, and had also participated as a consultant, acting 
without compensation in developing the exchange terms of the 
“original four-party consolidation.” The terms of the present 
proposal, so far as the C. & O. and the P. M. were concerned, 
were identical with the original plan, he said, and that he 
regarded the conditions as fair and reasonable to the stock- 
holders of both companies. 


YOUNGSTOWN CLAIM PREVENTION MEETING 


A. L. Green, of Chicago, special representative of the 
Freight Claim Section, Association of American Railroads, was 
speaker of the evening at the recent joint perfect shipping 
month meeting of the Youngstown (Ohio) Chamber of Com- 
merce, the Traffic Forum, and the Mahoning and Shenango Val- 
ley Agents Association. Mr. Green, speaking on claim preven- 
tion, said that packing materials now being received were of a 
much better quality than the materials received during the 
war, but that there was still room for improvement. The use 
of steel strapping was a big factor in reducing claim costs and 
reducing the weight of the packing material needed to protect 
shipments, said he. 

Sixty shipper and receiver representatives, 101 rail carrier 
representatives, and eight motor carrier representatives at- 
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tended the meeting, which was opened by R. A. Sause, president 
of the Traffic Forum. C. G. Johnston, of the Erie Railroad, 
chairman of the loss and prevention committee of the Allegheny 
Regional Advisory Board, outlined the committee’s program. 

F. W. Bennett, chairman of the Youngsotwn district claim 
precention committee, reported on the attendance, and a sum- 
mary of the car supply situation was presented by J. F. Dusen- 
berry, district manager, A. A. R. 


Industrial Packaging Engineers 
Hold Exposition and Clinic 


President Weber of I. P. E. A. A. says association in- 
tends to have annual packaging and materials han- 
dling exposition like that which just concluded in 
Chicago. Speakers stress continued shortages of 
many materials used in packaging. Quinn predicts 
30 per cent rise in freight loss and damage in 1946 


More than 3,500 persons attended the first annual packag- 
ing and materials handling exposition and packaging clinic 
sponsored by the Industrial Packaging Engineers Association 
of America, April 24-26, at the Hotel Sherman, Chicago. Ex- 
hibits dealt with layout and planning of a shipping department, 
new developments in modern packaging and materials han- 
dling, and indicated the vast progress which has been made in 
the packaging and materials handling field during the recent 
war. 

In conjunction with the exposition, clinics were held each 
morning and afternoon, dealing with such problems as clean- 
ing, rust preventives, dehydrating agents and plastic coatings; 
interior packaging; containers; materials handling, palletizing, 
loading and shipping; and new developments in packing and 
packaging general merchandise. Experts in each field presented 
papers, followed by panel discussion to the subject under dis- 
cussion. 


Interior Packaging 


Eugene Preston, of the Sherman Paper Products Corpora- 
tion, chairman of the interior packaging clinic, stated that the 
industry was still confronted “with a terrific paper shortage.” 
Lumber is scarce, cartons are weaker than before the war, 
and corrugated paper is hard to obtain, he said. “If a manu- 
facturer cuts his packing costs 10 per cent and drives down his 
freight claims, he has saved money,” said Mr. Preston. “But 
if he cuts his packing costs by the same amount, and freight 
claims rise, he has lost money. The old adage about ‘A penny 
saved is a penny earned,’ is not true if the saving results in 
increased loss and damage,” said he. 

Fred L. Grede, supervisor of product packaging for In- 
ternational Harvester Co., said his company packaged 3,000 
items produced in 28 plants and distributed by 8,500 dealers 
and company outlets. Discussing the problems presented in 
packaging the company’s motor truck line, Mr. Grede said that 
over-packaging was still a common fault today. 

Gale C. Cunningham, of North American Aviation, Inc., 
speaking on “Aircraft Packaging Problems,” predicted that 
commercial airplanes for export shipments would in all prob- 
ability be handled basically the same as war-time products, 
but that packaging of commercial airplanes for domestic ship- 
ment would require less expensive methods. He suggested that 
carton manufacturers contract all the west coast aircraft plants 
“with a size standardization plan, and consolidate their re-- 
quirements into single buys.” The industry needed the follow- 
ing from the packaging and packaging materials industry, he 
said: A corrosion preventive compound easy to apply and easy 
to remove; an anti-corrosive paper costing less than one cent 
a square foot; 8- and 9-penny sinker nails and 3-penny nails 
with one-quarter-inch heads; a water-resistant, transparent, 
inexpensive tape; a strippable plastic with low dipping tempera- 
tures and long life; a moisture-impervious film; and prefabri- 
cated greaseproof envelopes. 


Exterior Containers 


A. C. McGeath, of the American Box Board Co., was chair- 
man of the clinic on corrugated and solid fibre boxes, the morn- 
ing of April 25. He introduced A. L. Green, of Chicago, freight 
claims division, Association of American Railroads; Walter J. 
Goettsch, vice-president, Samuel M. Langston Co., Camden, N. 
J.; and Don L. Quinn, of Chicago, president of Don L. Quinn Co. 

Mr. Green, speaking on the railroads’ program to reduce 
freight claims, said that new freight cars were generally being 
equipped with the most modern devices to minimize shock and 
vibration, and that the great advances being made in the ef- 
ficiency and tractive power of steam and diesel locomotives 
would be reflected in easier starting of trains, higher sustained 
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speeds and more economic operation. ‘No conceivable improve- 
ment by the carriers in moving the vast traffic in manufactured 
goods and processed foods,” he said, “can stop the damage now 
resulting from the crushing of fibre boxes,” adding: 


These boxes, which are weaker now and less able to resist stacking 
loads in warehouses and cars than in several years, must be brought 
back to par. Due to war conditions, primarily, not more than 9 per 
cent of fibre boxes currently in use are considered by the classification 
committees to satisfactorily meet the classification requirements. ... 

To bring the fibre box up to where it should be, the freight classi- 
fication committees will shortly docket proposals for a revision of 
Rule 41 of the Consolidated Freight Classification. Public hearings on 
the docket will be held in New York, Atlanta, Chicago and San Fran- 
cisco. When container boards are available in sufficient volume to 
permit the making of better boxes, it is believed that an improved 
Rule 41 will be made effective. 


Referring to the importance of proper closure of all forms 
of packaging, Mr. Green said that “about 10 per cent of tape 
is absolutely wasted—applied where it adds nothing to the 
strength of the seal. If shippers must use that extra 10 per cent, 
put it where it will do something for the package. And apply 
it so it won’t peal off in transit, as much tape does. . . Also, 
when a stitched closure is made, use enough stitches and space 
them about two and one-half inches apart so the stitched joint 
will balance the strength of the box in other respects.” 

Mr. Goettsch, discussing activities of the corrugated and 
fibre board box manufacturers, predicted the industry would 
face, for at least another two or three years, “the problem of 
how to stretch an insufficient supply of boards to meet an ur- 
gent demand.” Many shippers, he said, were bringing every 
possible pressure to bear on the container manufacturer, urg- 
ing him to stretch materials, ‘thus demanding and getting con- 
tainers which both the shipper and the container manufacturer 
know are designed primarily to use less board, rather than to 
give maximum protection to content.” 

Mr. Quinn stated that, based largely on laboratory expe- 
rience, “I feel quite certain that the rail carriers account for 
damage to consumer goods in packages will increase at least 
by 30 per cent in 1946, and that the curve will continue up- 
ward well into 1947.” He said that the efforts of organized 
groups of shippers to establish industry packaging standards 
held the greatest promise for licking the loss and damage claim 
situation. Shipping hazards will continue at present levels for 
a long time, and both containers and interior packing must be 
better than in pre-war years, said Mr. Quinn. 


Wirebound and Wooden Boxes 


Joseph H. Singer, Rathborne Hair & Ridgeway Co., was 
chairman of the clinic on wirebound and nailed wooden boxes 
and crates, held the afternoon of April 25. He introduced Louis 
A. Beale, secretary of the Wirebound Box Manufacturers As- 
sociation, and Gunther Carlberg, Jr., secretary of the central 
division, National Wooden Box Association. 


Mr. Beale stated that the wirebound industry has devel- 
oped a specification manual, WBA 145, by which one can de- 
sign a wirebound box for domestic shipment classified in the four 
load types. The industry would shortly launch a program to 
train wirebound engineers in the industry, he said, and even- 
tually hoped to make the course available to industrial packag- 
ing engineers. He suggested to shippers that they specify that 
their box manufacturer place his name on the box, in order to 
make it easier to trace defective containers. The materials 
shortage has become worse since the end of the war, said Mr. 
Beale, and it will be many months before the industry can 
meet demands, though an increase in production of 10 per 
cent by the end of 1946 is foreseen. 


Mr. Carlberg, speaking on wooden boxes, said that though 
heavy inroads had been made by competitive containers, there 
are still many places where the wooden box is the favored con- 
tainer, adding: 


Some idea of what happened in the wooden box industry during 
the war can be obtained from these figures. Prior to the impact of 
the war on the industry, it used a little more than 3,000,000,000 board 
feet of lumber a year, or about 12 per cent of the annual lumber 
production. During the peak year of 1944, the wooden box industry 
used over 16,000,000,000 board feet, or*about 50 per cent of all lumber 
produced that year. 


The industry’s biggest current problem is the lumber and 
plywood shortage, which has forced many manufacturers to 
curtail operations, said Mr. Carlberg. 


Materials Handling Clinic 


Ezra Clark, of Clark Tructractor Co., Arthur H. Dobler, of 
Yale & Towne Manufacturing Co., and Henry Carpenter, of 
International Harvester Co., were members of the panel on ma- 
terials handling and palletizing, of which Paul O. Vogt, Gen- 
eral Electric Co., was chairman. 

Mr. Clark, tracing the development of material handling 
equipment, said that 80 years ago the two-wheeled hand truck 
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was universally used for the transportation of most all types 
of packaged material. Forty years ago, power platform trucks 
and the skid was replaced with the low skid or pallet. In 1938 
the first Clark Carloader was built. 

In a discussion of pallet size, Mr. Clark said the four-way 
40 x 48 pallet was particularly useful because a motor trailer 
will accommodate two pallets 40 inches wide, and a box car 
will accommodate two pallets 48 inches wide. 

Mr. Dobler predicted that standard pallet sizes would soon 
be adopted, which would make it necessary for many manu- 
facturers to modify package sizes to fit these standard pallets. 

He suggested that the National Association of Manufac- 
turers take up with the railroads the problem of deadheading 
empty pallets and reducing the rate on such pallets. 

Mr. Carpenter described the application of palletizing at 
the tractor works plant of International Harvester Co. That 
company has finally standardized on three types of pallets, he 
said: A flat 42 x 42 pallet for large regularly shaped material 
capable of sustaining weight; a separator type pallet, with ply- 
wood spacers, for handling irregularly shaped or small regu- 
larly shaped material capable of sustaining weight; and a col- 
lapsible box type pallet, useful for smaller parts or fragile ma- 
terial incapable of sustaining weight. Of 64 tractor parts re- 
ceived from the company’s other plants, 59 can be handled with 
the three standard'types of pallets described, said Mr. Carpenter. 

C. J. Carney, Jr., of Montgomery Ward & Co., was chair- 
man of the clinic on new developments in packing and pack- 
aging general merchandise, presented the afternoon of April 
26. Speakers included James G. Witte, Montgomery Ward; R. 
E. Farney, Aldens Chicago Mail Order Co.; Walter Stern, 
Spiegel, Inc.; and W. H. Taylor, Sears Roebuck & Co. 

Mr. Carney said that “the coming of age of the practical 
science of protective packaging is the newest and biggest thing 
in business today for reasons vital to the welfare of merchan- 
diser and manufacturer alike.” 

Mr. Witte stated that one of the big lessons the war taught 
American industry was “that tremendous savings can be re- 
alized from modern materials handling methods. The heart of 
most materials handling programs is’ packaging.” 

We in the United States, “dating back to the country gro- 
cery store, have unfortunately retained that proprietor’s idea 
of a package,” said Mr. Witte. “On his books, he considered the 
paper bags that he used to put the crackers from the barrel 
into, an expense item. It was not an expense item. No one 
would have bought the crackers and carried them home in their 
hands. It was definitely a part of the merchandise. Our pack- 
ages today are not an expense item; they are part of the mer- 
chandise. When you buy a refrigerator, you don’t buy that 
refrigerator to use at the end of the production line, you 
buy it to use ‘in your own kitchen, and until it is in your own 
kitchen, it is of no value to you.” : 

Irving J. Stoller, Bradner Smith & Co., was general chair- 
man of the industrial packaging exposition. R. Frank Weber, 
International Harvester Co., is president of the I. P. E. A. A., 
and William I. Conway is managing director. Mr. Weber said 
it was the intention of the association to have an annual pack- 
aging and materials handling exposition, which would afford 
members an opportunity to see new materials, new methods of 
packaging and new types of materials handling equipment. 


Boxboard Mills Asked by C.P.A. 
to Increase Paper Liner Output 


Maximum output of boxboard mills was of even greater 
importance now than it was during the war, J. D. Small, Ci- 
vilian Production Administrator, said April 29 in a statement 
to the industry. In part, he said: 


This industry holds one of the keys to American economic progress. 
It unlocks the door through which many food and medical products, 
clothing and innumerable manufactured items pass from the producer to 
the consumer. 

During the war boxboard was extremely important, but much of 
our manufacturing volume went into articles of large size, such as 
aircraft, tanks and so on, which were packed for shipment by other 
means than boxboard. 

Now, with industry having largely reconverted to its peacetime 
products, the demand upon the boxboard industry for containers is 
greater than it has been in years. There is another need which is 
becoming increasingly acute, and which emphasizes the necessity for 
the industry’s raising its output. . 

That need is for paper liner to use in making gypsum board and 
lath, vital materials to the veterans housing program and to the con- 
struction industry in general. The same mills and raw materials are 
used to make both paper liner and boxboard for folding and set-up 
containers, as well as other paper products. 

I am now calling upon the boxboard industry to deliver to the 
gypsum products industry approximately 11,000 tons of paper liner a 
month. This tonnage amounts to about five per cent of total boxboard 
production. Without this tonnage it will be impossible for the gypsum 
board and lath industry to fulfill its responsibility to the veterans 
housing program and to meet the needs of other essential building 
and repair activities. 
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High Court Holds Trackage Contract 
Must Go Before I. C. C. 


Reverses lower court that awarded Texas Mexican 
Railway damages as result of cancellation of con- 
tract under which St. Louis, Brownsville and Mexico 
used tracks and terminal facilities of Tex-Mex in 
Texas. Provisions of federal bankruptcy act applied 


In an opinion delivered April 29 by Justice Douglas the 
Supreme Court of the United States, in No. 42, Guy A. Thomp- 
son, trustee, the St. Louis, Brownsville and Mexico Railway 
Co., debtor, and the St. Louis, Brownsville and Mexico Railway 
Co., petitioners, vs. The Texas Mexican Railway Co., reversed 
the Court of Civil Appeals for the Fourth Supreme Judicial 
District of Texas. 

The case involves a written contract entered into Novem- 
ber 1, 1904, whereby, for payment of specified rentals, Tex-Mex 
granted Brownsville the right to operate its trains over the 
tracks of Tex-Mex between Robstown and Corpus Christi, Tex., 
and to make use of terminal facilities of Tex-Mex at Corpus 
Christi, according to explanation made by Judge Douglas. The 
contract provided that it was to continue for a term of 50 years 
from its date unless sooner terminated by the parties. The 
justice pointed out that the contract contained the following 
provision: “It is further agreed that this contract may be ter- 
minated without giving any reason therefor, by either party, 
upon giving twelve months notice of such intent to terminate 
the lease.” 

In 1933, the justice continued, the Brownsville filed its pe- 
tition for reorganization under section 77 of the bankruptcy 
act. The petition was approved and petitioner Thompson was 
appointed trustee in the proceeding. In October, 1940, Tex- 
Mex notified petitioners that it was exercising its right to ter- 
minate and cancel the trackage contract, effective twelve 
months after November 1, 1940. The trustee, however, con- 
tinued to operate over the Tex-Mex and to use the Tex-Mex 
facilities after November 1, 1941. Tex-Mex informed him, con- 
tinued the justice, that a charge of $500 a day would be made 
for the use of these facilities—an amount in excess of the rental 
under the contract. The trustee refused to pay any rental other 
than that specified in the contract. Thereupon this suit was 
instituted by Tex-Mex in the Texas courts to enjoin Browns- 
ville and its trustee from using the tracks or other facilities 
without the consent of Tex-Mex and to recover $500 a day 
damages for such use or alternatively the reasonable value of 
the use of the property. The outcome was that Tex-Mex was 
awarded damages of $184,929.85 and this was upheld by the 
Court of Civil Appeals. 

As to a contention that the maintenance of the*present suit 
was precluded by the stay orders issued by the bankruptcy 
court Justice Douglas said the suit, so far as it involved only 
a money claim against the estate for acts of the trustee in 
operating trains over respondent’s tracks, could be maintained 
in the state courts against the trustee, and that the stay orders 
entered were wholly consistent with that course. 

“It is argued, however, that this suit cannot be maintained 
consistently with the provisions of section 77 (of the bank- 
ruptcy act) which grant the reorganization court exclusive 
jurisdiction over the debtor and its property,” said Justice 
Douglas. 

The court, after discussing this phase of the case, said that 
the qualification in section 77(1) that the rule of bankruptcy 
be “consistent with the provisions” of section 77 made prema- 
ture an adjudication by the court that the contract was termi- 
nated, prior to a determination by the Interstate Commerce 
Commission that that step was consistent with the reorganiza- 
tion requirements of the debtor. 


Another contention was that prior to the rendition of 
judgment on the merits the decision of the Commission was 
necessary on two phases of the controversy—one under section 
77 of the bankruptcy act, and the other under provisions of the 
interstate commerce act. Continuing, Justice Douglas said: 


(1) As we have said, the right to terminate a contract pursuant 
to its terms survives the. bankruptcy of the other contracting party. 
And that general bankruptcy rule is applicable in §77 proceedings by 
reason of §77(1), which, as we have said, incorporates into §77 the rules 
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governing the duties of debtors and the rights and libailities of creditors 
so far as they are ‘‘consistent with the provisions’ of §77. We have 
considered the meaning of that qualification in No. 384, Smith vs. Ho- 
boken Railroad, W. & S. C. Co., decided this day. We there held that 
a covenant of forfeiture in a lease of railroad tracks and facilities 
should not be enforced by the bankruptcy court prior to a determination 
by the Commission that such step would be consistent with the re- 
organization requirements of the debtor. The Commission has the 
primary responsibility for formulating plans of reorganization under 
§77. See §77(d). Forfeiture of leases by the court in advance of a 
determination by the Commission of the nature of the plan of re- 
organization which is necessary or desirable for the debtor may seri- 


ously interfere with the performance by the Commission of the functions 
entrusted to it. 


We think that the same considerations are applicable to a determi- 
nation that the trackage agreement in this case should be terminated 
pending formulation of a reorganization plan. By §77(b) the plan of 
reorganization may adopt or reject executory contracts of the debtor 
as well as unexpired leases. And the adoption of either an executory 
contract or of a lease by the trustee does not preclude a rejection of it 
in the plan. Moreover, trackage agreements like leases of railroad 
tracks and facilities are means by which railroad systems have been 
assembled. The retention or the sloughing off of trackage agreements 
may assume importance in the fashioning of a plan of reorganization 
by the Commission. The problem is kin to that involved in Continental 
Illinois National Bank & Trust Co. vs. Chicago, Rock Island & P. Ry. 
Co., 294 U. S. 648. In that case the Court sustained the power of the 
reorganization court to enjoin under §77 creditors, who held collateral 
notes of the debtor railroad secured by its bonds and bonds of its sub- 
sidiaries, from selling the collateral under a power of sale in the notes, 
where the sale would so hinder, obstruct or delay the plan of re- 
organization as would likely defeat it. The Court stated (p. 676) that 
a proceeding under §77 is a ‘‘special proceeding which seeks only to 
bring about a reorganization, if a satisfactory plan to that end can be 
devised. And to prevent the attainment of that object is to defeat the 
very end the accomplishment of which was the sole aim of the section, 
and thereby to render its provisions futile.’”” The Court concluded, in 
view of the complexity of the problems involved in the reorganization, 
“that without the maintenance of the status quo for a reasonable length 
of time no satisfactory plan could be worked out.’’ p. 679. 


That decision prevented in the interests of a reorganization the 
enforcement of the provisions of the contracts of the debtor according 
to their terms. We think like reasons make it important that the 
status quo of this trackage agreement be maintained pending decision 
by the Commission as to the proper treatment of it in the reorganiza- 
tion plan. The Commission may decide that it should be adopted. Or 
the Commission may conclude that the trackage agreement should be 
rejected or that its termination pursuant to its terms should be allowed. 
These matters involve not only the interests of the two parties to the 
trackage agreement but phases of the public interest as well. A court 
which enforced the termination clause of the agreement pursuant to 
its terms would be narrowing the choice of the Commission and per- 
haps embarrassing it in the performance of the functions with which 
it has been entrusted. For these and like reasons which we have dis- 
cussed in Smith vs. Hoboken Railroad, W. & S. C. Co., supra, we 
think the court erred in holding that the trackage agreement had been 
or should be terminated. 


(2) The Commission has further functions to perform apart from 
determining under §77 whether it would be consistent with the re- 


organization requirements of the debtor to terminate the trackage 
agreement. 


By §1(18) of the Interstate Commerce Act it is provided that 
“no carrier by railroad subject to this. chapter shall abandon all 
or any portion of a line of railroad, or the operation thereof, unless 
and until there shall first have been obtained from the commission 
a certificate that the present or future public convenience and necessity 
permit of such abandonment.’’ Carriers being reorganized under §77 
of the Bankruptcy Act are not exempt from that provision. §77(0), 
11 U. S. C. §205(0);*Warren vs. Palmer, 310 U. S. 132, 137-138. What- 
ever may be the powers of the Commission under the Interstate Com- 
merce Act, rather than §77, over the terms of the trackage agreement 
(Abandonment of Chicago, R. I. & P. Ry. Co., 131 I. C. C. 421; Kansas 
City So. Ry. Co. vs. Kansas City Terminal Ry. Co., 211 I. C. C. 291), 
it is ciear that the Commission has jurisdiction over the operations. 
Sec. 1(18) embraces operations under trackage contracts, as well as 
other types of operations. See Chicago & Alton R. Co. vs. Toledo, 
Peoria & W. Ry. Co., 146 I. C. C. 171, 179-181. And the fact that 
the trackage contract was entered into in 1904 prior to the passage 
of the Act is immaterial; the provisions of the Act, including §1(18), 
are applicable to contracts made before as well as after its enact- 
ment. See Louisville & Nashville R. Co. vs. Mottley, 219 U. S. 467, 
482. Though the contract were terminated pursuant to its terms, 
a certificate would still be required under §1(18). Brownsville or 
its trustee could, of course, make the application for abandonment 
of operations. But the fact that they might be content with the 
existing arrangement and fail or refuse to move does not mean that 
Tex-Mex would be burdened with a trackage arrangement in per- 
petuity. Tex-Mex might invoke the Commission’s jurisdiction under 
§1(18) and make application for abandonment of operations by Browns- 
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ville or its trustee. There is no requirement in §1(18) that the appli- 
cation be made by the carrier’ whose operations are sought to be 
abandoned. It has been recognized that persons other than carrier 
“who have a proper interest in the subject matter’’ may take the 
initiative. See Atchison, T. & S. F. Ry. Co. vs. Railroad Commission, 
283 U. S. 380, 393-394. An application by a city and county for abandon- 
ment of a part of the Colorado & Southern line was indeed enter- 
tained. Colorado & Southern Ry. Co. Abandonment, 166 I. C. C. 
470. Tex-Mex has even a more immediate interest in the operations 
over this line. Its property is involved; and the amount being paid 
for the use of its property is deemed by it insufficient. The Commis- 
sion is as much concerned with its financial condition as it is with 
that of Brownsville. Tex-Mex therefore has the standing necessary to 
invoke §1(18). 

Tex-Mex, however, points out that in 1941 it made application 
to the Commission ‘‘for authority to cancel trackage agreements’”’ 
with Brownsville and that the Secretary of the Commission returned 
the application saying: ‘‘The Commission is without authority to con- 
sider an application of the nature submitted by you. Its jurisdiction 
under Section 1(18) of the Interstate Commerce Act would extend only 
to abandonment of operation by the St. Louis, Brownsville & Mexico 
Railway Company.’”’ We need not consider whether the application was 
in proper form for one authorizing and requiring abandonment of 
operations by Brownsville. In any event, the secretary of the Com- 
mission was without authority to bind the Commission in the matter. 
Cf. Minneapolis & St. Louis R. Co. vs. Peoria & P. U. Ry. Co., 270 
U. S. 580, 585. 

(3) The jurisdiction of the Commission is not restricted, however, 
to determining whether or no operations of Brownsville over the 
tracks of Tex-Mex should be abandoned. Prior to the Transportation 
Act of 1940 the Commission had some jurisdiction over trackage 
agreements of the character involved in this case. Transit Commis- 
sion vs. United States, 289 U. S. 121. But by that Act the Commis- 
sion received new, explicit powers over trackage rights. Sec. 5(2)(a) 
(ii) provides: ‘‘It shall be lawful, with the approval and authorization 
of the Commission, as provided in subsection (b) ... for a carrier by 
railroad to acquire trackage rights over, or joint ownership in or joint 
use of, any railroad line or lines owned or operated by any other 
such carrier, and terminals incidental thereto.’’ Trackage rights 
acquired without the consent and approval of the Commission are 
unlawful, §5(4). 

The authority of the Commission under § 5(2)(a) extends to fixing 
terms and conditions, including rentals, for any trackage agreements 
entered into subsequent to the effective date of the Transportation Act 
of 1940. If, therefore, the two carriers had voluntarily terminated the 
1904 trackage contract and had entered into a new one without the 
approval of the Commission, they would have violated the Act. There 
would be no difference in result merely because the trackage contract 
expired by its terms or was terminated by operation of an escape 
clause. Until abandonment is authorized, operations must continue. 
While they continue, trackage rights are being enjoyed. In absence 
of administrative control, the law would under those circumstances 
imply a contract for the use of another’s property and award reason- 
able compensation. Thus trackage rights would be acquired on such 
terms as the court and jury determined. But § 5(2)(a) vests in the 
Commission, not the courts, the power to determine the terms and con- 
ditions under which trackage rights may be acquired. The jurisdiction 
of the Commission is exclusive. Transit Commission vs. United States, 
supra. In that case the Commission had approved a trackage agree- 
ment between two carriers and the Court held that the Commission’s 
jurisdiction being exclusive, approval by a state commission was not 
necessary. The court below thought that case was not controlling 
here, in view of the fact that the Interstate Commerce Commission had 
not acted. But in a long line of cases beginning with Texas & Pacific 
Ry. Co. vs. Abilene Cotton Oil Co., 204 U. S. 426, it has been held that 
where the reasonableness or legality of the practices of the parties was 
subject to the administrative authority of the Interstate Commerce 
Commission, the court should stay its hand until the Commission had 
passed on the matter. See General American Tank Car Corp. vs. El 
Dorado Terminal Co., 308 U. S. 422, and cases cited. That course is 
singularly appropriate here. It is the function of the Commission to 
determine the terms and conditions under which trackage rights are 
acquired. If the parties were allowed to by-pass the Commission and 
litigate the question in the courts, the power to fix the rental under 
trackage agreements would be shifted from the Commission to the 
courts and juries. Moreover, one jury would determine the amount of 
compensation due for the period here in question and another jury the 
amount due for a subsequent period. But a major concern of Congress 
in dealing with this problem was that neither inadequate rentals nor 
extortionate nor unreasonable exactions would be made for trackage 
rights. Transit Commission vs. United States, supra, p. 128. Those 
questions intimately relate to the financial strength of carriers. And 
it is one of the Commission’s high functions to protect the public in- 
terest against unfair or oppressive financial practices which in the past 
led to such great havoc and disaster. That policy would be undermined 
if the carriers could repair to courts for determination of the condi- 
tions under which trackage rights could be secured. Then jury verdicts 
or settlements would take the place of the expert and informed judg- 
ment of the Commission. 

It is suggested, however, that the Commission is empowered to fix 
the rental only for the future and that it has no power to make an 
award with retroactive effect. But on this phase of the case we are 
not dealing with the problem of reparations. In any case where appli- 
cation is made for trackage rights the terms and conditions fixed by 
the Commission are applicable when the certificate of public conven- 
ience and necessity takes effect. If operations do not start until that 
time, no problem is presented. But frequently there will be applica- 
tions for renewal of trackage agreements which have expired. Opera- 
tions may not be discontinued until a certificate of abandonment is 
obtained. If new trackage rights are granted, they run from the ex- 
piration of the old and their terms and conditions are applicable to 
the full term. Once the Commission has acted, the court may then 
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proceed to enter judgment in conformity with the terms and conditions 
specified by the Commission. See El Dorado Oil Works vs. United 
States, No. 428, decided April 22, 1946. 

It is argued, however, that the trackage rights envisioned by 
§5(2)(a) of the Act are consensual arrangements between the parties; 
and that the Commission is not granted authority to force a trackage 
agreement on a carrier. We do not decide what may be the full reach 
of the power of the Commission under §5(2) (a). We are dealing here 
with an existing operation, not with a case where one carrier seeks to 
initiate a new one by acquiring the right to run its trains over the 
tracks of another. The Commission has the power under §1(18) to 
refuse to allow abandonment of the operations. If it so refuses, track- 
age rights continue to be enjoyed by Brownsville. The question of what 
would be the amount of a fair rental to be paid Brownsville would be 
highly relevant to a decision by the Commission on the issue of aban- 
donment. We conclude that at least in that situation the Commission 
has the power under §5(2) to fix a reasonable rental for the use of the 
facility by Brownsville regardless of the consent of Tex-Mex. Denial 
of that power to the Commission is not required by the language of 
§5(2) (a). And this construction of §5(2) (a) is in harmony with the 
power of the Commission under §1(18) to refuse to authorize the aban- 
donment of operations. If operations must continue, it is more con- 
sistent with this scheme of regulation for the Commission rather than 
courts or juries to determine the amount of the rental. Any legal, 
including constitutional, rights of Tex-Mex are protected by the review 
which Congress has granted the orders of the Commsision. 

Third. If the Commission granted trackage rights, Tex-Mex could 
then recover judgment, as we have said, for the amount of the rental 
fixed by the Commission. If, on the other hand, the Commission 
authorizes the operations to be abandoned, it ‘‘may attach to the issu- 
ance of the certificate such terms and conditions as in its judgment the 
public convenience and necessity may require.’’ §1(20). The Commis- 
sion could permit abandonment unless Brownsville paid such reasonable 
compensation for the use of Tex-Mex’s property as the Commission 
should fix. In that case, too, the court would have an administrative 
finding as a guide to the judgment it would enter. In case abandon- 
ment were authorized without more, respondent would then be free to 
move in this proceeding for judgment and to apply to the bankruptcy 
court for compliance with the Commission’s order. In all those situ- 
ations suits to recover the amounts due for use of the tracks of Tex-Mex 
could be maintained in the state court under the principles announced 
in Central New England Ry. Co. vs. Boston & Albany R. Co., 279 U. S. 
415, 420. If, however, the Commission decided that the trackage agree- 
ment should be dealt with in the plan, the state court would not have 
power to proceed further. For respondent’s rights would be protected 
by the provisions of the plan which may be reviewed only by the re- 
organization court. §77(e). 

Thus, however the case may be viewed, the court below should have 
stayed its hand and remitted the parties to the Commission for a 
determination of the administrative phases of the questions involved. 
Until that determination is had, it cannot be known with certainty 
what issues for judicial decision will emerge. Until that time, judicial 
action is premature. The judgment will be reversed and the cause 
remanded so that the case may be held pending the conclusion of appre- 
priate administrative proceedings. Reversed. 

Mr. Justice Jackson took no part in the consideration or decision 
of this case. 

+ 


Supreme Court Again to Act 
on Ex-Barge Grain Rates 


The Supreme Court of the United States has noted proba- 
ble jurisdiction in No. 1010, Interstate Commerce Commission, 
Appellant, vs. A. L. Mechling, Doing Business Under the Trade 
Name and Style of A. L. Mechling Barge Line, Inland Water- 
ways Corporation, the Secretary of Agriculture, the War Food 
Administrator and the United States of America, a case in 
which the court is asked to determine whether the Commission 
may prescribe, for movement by rail from Chicago to eastern 
destinations, ex-barge rates on grain differentially higher than 
ex-rail or ex-lake rates on grain. 

Thus the high court undertook to act on issues relating to 
ex-barge grain rates from Chicago a second time, its former 


opinion in such a proceeding having been handed down June 
13, 1943 (319 U. S. 671). 


Previous developments in the ex-barge grain rate contro- 
versy were reviewed and the issues on which it was brought to 
the Supreme Court again were summarized in a “statement 
of jurisdiction” filed with the court on behalf of the Commis- 
sion. The Commission made its anpeal from a decision of the 
federal district court for the northern Illinois district, eastern 
division, whose decree of November 26, 1945, enjoined in part 
the operation and effect of a Commission order of February 23, 
1945, in I. and S. 4718, Grain Provortionals, Ex-Barge to Of- 
ficial Territory, 262 I. C. C. 7. The district court, without a 
written opinion, filed findings of fact and conclusions of law 
enjoining the Commission’s order insofar as the order approved 
ex-barge rates higher than the ex-rail or ex-lake rates. The 
Commission’s order was assailed in separate complaints filed 
in the district court, one by Mechling. another by the Inland 
Waterways Corporation, and the third by the Secretary of Ag- 
riculture and War Food Administrator, and the complaints were 
consolidated for disposition on one record by the court. 

When the Chicago ex-barge grain rate situation was before 
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the Supreme Court previously, the point at issue was the vacat- 
ing by the Commission of its order of suspension in I. and S. 
4718, the suspension having applied to tariffs filed by certain 
eastern roads the effect of which would have been to subject 
grain arriving at Chicago by barge over the Illinois Waterway 
to the use of existing local rates for outbound rail movement 
to eastern destinations and to deny to such grain the use of 
proportional rates applied to grain arriving at Chicago by lake 
steamer or by rail. The lower court had enjoined and set aside 
the order vacating the suspension order. The Supreme Court, 
reversing the court below, held that the Commission had acted 
within the power delegated to it by law, but made some com- 
ments which led to reopening of the proceeding by the Com- 
mission for the purpose of receiving evidence on the question 
of whether or not proportional rates should be prescribed on 
the ex-barge grain traffic and what, if any, joint rates should 
be prescribed. 

In its subsequent report and order of February, 1945, the 
Commission concluded that ex-barge grain traffic was enti- 
tled to proportionals lower than the local rates, but that such 
proportionals might properly vary from ex-rail and ex-lake pro- 
portionals to the extent warranted by differences between the 
all-rail and lake-rail transportation, on the one hand, and barge- 
rail transportation, on the other. The Commission found that 
a scale of differentials set forth in its report would be reason- 
able for application to ex-barge grain from Chicago to the east. 

The Commission, in its statement as to jurisdiction in the 
U. S. Supreme Court, said, in part: 


The questions presented by this appeal are substantial ones. 

First of all, there is present the question whether or not the 
plaintiffs had exhausted their administrative remedies so as to perfect 
jurisdiction in the district court to entertain these suits. 

Secondly, it involves the respective powers of the court and the 
Commission in determining administrative matters of fact where issues 
of unjust discrimination and undue prejudice are raised. And finally 
there is involved the extent of the Commission’s power and authority 
in administering the provisions of the interstate commerce act in 
the light of the national transportation policy to authorize rates based 
upon differing transportation conditions. 

The ultimate determination upon the merits of this controversy is 
likewise important in that it will affect large interests over a broad 


territory and the movement of large volumes of grain and grain 
products. 





Trustee-Assumed Railroad Lease 
Valid, Highest Court Holds 


By an opinion written by Justice Douglas in No. 384, For- 
rest S. Smith, Trustee of the Property of the Hoboken Manu- 
facturers Railroad Co., Debtor, et al., Petitioners, vs. Hoboken 
Railroad, Warehouse & Steamship Connecting Co. and Hoboken 
Land and Improvement Co., the Supreme Court of the United 
States has reversed the federal appeals court for the Third 
circuit by which was affirmed a district court decree holding 
that a lease by Hoboken Manufacturers Railroad of its right 
of way and line of railroad from the respondents in the instant 
proceeding had been forfeited when a trustee was appointed 
for Hoboken Manufacturers in reorganization under section 77 
of the bankruptcy act. 

The 99-year lease, dated June 19, 1906, provided, in part, 
that “this covenant shall also apply to any unauthorized sale 
or transfer thereof or underletting of the demised premises... 
whether made by the lessee or in any proceeding, whether 
at law or in equity or otherwise, to which the lessee may be 
a party, whereby any of the rights, duties and obligations of 
the lessee shall or may be transferred, encumbered, abrogated, 
or in any manner altered, without the consent of the lessor 
first had and obtained. .. .”’ The district court of jurisdiction, 
on motion and petition of the lessor, ruled that the qualification 
of the trustee and his entering into possession of the debtor’s 
property, pursuant to the court’s order, constituted a breach 
of the debtor’s lease and permitted the lessor to terminate the 
lease. The Circuit Court of Appeals, Third circuit, affirmed in 
its decision of July 17, 1945. 


Cc. A. & E. REORGANIZATION POSTPONED 

Federal Judge John P. Barnes, of Chicago, on April 30 
granted a continuance in the confirmation hearing of the reor- 
ganization plan for the Chicago, Aurora & Elgin Railroad, after 
Grenville Beardsley requested the delay to allow the road time 
for negotiations with employes on a 16-cent an hour wage 
increase. Mr. Beardsley said payment of the wage increase, 
recommended by two arbitration boards early in April, would 
cost the line about $200,000 yearly. Such an increase would 
convert the road’s profit, which in 1945 amounted to approxi- 
mately $160,000, into a deficit, he said. 

The reorganization plan was approved by the court on 
March 4, and participating security holders have since approved 
the plan, which provides for organization of a new corporation 
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under railroad laws of the State of Illinois. Judge Barnes 
agreed to keep the road under court control until May 28. 


Highest Court ‘Will Review 
Land-Grant Rate Cases 


Having granted, on April 29, a petition for certiorari in 
No. 942, United States of America vs. Legh R. Powell and Henry 
W. Anderson as Receivers of the Seaboard Air Line Railway 
Co., and No. 943, Same vs. Atlantic Coast Line Railroad Co., 
the Supreme Court of the United States will review lower 
court decisions to the effect that certain phosphates shipped 
by the federal government over the lines of the Seaboard and 
the A.C.L., consigned to the British Ministry of War Transport 
under the lend-lease program for use as fertilizer by British 
farmers, did not constitute “military or naval property of the 
United States moving for military or naval and not for civil 
use” and were not, therefore, entitled to land-grant rate deduc- 
tions. 

The Seaboard and the A. C. L. sued the government to re- 
cover the difference between the land-grant rates allowed and 
the commercial rates otherwise applicable to the phosphates, 
and the district court in which the suits were filed found 
for the plaintiffs. The U. S. Circuit Court of Appeals, Fourth 


circuit, in its decision of December 13, 1945, affirmed the district 
court. 





_ EXPLOSIVES RULES PROCEEDING 

The Commission has announced that an information in two 
counts was filed at Santa Fe, N. M., against the Atchison, To- 
peka & Santa Fe Railway Co. charging violations of section 
235 of the criminal code (title 18, section 385, U. S. Code) aris- 
ing out of failure of that carrier to comply with Commission 
regulations governing the transportation of explosives and other 
dangerous articles. The specific offenses charged in the infor- 
mation, said the Commission, were the improper placing of a 
carload of freight placarded “Explosives” in a local freight 
train next to the engine and the cutting off of a carload of 
freight placarded “Explosives” while in motion in switch serv- 
ice. The case was investigated by the Commission’s Bureau of 
Service, and was prepared for prosecution by its Bureau of 
Inquiry. 

The Commission has also been advised that on a plea of nolo 
contendere entered by the Santa Fe in the federal district 
court at Los Angeles, sentence was imposed by the court, 
April 10, in respect of four counts of an indictment growing 
out of violations of the Commission’s regulations governing the 
transportation of explosives and other dangerous articles, ac- 
— to a memorandum for the press issued by Secretary 

artel. 

He said a total fine of $500 was imposed and that specific 
offenses charged in the indictment were the improper placing 
of carloads of freight placarded “Dangerous” in a through 
freight train in the first and second positions respectively from 
the locomotive, and the cutting off of a carload of freight loaded 
with and placarded “Explosives” in switch service while the 
car was in motion. The indictment, he said, also charged the 
improper placing of a carload of freight loaded with and 
placarded “Explosives” next to a loaded freight car placarded 
“Dangerous.” 

The case was investigated by the Commission’s Bureau of 
Service, and prepared for prosecution by its Bureau of Inquiry. 





Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commission con- 
cerning prosecutions, in federal courts, for violations of motor carrier 
provisions of the interstate commerce act or of Commission rules and 
regulations thereunder, appear below.) 


Southern Ohio district, at Columbus. Mahoney Transfer, 
a copartnership composed of Clarence R. Mahoney and James 
C. Sprague, of Marietta, O., was fined $600, April 22, following 
entry of its plea of guilty to an information charging it w th 
transporting property for compensation without a certificate 
having been issued by the Commission authorizing the opera- 
tions described, and without having on file with the Commission 
and without having published any rate or charge applicable to 
such transportation. 

District of Rhode Island, at Providence. F. B. Talbot’s Ex- 
press, Inc., of Providence,‘ was fined $500, April 22, following 
entry of its plea of guilty to an information charging it with 
having operated as a common carrier of property without a 
certificate having been issued authorizing the part*cular opera- 
tions described, and with fraudulently seeking to evade and 
defeat regulation as provided in Part II of the act by means of 
issuing false and fictitious freight bills which falsely showed 
thereon as the carrier performing the indicated transportation 
the name of another carrier which held a certificate that au- 
thorized such transportation. 




















(District Court, S. D. New York.) A common carrier can- 
not limit its liability tor negligence unless the shipper receives 
some consideration for the limitation, such as a choice of rates 
wherein a lower rate 1s olfered when limiting its liability than 
when carrying with a less restricted limitation of liability. 

Under tariff which tixed regular rate and provided that, 
if shippers elected to ship at a value in excess of bill of lading 
limit of value, they should in writing declare the value before 
shipping and that the rate applicable would be the tariff rate 
plus 2 per cent of the value declared unless already shown as 
ad valorum, where shipment was of value less than limit speci- 
fied in bill of lading, a choice of rates was not afforded which 
would constitute consideration for limitation of liability. 

The fact that libellant thought that liability of carrier for 
damage to cargo was limited to invoice value and at trial on 
the merits requested a final decree based on invoice value did 
not stop libellant from urging the invalidity of limitation of la- 
bility clause in bill of lading after commissioner submitted his 
report on amount of damages, since request was based upon 
an erroneous conclusion of law. 

Any departure by carrier from agreed method of transpor- 
tation is a deviation releasing shipper from all limitations on 
carrier’s liability under the contract of carriage, and entitles 
shipper to recover from carrier full compensation for loss due 
to breach of such contract. 

Carrier’s noncompliance with agreement to cover lily of 
the valley pips with tarpaulins deprived carrier and claimant 
of the benefit of limitation of liability clause in bill of lading, 
on the ground that they had committed a fundamental breach 
of the contract of shipment. 

The fact that suit was brought to recover damages for 
negligence did not preclude libellant from establishing that 
provisions of bill of lading were rendered inoperative by a 
breach of contract going to the essence thereof, constituting a 
deviation. 

Where limitation of liability clause in bill of lading was 
rendered inoperative by carrier’s breach of contract, invoice 
value of cargo expressed in German marks did not constitute 
any limit of carrier’s liability. 

Where trial court found that cargo was a total loss by rea- 
son of sea water damage and that none of cases shifted or was 
lost overboard, commissioner did not err in including in amount 
of damages the value of eight cases broken up by the sea. 

The measure of damages to which libellant was entitled for 
destruction of its goods was the market value of such goods 
at destination in the condition in which they would have ar- 
rived but for negligence of the carrier. 

The law seeks merely to indemnify a shipper for his loss 
due to carrier’s negligence, and the carrier should not be held 
liable if goods would have deteriorated even if it had exerted 
proper care. 

Where cargo of lily of the valley pips was damaged by 
failure to cover the cargo with tarpaulins, and issue of whether 
the pips would have been damaged by sprouting or heating or 
would remain dormant if covered with tarpaulins was deter- 
mined by the District Court on trial on the merits, determina- 
tion would not be questioned by the court upon its considera- 
tion of exceptions to commissioner’s report on amount of dam- 
ages. (The Lafcomo, 64 Fed. Supp. 529.) 


KEESHIN HEARING AGAIN CONTINUED 


The oft-postponed hearing in connection with the reorgani- 
zation of the Keeshin Freight Lines, Inc., last scheduled to be 
held April 26 before Special Master Bruno Nowogrodski in 
Chicago, was again ‘postponed, this time to May 13. The con- 
tinuance was sought to permit auditors to complete their work. 
Trustees of the bankrupt carrier are scheduled to deliver a 
report to the district court on May 15. 


RAIL ANTI-TRUST EXEMPTION EXTENDED 


Director Johnson, of the Office of Defense Transportation, 
said May 1 that the Civilian Production Administration had 
extended from May 1 to July 1 the life of certificate 44, under 
which the railroads were made immune to antitrust prosecution 


by the Commission to govern cooperative activities. The cer- 
tificate was originally issued by the chairman of the War Pro- 
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in the war period so long as they acted under rules prescribed 


duction Board, predecessor of the O. P. A., pursuant to an act 
of Congress. 


Wheeler Appoints Subcommittee 
in Rail Receivership Inquiry 


Chairman Wheeler, of the Senate interstate commerce com- 
mittee, has appointed Senator Myers, of Pennsylvania, as chair- 
man of a subcommittee in charge of an investigation of railroad 
trusteeships and receiverships under section 77 of the bank- 
ruptcy act and equity, contemplated under S. Res. 192, intro- 
duced by the committee chairman and Senator Reed, of Kansas 
(see Traffic World, Nov. 24, 1945, p. 1276, and Feb. 16, p. 469). 


Three other members of the subcommittee have been ap- 
pointed by Chairman Wheeler. They are: Senators Stewart, of 
Tennessee; Johnston, of South Carolina, and Capehart, of Indi- 
ana. A fourth member of the subcommittee would be designated 
later, it was stated at the committee. 


In a report on the resolution, the committee said that the 
resolution was proposed as a result of increasing dissatisfaction 
over a period of years by members of Congress and by many 
citizens with the operation of railroad reorganizations pro- 
cedures and as a result of sharp criticism of the forfeitures of 
investments under that section and of the economic and finan- 
cial repercussions. Though it described its report on rail re- 
organizations and receiverships as “the most complete and 
detailed study of the subject matter to date,” it said that ‘‘there 
are some additional matters, other than those analyzed in this 
report, with which the committee’s study to date has not been 
able to deal adequately,” and that a formal investigation em- 
ploying subpena power and “a modest appropriation” were 
requisite for this purpose. 

The investigation under S. Res. 192 bears a close relation- 
ship to S. 1253, the railroad debt adjustment bill which the 
Senate interstate commerce committee has reported (see Traffic 
World, April 20, p. 1217). 


‘Water Carriers Express Criticism 


of St. Lawrence Seaway Plans 


Of 32 replies received by Chairman Bailey, of the Senate 
commerce committee, from ship lines operating on the Great 
Lakes or on coastwise, intercoastal or overseas routes, in re- 
sponse to a request for comments on navigation features of 
the St. Lawrence waterway proposal, only one expressed out- 
right endorsement of the seaway plan, another was non-com- 
mittal, one suggested revision of the plan, and the remaining 
29 companies expressed disapproval of the project, examination 
of these letters, made available for inspection at the committee, 
disclosed. 


Objections to the seaway project were set forth in letters 
from officials of the following companies: Lykes Bros. Steam- 
ship Co., Inc., New Orleans; Chicago, Duluth & Georgia Bay 
Transit Co. (The Georgian Bay Line), Detroit; Seas Shipping 
Co., Inc. (Robin Line), New York City; United Fruit Co., Bos- 
ton; Moore-McCormack Lines, Inc., Colonial Navigation Co., 
American Petroleum Transport Corporation, United States Lines 
Co., Arnold Bernstein Shipping Co., Inc., Marine Transport 
Lines, Inc., Alcoa Steamship Co., Inc., Calmar Steamship Cor- 
poration, Pan American Petroleum & Transport Co., American 
South African Lines, Inc., Grace Line, Inc., Fruit Dispatch Co., 
West India Steamship Co., Stockard Steamship Corporation, 
Barber Steamship Lines, Inc., and Seatrain Lines, Inc., all hav- 
ing headquarters in New York City; Cargo Carriers, Inc., Min- 
neapolis; Eastern Steamship Lines, Inc., Boston; The Inter- 
lake Steamship Co., Cleveland; Hutchinson & Co., Cleveland; 
Mississippi Shipping Co., Inc. (Delta Line), New Orleans; Bo- 
land & Cornelius, Buffalo; Stranchan Shipping Co. (Strachan 
Line), Savannah; Plant Shipping Co.,’New Orleans, and Wil- 
son Line, Inc., Philadelphia. 

James E. Davidson, of The Tomlinson Fleet, Cleveland, 
wrote that he believed the seaway would be “a wonderful thing 
for America.” 

A. D. Stebbins, president of the Merchant & Miners Trans- 
portation Co., Baltimore, expressed ‘no opinion. James T. Mc- 
Millan, president of the Detroit & Cleveland Navigation Co., 


Detroit, said that his company would have no use for the sea- ff 


way but that the locks in the proposed canal should be of 
the same dimensions as those in. the Welland canal. 
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May 4, 1946 


Bulwinkle Bill Hearings Nearing End 
with Rail Witnesses’ Rebuttal 


C. H. Buford upholds functions of A. A. R. Operations 
and Maintenance Department as vital for efficient 
operation of national rail system in peace and war, : 
in testimony before Senate interstate commerce com- 
mittee on bill to exempt I. C. C.-approved agreements 
between carriers from anti-trust laws. J. G. Kerr, S. 
F. A. chairman, contends Justice Department has pre- 
sented distorted picture of rate-bureau activities by 
use of fragmentary evidence and exclusion of perti- 
nent facts, and expresses resentment over attempt to 
“smear” his war record. Wheeler says Railroads 
have too many appellate rate committees. R. V. 
Fletcher defends rail association against charges of 
coercion made by opponents of considered legisla- 
tion; regards regulatory standard and other provi- 
sions of bill as desirable, but proposes amendment to 
give Commission authority over actions taken under 
any agreements approved by it. Senators Reed and 
Hawkes criticize Justice Department activities against 
railroads 
By JOSEPH C. SCHELEEN 


Presentation of testimony by C. H. Buford, former vice 
president in charge of operations and maintenance of the As- 
sociation of American Railroads, now executive vice-pres.dent 
of the Milwaukee, in hearings by the Senate interstate com- 
merce committee on H. R. 2536, the so-called Bulwinkle biil to 
exempt carrier agreements for application of the anti-trust laws 
after approval of such agreements by the Commission (see Traf- 
fic World, April 27), was designed to bring to the attention of 
the committee various A. A. R. functions regarded as vital to 
the national railroad transportation system, in view of conten- 
tions of certain opponents of the bill that the A. A. R. should 
be dissolved, it was explained by J. Carter Fort, vice-president 
and general counsel of the A. A. R., in answer to a question by 
Chairman Wheeler in the course of Mr. Buford’s testimony. 

Mr. Buford stated that conferences between raiiroad rep- 
resentatives and representatives of railroad supply companies 
had led to adoption of standard gauge for rail lines in the 
United States and Canada. He said that a conference of “‘rail- 
road people” in 1872 led to the holding of the national time con- 
vention in 1883, as a result of which the present standard time 
zones were established. 

In peacetime, he said, the work of the A. A. R. operations 
and maintenance department had to do with improvement of 
service to the public and, he added, “we have never looked on 
these activities as being objectionable.” He argued that trains 
could not be run over long railroad lines without conferences 
with the various division managers, and that, since the nat.onal 
railroad system extended beyond lines of any individual road, it 
was necessary that conferences among the various carriers be 
held, so as to harmonize their operations. 

He outlined activities of various divisions of the A. A. R. 
operations: and maintenance department, including the opera- 
tions division and transportation section, the safety section, the 
engineering section, the mechanical division, communications 
division, purchases and stores division, freight claim division, 
the car service division, the military transportation section, and 
the Bureau for Safe Transport of Explosives and Other Dan- 
gerous Articles. , 

“Tt is my opinion,” he said, “that the activities of the op- 
erating department should continue and be strengthened, if 
possible.” 

Recalling his wartime experience in Washington, he said 
he had seen transportation facilities used to their fullest ca- 
pacity, and that “if anybody was restraining transportation, I’d 
like to know where he was.” 


Trnasportation Section 


In his discussion of the transportation section, he said that 
the railroads had subscribed to rules relating to car service, 
storage, demurrage, and rates of pay for the use of cars, and 
that their contracts on these matters were on file with the 
Commission’s Bureau of Service. If a rule was proposed and 
not supported by a decisive vote, he said, the section would 
“back up” for further study, in efforts to develop a rule that 
would obtain more substantial approval. 

Senator Wheeler wondered if an individual road, when it 
wanted to put some special equipment into use and a majority 
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of the other roads disapproved its proposal, would be bound by 
the action of the majority. Mr. Buford said it would depend on, 
among other things, the interchange rules, since cars had to 
meet certain standards to be acceptable universally for inter- 
change, and on state laws such as those restricting the height 
of cars or imposing other restrictions in the interest of safety. 

“There is nothing in any set-up we have that would pre- 
vent any railroad from building any car it might want,” said 
Mr. Buford, adding that the question was whether it would be 
accepted in interchange by other roads. 

If a car could not be interchanged, there was no use in 
having it, thought Senator Wheeler. Mr. Buford said there 
were many roads that had equipment which other roads would 
not use. 

Use of Container Cars 


Senator Wheeler said his attention had been called to a 
letter written by J. G. Kerr, chairman of the Southern Freight 
Association, in 1937, in which reference was made to an A. A. 
R. traffic advisory committee suggestion that ‘“‘plus’’ charges 
be assessed for use of container cars, and in which it was stated 
that one railroad had lost business because container cars had 
been diverted to a competing road that accepted them. Senator 
Wheeler wondered if the imposition of “plus” charges would 
not have a tendency to prevent the use of container cars. 

Mr. Buford said it cost about twice as much to haul a con- 
tainer car as to haul other types of freight cars, because con- 
tainer cars involved empty hauls on the return trips. A car 
that was not a “special” type car would probably be loaded 
“both ways,” he averred. Senator Wheeler contended that 
many box cars moved empty one way, even on transcontinental 
trips. Senator Reed, of Kansas, said that a certain percentage 
of empty car mileage was taken into consideration in the 
making of freight rates. He referred to experiments that 
had been made with container cars, and Mr. Buford said that 
such experiments were going on now. 


Development of New Equipment 


Senator Wheeler said that many railroads had not made 
progress in development of new equipment, and that progress 
that was being made was the result of competition of the air- 
planes. Senator Reed said he thought the railroads had been 
“inexcusably slow’ in extending the use of alloys in construc- 
tion of their rolling stock ‘so as to reduce its weight. 

The chairman referred to a letter he said had been sent 
in July, 1941, to the chairmen of the three major classification 
territories, urging restriction of the use of cars more than 
40 feet long in switching service. Mr. Buford said that in that 
period there was a shortage of 50-foot cars; that many of them, 
used in switching service of “trucking across town” by one road, 
were owned by other roads, and that “we couldn’t have units 
like that ‘dogging around’ when we were facing a war.” Senator 
Reed remarked that “Eastman took them out” of switching 
service. 

Wheeler to Ask Questions While Chairman 


Senator Wheeler then read a communication he said Vice- 
President Cleveland, of the A.A.R., had written in 1938, relating 
to adoption of a recommendation at a meeting of railroad 
officials in Washington, for imposition of a 10 per cent addi- 
tional charge on the use of container cars for loading of bulk 
cement in southern territory. There followed a short, but not 
heated, controversy between Senators Wheeler and Reed as to 
which of them should ask questions, concluding with a declara- 
tion by Senator Wheeler that, “So long as I’m chairman I 
expect to ask questions; I don’t object to any other member 
asking questions.” 

Referring to the “bulk cement” letter, Mr. Buford said he 
felt that, basically, for a “special” car there should be a “plus 
charge” of 10 per cent because of the large percentage of 
empty mileage involved. He said the purpose of that charge 
was to obtain “just compensation” from the shipper who used 
that type of car, and ‘‘not burden the other shippers.” 

Senator Wheeler alluded, again, to Justice Department 
charges that the railroads, by restricting use of certain types 
of cars, and making special charges for their use, were retard- 
ing technological progress, and said that if such cars benefited 
a large number of shippers, it seemed to him that special 
charges should not be put on. Mr. Buford said he did not know 
that the A.A.R. could make any charge, but that he, as an 
individual, could recommend a special charge. The matter in- 
volving special cars was a matter of proper price, he averred. 

Asked by Senator Wheeler whether he felt that the Com- 
mission should have power to regulate “these matters,” Mr. 
Buford said he thought the Commission did control them, 
adding that “when we sit down to make interchange rules, the 
Commission does sit in,” and that the Commission had to ap- 
prove additional charges. Senator Reed commented that every 
charge must be filed with the Commission, and that “everybody 
except the Department of Justice knows that.” 
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“If you’re entirely right about it, then you haven’t anything 
to worry about in the Lincoln case,” said Senator Wheeler. 

“That doesn’t worry me,” said Mr. Buford. 

Senator Wheeler said no one contended that the things 
Mr. Buford had discussed, with respect to rail conferences, 
would conceivably violate the anti-trust laws, but that, if the 
railroads were holding back technological progress, that was a 
different thing. 


“Reckless People” 


Mr. Fort, after referring to demands of some witnesses that 
the A.A.R. be dissolved, said that it was “reckless” to charge 
that things the A.A.R. had done were anti-trust violations, but 
that there were “reckless people.” 

Chairman Wheeler said he thought some things the A.A.R. 

had done were “perfectly proper,” and that there were ail kinds 
of associations in the United States whose activities no one 
regarded as anti-trust law violations, “insofar as they don’t get 
together to fix prices or suppress competition.” 
: “T don’t believe there is an association of business men or 
‘of labor men in the United States that doesn’t have in the back 
of its mind doing good for the association,’ said Senator 
Hawkes, of New Jersey. “In trying to preserve the entity of 
free enterprise, they must first have due regard for the welfare 
of the public, as well as due regard for the law.” 

Conceivably, in their efforts to do that, these associations 
might do something that the Department of Justice might in- 
terpret as a violation, said he. The railroad system had done 
“a wonderful job” and should continue to function, he declared. 
_But, he said, “if you have an antagonistic Justice Department 
and an antagonistic administration’—and here he agreed with 
Senator Reed’s comment that they were antagonistic—“they 
will find flaws and impute motives and will continue to harass 
the railroads so they’ll finally break them. I want to excuse 
the railroads from being so harassed by the Department of 
Justice that they’ll finally break down. I don’t want to have 
them made into a monopoly that’s free from the law. ... I’m 
concerned to find a way to keep the system flowing, without 
exemption from the law, but at the same time to keep them 
from being so harassed by the Department of Justice that 
most of the time of their executives is taken up. ...I have 
no desire to disregard the rights of the people. But any busi- 
ness man in the United States today is spending four-fifths of 
his time trying to find out how to run his business... . 

‘If there is continued harassment, you will have socialism, 
and when you have that, you will have harassment supreme.” 


Outcome of “Harassment” 


Later, commenting on suggestions made at the hearings 
that the power of the A. A. R. to participate in any way-in the 
“lower bracket” of rate-making should be abolished, Senator 
Hawkes said that “when you abolish the upper group of man- 
agement, then you’re going to the common herd of socialism.’ 

“I haven’t been in accord with everything the railroads 
have done, but, over-all, I think they have done a magnificent 
job,” he added. 

He agreed with Senator Reed that no shippers had ex- 
pressed dissatisfaction with the present system of rate-making, 
and Senator Wheeler then wanted to know what accounted for 
the complaints of the southern governors and southern senators 
about rates in the south. Senator Reed said those complaints 
were “an entirely different thing” and dealt with the level of 
the rates. Senator Wheeler said their complaint was that the 
railroads through their organizations had brought about “that 
discrimination.” Only Governor Arnall had made that charge, 
said Senator Reed. 


Safety Section 


Establishment of the safety section of the A. A. R., said 
Mr. Buford, followed a period after the first World War in 
which the railroads had many inexperienced men and many 
accidents. He outlined the work that the safety section had 
done, since 1921, to reduce the railroads’ accident toll. 

“Thousands of people are living in the United States to- 
day who, if that rate of fatalities had gone on, would have 
been killed,” he said. “Anybody who objects to that ought to 
be taken out and shot.” 

Senator Wheeler said he didn’t think that Mr. Buford 
meant that he wanted people to “take the law in their own 
hands” and “shoot the Department of Justice,” and suggested 
that if such a situation prevailed, “people might take me out 
and shoot me.” 

With respect to research projects that the A. A. R. had 
undertaken, he referred to a report issued August 17, 1944, by 
the Senate’s special “war mobilization” committee headed by 
Senator Kilgore, of West Virginia, saying that data contained 
in that report should convince anyone that the railroads were 
not retarding technological advancement. 

Dealing with activities of the A. A. R. mechanical division, 
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Mr. Buford mentioned subcommittees of the division on prices 
of labor and material, car construction, brakes and brake 
equipment, couplers and draft gears, loading rules (including 
bracing of shipments), locomotive construction, tank car con- 
struction, wheel construction, and lubrication. He said there 
was also a special committee for development of the steam 
locomotive, by which studies as to fuel-saving were being 
made, adding that there was a “pocketbook urge” for work of 
this committee, as the railroads had many steam locomotives, 
and as locomotives were expensive. Other special committees, 
he said, were dealing with journal box development, geared 
handbrakes, and with installation on cars of an electrical de- 
vice, now used on locomotives, to warn of hot boxes. 


Freight Claim Questions 


He noted that the A. A. R. freight claim division had 
adopted a code of principles and practices for settlement of 
freight loss or damage claims, and explained that a problem 
this division handled was determination of the amount of claims 
that could be allowed “without violating the Elkins act.” In 
apportionment of claims between railroads participating in the 
hauls on which the loss or damage occurred, he said, the divi- 
sion set up a basis for disposition of questions as to which road 
should pay, and if the damage was “concealed,” it was usually 
settled on a proportional basis. If the review bureau of the 
freight claim division found that there was no basis for pay- 
ment of a claim, it did not mean that no railroad would pay 
the claim, he said. One of the carriers participating in the 
haul might itself make a settlement; or the shipper might sue 
for recovery, he added. 

Senator Wheeler said he thought it would be a difficult 
thing for an individual shipper who wanted to sue, to determine 
what road was responsible for the loss involved. Mr. Fort said 
the shipper did not have to pick out any particular line among 
those participating in the transportation; that he could sue one 
line, and it would be regarded as responsible for the entire 
movement of the shipment. It was explained, further, that 
when one of the roads on the bill of lading was sued and judg- 
ment obtained against it, it might obtain reimbursement pro- 
portionally from the other participating roads. 


Car Service Activities 


In the A.A.R. car service division, said Mr. Buford, the 
voice he had as an individual railroad official depended on the 
amount of equipment the railroad owned. He discussed the 
work that the late M. J. Gormley had done toward bringing 
about efficient performance by that division in World War II 
and noted that it collaborated with the Commission’s Bureau of 
Service. 

After describing the activities of the A.A.R. Bureau for Safe 
Transport of Explosives and Other Dangerous Articles, Mr. Bu- 
ford noted that in the last World War, in which the railroads 
moved huge quantities of explosives and inflammables, there 
had been not one fatality in connection with such transpor- 
tation. Answering a question by Senator Austin, of Vermont, 
Mr. Buford said that under I.C.C. and bureau regulations cars 
containing explosives were protected by guards whenever they 
were set out on sidings. 


Wheeler Amazed at Troop Movements 


Mr. Buford related that within a month after he had come 
to Washington, in the fall of 1939, it became apparent to him 
that “we were headed for trouble,” and that he undertook a 
study of what had been done in the field of rail transportation 
in World War I, and of the troubies that had then been experi- 
enced. He said he set up a port traffic control group, with 
offices in New York City, in November, 1939, and that this was 
later augmented by action taken by the Quartermaster Corps 
of the army, to match arrival of ships at ports with arrival of 
equipment. Subsequently the O.D.T. stepped in and helped, he 
said. He discussed expansion of the port traffic control program 
with establishment of offices in other port cities. He then re- 
viewed what the railroads had done in transportation of pe- 
troleum products in the war period. The A.A.R. military 
transportation section, he said, had offices in the War Depart- 
ment’s Pentagon building, with a staff that at one time com- 
prised 80 men. This section, he stated, arranged for transpor- 
tation of 37,000,000 troops, exclusive of those moving on trains 
other than troop trains. Senator Wheeler said it was amazing 
to him how the railroads were able to move all those troops. 

Mr. Buford said that in the war period he had secret infor- 
mation that he could not divulge to other railroad officials, but 
that, when he asked railroad executives to do things that some- 
times had to be done at a loss to their railroads, “they re- 
sponded because I told them we needed them.” He said that, 
in connection with an atomic bomb test, “they came along with 
a piece of machinery weighing over 700,000 pounds”; that there 
was “only one car in the world” that could handle such an 
item, and that “those boys located it.” 
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In the course of Mr. Buford’s testimony, Senator Hawkes, 
a former president of the U. S. Chamber of Commerce, praised 
the job the railroads had done and criticized “harassment” of 


trade associations by the Department of Justice. He said that 
absence of shipper opposition to the bill was one of the weakest 
links in the fight against it. In answer to questions raised by 
Senator Wheeler as to the A.A.R. filing reports with the Com- 
mission and the Commission inspecting A.A.R. records and 
minutes, Mr. Fort said the association had never refused the 
Commission access to its records and had no objection to inspec- 
tion of its records by the Commission ‘fas a matter of right.” 
K. D. Loos, of Washington, D. C., for the transportation com- 
mittee of the National Council of Farmer Cooperatives, urged 
continuation of the activities of the A.A.R. freight claim division 
(see Traffic World, April 27). 


“No Reprisals,” Says Kerr 


Chairman Kerr, of the Southern Freight Association, At- 
lanta, Ga., following Mr. Butord as a witness before the com- 
mittee, said that if there was truth in the statement by a Jus- 
tice Department spokesman that railroads by which rates were 
published independently were regarded by all the other roads 
as ‘“non-contormist,” then ‘“‘my organization is made up of non- 
conformists.” He said he did not Know of a single road in the 
S. F. A. that had not published rates independently many times, 
and he cited instances of such action. 


Senator Hawkes inquired whether there were reprisals 
against the roads that acted independently. 


“No,” said Mr. Kerr. “I think a statement of that kind 
is perfectly siily. Little lines file and big lines file independ- 
entiy—hundreds of them, every year.” 


‘The “reprisals” that the Justice Department had mentioned, 
said Senator Hawkes, had all been “very mysterious things— 
pressure nobody could see.” 


Senator Johnston, of South Carolina, presiding in the ab- 
sence of Chairman Wheeler, and Mr. Kerr became engaged in 
rather warm controversy several times in the course of the 
hearing, particularly with respect to the senator’s insistence 
that the northern railroads, when they refused to concur in 
interterritorial application of rate reductions effected by the 
southern lines, were ‘“‘vetoing’” the action of the southern roads. 


Charges “Exclusion of Pertinent Facts” 


Mr. Kerr said he did not complain of the gathering of ma- 
terial from the files of his office over a period of nearly eight 
months in 1944 by three Justice Department representatives 
(James E. Kilday, Arne C. Wiprud and Edward Dumbauld, of 
the anti-trust division), after they had shown authorization for 
such investigaton in connection with the Georgia suit Against 
certain northern and southern roads, but that he did object 
to “adroit selection” by the Justice Department of certain docu- 
ments and excerpts from documents ‘‘to the exclusion of the 
pertinent facts.’”’ Satements the Justice Department had pre- 
sented on the basis of such allegedly fragmentary evidence were 
grossly misleading, he contended. He said the anti-trust agents 
had photographed about “16,000 sheets” taken out of his files. 

Senator Johnston asked if it was true that the railroads 
tried to keep rate changes from going before the Commission. 
That was not so, said Mr. Kerr. Senator Johnston referred to 
an allegation in the brief of Governor Arnall, in his suit in the 
U. S. Supreme Court, that an A. A. R. resolution required that 
rate change proposals be brought before a conference of the 
A. A. R. before being filed with the Commission. Mr. Kerr said 
there was no evidence to indicate that the railroads were 
stopped from filing tariffs. 


A. A. R. Depicted as Arbiter 


_ Railroads freiquently got into disputes, and the A. A. R. 
tried to compose their differences, he said, adding that “I can 
show you case after case where we protested rates of carriers 
in other territories.” 

After Senator Johnston had referred to a statement in a let- 
ter by Vice President Cleveland, of the A. A. R., to rate com- 
mittee chairmen, to the effect that the letter might be con- 
Sidered as authority to file suspension petitions, Mr. Kerr said 
he thought that if Mr. Cleveland had anticipated that the Jus- 
tice Department would have put its own interpretation on that 
remark, he would probably have worded the statement dif- 
ferently. 

If Mr. Kilday’s testimony before the committee was accu- 
rate, said Mr. Kerr, “many of the letters I wrote don’t mean 
what I thought they meant—it seems (according to that tes- 
timony) that everything I did was done with ulterior motives 
and sinister purpose.” 

Referring to a charge by Governor Arnall that the rail- 
roads had flouted the Commission by non-compliance with an 
order it had issued in a proceeding involving rates on cotton 
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textiles from, to and within the south, Mr. Kerr said that the 
governor had taken three wholly unrelated events and actions 
and had woven them together to present to the committee “a 
story that belongs in the fiction class.” He said there was 
“just no truth” in the statements the governor had made re- 
lating to that proceeding. A quotation from a supplemental re- 
port of the Commission in this case, I. and S. 3636, had been 
lifted from its context so as to give the impression that the 
Commission was rebuking the railroads for publishing rates 
above the maxima previously prescribed by it, when, in fact, 
the adjustment involved and made the subject of supplemental 
reports for clarification of the original order did not go into 
effect until four months after issuance of the report from which 
the quotation was taken, Mr. Kerr declared. 


Level:of Southern Rates 


Answering a question by Senator Johnston, Mr. Kerr said 
that ‘“‘we hear a lot’ about rates in the south being 39 per cent 
higher than those of the north; that it was true that some rates 
in the south were 39 per cent higher than northern rates, but 
that it was also true that some southern rates were 39 per 
cent lower than the northern rates. Senator Johnston won- 
dered if Mr. Kerr disagreed with the Commission decision pro- 
viding for “a differential of 20 per cent” as between northern 
and southern rates heretofore existing. 

“We said we would accept the decision and would try to 
make it work,” said Mr. Kerr. 

He added that the southern railroads were taking no part 
in the suit in federal court at Utica, N. Y., in which New Eng- 
land governors were assailing the Commission’s decision in the 
class rate case (No. 28300), and that the southern roads had 
not filed a petition for reconsideration of the Commission’s 
report, though they had asked for clarification. 

Even the chief witness for the southern governors in No. 
28300, “Mr. Hart,” had stated that the “differential” between 
northern and southern rates would not exceed 7 per cent, Mr. 
Kerr observed. He said that there were rates between Official 
Territory and the south that were lower than the rates to the 
border gateways through which the traffic moved. 

Replying to further questions by Senator Johnston, Mr. 
Kerr said he was not a defendant in the Georgia suit, but that 
eight of the railroads he represented were defendants, and the 
senator then concluded that “naturally, you take an adverse 
position to the governor of Georgia.” 

“We realize that in coming before this committee, we are 
disclosing in advance a part of our defense in the Georgia suit 
in the Supreme Court,” said Mr. Kerr. 


Avers I. C. C. Not “Flouted” 


With reference to the cotton textile rate case, he called 
attention to a statement by the Commission in a supplemental 
report in I. and S. 3636 (258 I. C. C. 471, at p. 508) that the 
extensive revision of rates required by its order had been ac- 
complished “six years ago” and that in no instance did the 
rates exceed those required by the order, but, on the contrary, 
many of them were below the maxima prescribed. 

One instance of publication of rates lower than the pre- 
scribed maxima, he said, was the publication of a rate of 97 
cents on cotton piece goods from Atlanta, Ga., to New York, 
though the maximum prescribed for that movement was $1.05. 

“Does that sound like the flouting of a Commission order?” 
he asked. 

Mr. Kerr took up the story of a proposal of southern rail- 
roads to reduce rates on iron and steel from Birmingham to 
New Orleans—a proposal subsequently broadened to include 
movements from other steel-producing points in the south— 
after calling attention to charges by Governor Arnall and the 
Justice Department that this rate reduction proposal, after 
having been “eviscerated” or “emasculated,” ultimately had 
been withdrawn because of pressure of the northern roads and 
their “industrial allies” in the north. 


Flagrant Misrepresentation Alleged 


“T don’t know of any more flagrant case of misrepresenta- 
tion of facts than that made by the Department of Justice in 
this case,”’ he said. : 

In the course of this discussion, Mr. Kerr observed that he 
had not had an opportunity to testify in the hearings in 1943 
on S. 942, the “original” rate-bureau regulation bill as to 
which much testimony had been presented by the Justice De- 
partment. Senator Reed said that Chairman Wheeler had 
“admitted” to him that the Justice Department had written 
the bill. 

“Finally Senator Wheeeler, I think in disgust, shelved the 
bill,” said Senator Reed. “That’s why you didn’t get to testify, 
and why the Commission didn’t get to testify on that bill. The 
testimony of the Department of Justice was a complete flop, 
and convinced no one.” 





1366 


“The tragedy of that was that a lot of people accepted 
that testimony as gospel truth,” said Mr. Kerr. 


Hawkes on “One-Sided” Hearings 


“I think one of the most unfortunate things that happens 

in Congress is a situation like that, when the Department of 
Justice comes in and makes an attack for three or four weeks, 
and other people don’t get a chance to come in,” said Senator 
Hawkes. “We had the same thing in the patent hearings three 
or four years ago. . . . The Justice Department attacked .. . 
the patent system. . .. But they (the committee that held 
the hearings) never permitted a single business man to come 
in. .. . It did irreparable harm to free enterprise of the coun- 
Gy. ..5°3” 
Mr. Kerr said that after the 1943 hearing on S. 942 an 
official of the Justice Department published a book, “Justice in 
Transportation,” saying that it was authenticated by testimony 
that had been presented in that hearing, though there had been 
no opportunity for rebuttal of such testimony. 

Senator Johnston referred to a statement in the Georgia 
governor’s brief quoting a Southern Railway official as saying 
that the Official Territory railroads had adopted a policy of 
building a “rate wall’ at the Ohio and Potomac Rivers, and 
asked for comment on that by the witness. Mr. Kerr said 
the north and south had different rates. Under further inter- 
rogation by the acting chairman, Mr. Kerr said that the southern 
railroads’ rates were built on “the economy of the south,” that 
the south had very favorable rates, that the southern roads 
did not have to go to the A. A. R. for approval of rate proposals, 
and that, in the cotton textile case, they “fought shoulder to 
shoulder” with the southern textile manufacturers. 


Senator Reed remarked that the southern textile manufac- 
turers had endorsed the Bulwinkle bill, and that, in fact, every 
traffic man in the south supported it. 

Mr. Kerr said if they thought the bill was bad, they would 
oppose it, and, he added, they were not “Quislings” and he 
resented deeply any implication that they were. 


Effect of Bulwinkle Bill 


Asked by Senator Johnston whether he thought that the 
Bulwinkle bill “protects you against the anti-trust laws,” Mr. 
Kerr said that it did to the extent the Commission found the 
agreements submitted to it to be in the public interest, and 
that it was inconceivable that the Commission would approve 
the agreements if they permitted coercion or conspiracy. 

Mr. Kerr spoke bitterly of “harassment” by the Justice 
Department “all through this war,’ when the carriers were 
straining under the burden of war traffic, and added that the 
situation finally reached the point that the War and Navy 
Departments stepped in and obtained relief for the carriers 
under certificate No. 44. The Bulwinkle bill would not keep 
the Justice Department from continuing “harassment” of the 
carriers in the future, Senator Johnston averred. He said that 
“we want to protect the public at large, but we don’t want 
to turn you absolutely loose.” 


.R. V. Fletcher, vice president and former general counsel 
of the A. A. R., said the difficulty lay in the contentions of 
the Justice Department in its briefs in the Georgia case and 
in the case at Lincoln, Neb., that any agreement between car- 
riers was a violation of the anti-trust laws. 


McGovern Speaks Up 


In the course of subsequent discussion, William L. Mc- 
Govern, of counsel for the state of Georgia, formerly a Justice 
Department attorney, arose to explain that the Justice Depart- 
ment was not contending that any rate prescribed by the 
Commission was unlawful, but that, relying on the opinion of 
Justice Brandeis in the Keogl case, it was contending that rates 
“fixed” by the carriers were unlawful, even if permitted to be- 
come effective by the Commission, as against rates that were 
filed with the Commission and suspended for investigation. Mr. 
Fletcher said he understood Mr. McGovern’s contention to be 
that the act of fixing rates through any collusion or confer- 
ence of carriers was unlawful. 

Resuming discussion of the Birmingham iron and steel rate 
case, Mr. Kerr said that the Justice Department agents ap- 
parently never had heard of section 3 of the act. He said the 
proposal was to cut the rate from Birmingham to New Orleans 
to 22 cents, from 37 cents, to meet river carrier competition, 
and he outlined subsequent expansion of the proposal, calling 
for relief. from the long-and-short-haul clause of section 4 of 
the act, to apply to other points in southern territory. He said 
the Justice Department agents made note of a complaint by E. 
L. Hart, of Atlanta, about the proposed rate adjustment, but 
that they did not place in the record a letter subsequently writ- 
ten by Mr. Hart, in which it was stated. that the revised rates 
proposed from Atlanta to Mobile seemed to meet objections 
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of the Atlanta manufacturers—although, Mr. Kerr said, the 
Justice Department agents had in their possession that letter, 
too. 


Rejection of Steel Rate Proposal 


He set forth reasons for a revision of the original fourth 
section application, in 1940. In that year, he said, war condi- 
tions were developing and the traffic situation was changing. 
An examiner’s report in the iron and steel proceeding—fourth 
section application No. 18250—in March, 1941, recommended 
denial of the relief sought, for the reason, among others, that 
the water competition originally cited to justify the relief was 
disappearing, and because the law did not permit granting of 
the relief to meet potential competition, said Mr. Kerr. 

He explained that the southern carriers, after issuance of 
the proposed report, decided to withdraw their application, rec- 
ognizing the changed conditions in traffic and feeling that the 
original support for the application, in view of the then inten- 
sified movements of steel tor war purposes, had disappeared. 

“After you got rid of the competition, then you didn’t ask 
for the lower rates,” Senator Johnston suggested, adding, “You 
did get rid of them, didn’t you?” 

“No, emphatically not,” said Mr. Kerr. 

He pointed out that when the examiner’s report was is- 
sued the demand for steel for the war and for speedy trans- 
portation was so great that the government required its move- 
ment by rail, rather than by water. Under other conditions, he 
said, the southern roads would have filed exceptions to the ex- 
aminer’s report, but in the face of the situation as it was, he 
said, there was “no obligation on us to go through with vain 
things.” This was the reason the steel rate reduction proposal 
was withdrawn, and it was not true that it was due to oppo- 
sition of northern carriers and shippers that the proposal was 
rejected by the southern roads, he asserted. 


Views on Georgia Case 


Senator Johnston thought that there must be “something 
to” the case of the state of Georgia, else the U. S. Supreme 
Court would not have taken the case. Mr. Fletcher said the 
court simply had taken jurisdiction of the case, on the argu- 
ment presented, and that the facts were not yet before it, “but 
they will be.” 

Mr. Kerr said that in the course of the Birmingham iron 
and steel rate controversy the L.’°& N. announced independently 
certain iron and steel rates “without any proposal being filed 
with our association.” Senator Johnston thought the A. A. R. 
might have called Mr. Kerr if it had not “agreed to that.” 
Mr. Kerr said that “our carriers have never surrendered to the 
A. A. R. the right to make rates for them,” but that, on some 
occasions, the A. A. R. “calls them in and tries to compose 
their differences.’”’ Senator Hawkes said he thought that was 
a very desirable and necessary thing to do. 


“If I am in a competitive business, and you do something 
to hurt me, I have got to adjust myself or retaliate in an- 
other direction,” he said. 


Interterritorial Rate on Paper 


When Senator Johnston made reference to a charge by 
the Georgia governor concerning coercion by northern roads 
in connection with reduction of rates on paper articles between 
the south and Official Territory, Senator Reed observed that 
the southern paper manufacturers, through Wilbur La Roe, 
their counsel in Washington, had testified in support of the 
considered bill. 


Senator Johnston had the idea that the northern railroads 
had mistreated the southern paper manufacturers by insistence 
on an interterritorial rate from the south to the north amount- 
ing to 110 per cent of the southern intraterritorial rate. Mr. 
Kerr tried to explain that the northern lines refused to concur 
in the southern roads’ proposal, that they had some rights in the 
matter, that there had to be concurrences on interterritorial 
rates, because service of more than one line was required be- 
tween, for example, Charleston, S. C., and Indianapolis and 
that the Commission subsequently had prescribed the ‘110 per 
cent” interterritorial rate on paper articles. Senator Johnston 
maintained that what the northern roads had done was to ex- 
ercise a veto over a rate reduction proposal of the southern 
roads. 

“Local” Rate a Rarity 


Mr. Kerr, in testimony that he concluded on April 29, 
made the argument that such a thing as a purely “local” rate 
was a rarity, and that practically all so-called “local” rates 
were, in reality, joint rates. In making that assertion, he had 
in mind statements by some opponents of the Bulwinkle bill to 
the effect that conferences between carriers with respect to 
joint rates and through routes were not within the purview of 
the anti-trust laws. 

To illustrate the point he was making, Mr. Kerr pointed 





May 4, | 


to rail | 
tance of 
board { 
cities, a 
of Geor 
stated. 
If t 
Cc. Wipr 
tion an 
allowed 
General 
Kerr. fF 
minghal 
points ii 
around 
the Atl 
either t 
shipmer 
in the ] 
Tucker, 
and the 
tween t 
Seaboa! 
ham, w 


in their 
allegati 


“interfi 
he defi 
where 


said. 
cising ' 
in 1942 
penden 

W 


brougl 
in trar 
mingh 
for the 
the wi 
there | 
he did 
anywh 


coerci 
said h 
indepe 

M 


lessne: 
act in 
than 1] 
and ir 
He ex 
those 
tion a 
propo: 
by soi 
and 1 
tabule 

Pe 
tions” 
that “ 
shippe 





ointed 


May 4, 1946 


to rail movements between Birmingham and Atlanta, a dis- 
tance of 167 miles by direct route. The Southern and the Sea- 
board provided the direct single-line routes between those 
cities, and the Atlanta, Birmingham & Coast and the Central 
of Georgia provided other routes connecting those cities, he 
stated. 

If the committee were to accept the contentions of Arne 
C. Wiprud, former chief of the anti-trust division’s transporta- 
tion and public utilities section, those carriers should not be 
allowed to confer on rates, and if the view of Assistant Attorney 
General Berge prevailed, they must not agree on rates, said Mr. 
Kerr. However, he continued, the rate that applied from Bir- 
mingham proper to Atlanta proper applied also to or from 97 
points in the Birmingham group—points within a 40-mile area 
around Birmingham—and to or from 61 different stations in 
the Atlanta group. Thus, he said, a purely local rate over 
either the Seaboard or the Southern became a joint rate, as a 
shipment might originate at Ellenwood, Ala., (one of the points 
in the Birmingham group) on the Southern, and terminate at 
Tucker, Ga., (a point in the Atlanta group) on the Seaboard, 
and the single-line Atlanta-Birmingham rate would apply be- 
tween those points, though actually both the Southern and the 
Seaboard, otherwise competitors between Atlanta and Birming- 
ham, were parties to the haul. 


J. D. “Fragmentary Evidence” 


Mr. Kerr repeatedly expressed resentment over the tactics 
used by the Justice Department’s agents in presenting to the 
committee what in his view consisted of fragmentary evidence, 
selected from the files of his office to fit preconceived notions 
of those agents that the railroads engaged in coercive practices, 
when the complete documentary evidence that those agents had 
in their possession served, according to Mr. Kerr, to refute the 
allegations they made before the committee. 

He referred to allegations made in the brief of the state 
of Georgia, remarking that the so-called “proof” it contained 
had been collected by the Justice Department’s agents. Noting 
an allegation that a proposal of the Southern fo reduce a rate 
on logs from Alabama to Alta Vista, Va., because the eastern 
roads had vetoed the proposal on the ground that it would 
“interfere with our situation in the east,” Mr. Kerr said that 
he defied anybody to find in the complete record on that matter 
where the eastern roads had ever had anything to do with or 
had expressed any view on that proposal. , 

“This indicates the kind of record I’m trying to rebut,” he 
said. “It’s perfectly silly to talk about the Southern not exer- 
cising the right of independent action. . . . In three years ended 
in 1943 the Southern Railway filed with me a total of 153 inde- 
pendent actions. .. .” , 

With respect to an allegation that northern interests had 
brought about withdrawal of a proposal to permit “decoration 
in transit” of tin plate at Savannah, Ga., en route from Bir- 
mingham to Tampa, Fla., Mr. Kerr said that water competition 
for the tin plate movement had practically ceased, because of 
the war, that the Seaboard withdrew the proposal “because 
there was no longer any reason for putting it in,” and that 
he did not think that a transit privilege of that kind existed 
anywhere in the United States. He said the rate in question 
had been proposed in the first instance by the Southern and the 
L. & N. and had been intended to apply on plain tin plate, 
that he had called attention of those roads to an erroneous 
description, and that, if the Seaboard, providing single-line 
service between Birmingham and Tampa, had been convinced 
it ought to go ahead with its proposal for decoration in transit 
regardless of the views of the other lines, it would certainly 
have done so. In three years ended in 1943, said Mr. Kerr, the 
Seaboard filed a total of 78 independent actions with him. 


Comment on Independent Action 


Asked by Senator Reed whether he had ever heard of 
coercion on railroads, Mr. Kerr said he had not, and the senator 
said he had intimate knowledge of two western roads that took 
independent action. : 1 

Mr. Kerr said that “Governor Arnall, with his usual reck- 
lessness,” had stated that individual roads would not dare to 
act independently. In 1933, said Mr. Kerr, a total of more 
than 19,000 independent actions were taken by southern roads, 
and in 1934 the number of such actions was 7,444, he added. 
He explained that the large number of independent actions in 
those years was due to the motor carriers coming under regula- 
tion and to the institution of the southern roads’ “emergency 
proposal series.” The number of independent actions taken 
by southern lines was 1,587 in 1935, 760 in 1937, 1,354 in 1939 
and 1,313 in 1940, he noted, in presenting to the committee a 
tabulation covering the years 1933-1944. 

Dealing with the making of so-called “section 22 quota- 
tions” by the railroads on government traffic, Mr. Kerr said 
that ‘“‘we think there can be just as much discrimination against 
shippers in connection with section 22 as in published tariff 
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rates.” He added that when a section 22 quotation was made 
without any publicity, it might deprive a manufacturer of an 
opportunity of bidding on a contract, but said he excepted 
from that statement “what we did in the war, when we had 
to move from day to day.” 

Efforts had been made in the suits of Georgia and the 
federal government to show that the S. F. A..chairman had a 
large amount of power, especially in the fixing of effective dates, 
said Mr. Kerr. He said that it was one of his jobs to get com- 
plaints and to see if improvements could be made, and added 
that conditions had been improved in the last ten years. 

Exchange of records between freight territory chairmen, 
on which “confidential” labels had been attached, had been 
made following a suggestion by the late Chairman Farmar, of 
western territory, that handling of matters of mutual interest 
to the territories might be expedited if each chairman knew 
what action had been taken in the other territories, Mr. Kerr 
declared. He said this procedure was “perfectly innocent” and 
that it served to prevent delays in rate publication. 

“If that’s the case, you don’t need any law—all you have 
to do is wait for the court to rule,” said Senator Wheeler. 

“We don’t know where we are,” said Mr. Kerr. “Mr. 
Wiprud says we can’t discuss rates without violating the law. 
Mr. Berge says it’s all right for use to discuss rates so long 
as we don’t agree.” 

“You have very able lawyers,” said Senator Wheeler. “They 
should be able to advise you what is the law. . . . The Supreme 
Court may change the rules. . . . If it does, you’ll know where 
you are at and won’t need any law.” 

“I wish I could be sure of that,’’ said Mr. Kerr. 


“Cufifck” Rates on Lumber 


Continuing his treatment of allegations in the Georgia 
brief, Mr. Kerr said that so-called “cutback” rates on lumber— 
“a species of transit” in which there was a refund of trans- 
portation charges on lumber outbound from sawmills after 
certain processing at the mills—applied in the south but did 
not extend to manufacture of the lumber into furniture, except 
in the southwest and at certain points on the Mississippi. The 
result of this situation had been constant complaints from furni- 
ture manufacturers in the southeast and the Carolinas. He 
regarded the situation as discriminatory, but explained that he 
would not say the discrimination was unlawful. He said he 
and Mr. Cleveland had participated in conferences to see if the 
discrimination could be removed, and added that he saw nothing 
wrong in holding such conferences. 

Mr. Kerr said that James E. Kilday, present chief of the 
anti-trust division’s transportation section, had testified that in 
1942 the railroads double-crossed the National Industrial Traffic 
League. 

“We didn’t do anything of the kind,” said Mr. Kerr. 

He said he had attended a conference with the League in 
1942; that somebody had started a rumor that the railroads 
planned revision of the rates on a “great many” commodities; 
that the rumor was unfounded and that Mr. Cleveland had 
so stated. 

“I recall the chairman of the N. I. T. League Committee 
saying to Mr. Cleveland, ‘I wish you would write me a letter 
to quiet that rumor,’’”’ Mr. Kerr added. 

Senator Wheeler referred to a letter from a traffic official 
of the Atlantic Coast Line to an S. F. A. official, dated June 4, 
1943, urging that the railroads “equalize the Cincinnati com- 
bination” on shipments to southern ports and complaining that 
Official Territory lines preferred movement of their traffic 
from Cincinnati to Baltimore and refused to equalize via 
Richmond, Va., on the lowest charge based on the lowest com- 
bination, causing movements over circuitous routes from Florida 
ports to eastern ports and thence to Cincinnati, rather than 
over direct routes from the Florida ports. 


Eastern Lines and Cincinnati Combination 


Mr. Kerr said he held no brief for the eastern lines in 
their refusal to equalize the Cincinnati combination through 
Virginia cities and Potomac Yards and that he thought this 
was a mistake. Very shortly afterward, the eastern lines 
agreed to equalize, he said. He stated that the A. C. L. wanted 
to get the traffic via the most direct route, and that “in war, 
that’s the way it ought to be.” It developed, he said, that the 
lowest combination on alcoholic liquors from Florida points 
was via Virginia ports, not via Cincinnati, he said. In connec- 
tion with his remark that the eastern lines had “realized their 
mistake” and had corrected it, he stated that that was one 
advantage of having the “higher”? committees—that those com- 
mittees looked at matters more broadly and, in the instance 
cited, reversed the lower committee. 

‘You have too many of them,” said Senator Wheeler. ‘You 
have appellate committees, appellate committees and more 
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appellate committees. .. . They tie up matters for 18 months 
or more... .” 

Mr. Kerr said he would put in the record what the per- 
formance of the Southern Freight Association had been, and 
added that there was “absolutely no truth” in Justice Depart- 
ment testimony to the effect that rate proposals, with very few 
exceptions, must go through “this maze of machinery.” 

When Senator Wheeler called attention to testimony by 
Mr Kilday that the S. F. A. at one time had about 500 rate pro- 
posals that had been held up by Mr. Kerr, the witness said that 
Mr. Kilday’s statement was a “very prejudicial” one. Mr, Kerr 
said his files showed that every step he had taken in holding up 
rates had been taken with the knowledge of and the instructions 
of the chief traffic officers of the member roads. 

“Certainly the chief traffic officer of the Southern has the 
right to say, ‘I don’t want you to go ahead with a rate my gen- 
eral freight agent has approved unless I see it’,” said Mr. Kerr. 

Asked by Senator Wheeler whether he objected to a pro- 
vision of the Bulwinkle bill providing for independent action 
by individual roads, Mr. Kerr said he did not, and that it was 
in accord with present procedure of his association. Senator 
Wheeler observed that the Commission had taken the view that 
such a rule might impair the usefulness of a rate bureau. Mr. 
Kerr said he did not think any road should be deprived of its 
right of independent action, but that it ought to use that right 
sparingly. 

Senator Wheeler averred that rates could be filed with the 
Commission, and that the carriers could then ask for suspen- 
sion if they did not like the proposals. Mr. Kerr maintained 
that, frequently, when a proposal was publicized by a rate as- 
sociation the proposal would be explained so well that there 
would be no protest. When there was a suspension, somebody 
would “get hurt,” and this could be avoided by publicizing the 
matter in advance, he averred. 


Report on War Freight Rates 


Senator Wheeler wondered if Mr. Kerr had any comments 
on the report he had received concerning rail rates on War De- 
partment freight. Mr. Kerr said that he had seen Senator 
Wheeler’s summary of the report, but that the report itself had 
not been “released.” Senator Wheeler disagreed. 

“That, report has never been released to us, and we have 
never had a copy of it,” said Vice President Cleveland, of the 
A. A. R. 

Senator Wheeler said it had been available to “the news- 
papers” at the Senate interstate commerce committee room. 


He said his attention had been called to Mr. Kerr’s earlier 
statement that the southern railroads had not had an oppor- 
tunity to rebut the testimony of Justice Department spokesmen 
in the 1943 hearings on S. 942. Mr. Kerr said the only complaint 
he had about that was that many people took the Justice De- 
partment’s testimony as “gospel truth.” Senator Wheeler said 
the committee had heard testimony .on that bill for 23 days, in- 
cluding nine days of testimony by opponents of the bill; that 
the committee clerk had advised him Mr. Kerr had not asked 
for an opportunity to testify, and that Mr. Kerr could not prop- 
erly say he had not had permission to testify. Mr. Kerr said 
he was awaiting his turn. and that he had suggested to Senator 
‘Wheeler one day that he would like to be heard. Senator 
Wheeler said it was the policy of his committee to “hear any- 
body,” that when somebody indicated to him a desire to testify 
he referred them to the committee clerk, and that, after the 
hearings on S. 942 ended as Congress recessed for the sum- 
mer, the committee did not reopen the hearings on reconvening, 
in view of the opposition testimony that had been presented. 

Mr. Kerr answered affirmatively a question by Chairman 
Wheeler as to whether the S. F. A. had filed with the Com- 
mission a copy of its by-laws, pursuant to regulations pro- 
mulgated by the Commission under certificate No. 44, and said 
they were the same as they had been before that certificate was 
issued. To further questions by the chairman, Mr. Kerr said 
that six steamship lines were members of the S. F. A., but 
that the S. F. A. dealt with them only to the extent that they 
had joint rail-water rates with the railroad members, and that 
the association had nothing to do with the port-to-port rates of 
the steamship lines. 

Mr. Kerr said he did not concur in “Mr. Kilday’s descrip- 
tion of how we function.” He said Mr. Kilday had indicated 
that a single objection to a rate proposal “started it all the way 
to the top.” Majority action, not unanimous action, was re- 
quired for disposition of a rate proposal, the witness declared. 


Question About Majority Vote 


* “You wouldn’t object to a proposal being subject to ma- 
jority vote,” suggested Senator Wheeler. 
Mr. Kerr said he would make one exception to that; that 
somebody might make a proposal to the executive committee 
docket the day before a meeting of the committee, and that 
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when the members had not had a chance to look into the pro- 
posal, it should require approval by more than a majority. 
The witness said he did not recall any appeal from unani- 
mous action of the executive committee; that that committee 
consisted of the traffic managers of the roads; that the Traffic 
Executives Association—Southern Territory, consisted of the 
chief traffic officers of the member roads, and that the higher 
traffic officers could not properly be deprived of their right to 
review action taken by their subordinates. Senator Wheeler 
said Mr. Kerr had no right to “appeal over their heads,” but 
Mr. Kerr declared that all he did was to present matters to the 
superior officers, that he had no right, personally, to act on 


— matters, and that this was what his association wanted 
one. 


Disposition of Rate Proposals 


In January, February and March, 1940, said Mr. Kerr, a 
total of 1,220 rate proposals were filed with his association. 
Of these, he said, about 92 per cent represented reductions, 
5.82 per cent represented increases, and 1.23 per cent repre- 
sented both increases and decreases. Of the total, 995 pro- 
posals, or 81.6 per cent, were approved by mail and were never 
formally considered by any conference other than the standing 
rate committee; only 166 were considered in conference by 
the first subordinate committee; 143 of those 166 proposals 
were recommended, and 23 were not recommended. Only 49 of 
the 1,220 proposals reached the executive committee, and 46 
of those were approved by that committee, he said. He added 
that only 10 proposals reached the Traffic Executives Associa- 
tion, Southern Territory, that six of those received approval 
by the T. E. A., and that none of the proposals in the three- 
months period reached the Southeastern Presidents’ Confer- 
ence. In eight years of the existence of the S. F. A., only six 
proposals had gone to the Southeastern Presidents’ Confer- 
ence, he said. 

He stated that in January, 1943, the S. F. A. had 396 rate 
proposals, that 273 represented reductions, while 36 repre- 
sented advances, five both advances and reductions, and 82 
involved routing; that 267 proposals were approved within 
30 days, 22 in 45 days, and 14 required more than 60 days. Ten 
of the proposals were still receiving consideration on May 15, 
1943, he added. 

Again referring to the Georgia brief, Mr. Kerr noted an 
allegation that he had protested to the Commission certain 
rubber transit tariffs of the A. B. & C. and the Central of 
Georgia. No effort had been made to tell the committee the 
facts, he averred. He said the action he had taken had been 
at the request of those two railroads, because it had been 
called to their attention that the tariffs did not conform with 
the requirements of section 6 of the act. 

“Why didn’t those roads themselves ask for suspension?” 
Senator Wheeler inquired. 


Mr. Kerr said it was customary for the Commission to 
deal with the S. F. A. on matters relating to its member lines. 
Answering a further question, he said that to the best of his 


ne no rail rate bureau protested rates of its member 
ines. 


As to the power he had with respect to effective dates of 
tariff publications, said Mr. Kerr, the articles of his associa- 
tion gave him the right to fix effective dates. He explained 
that two tariff bureaus’ under his direction published prac- 
tically all the rates of the southern roads; that the time ele- 
ment.had to be considered because of time required for obtain- 
ing delivery of tariff publications from the printer, and be- 
cause of other technical details, and that, where like rate 
changes on the same commodities in different areas were pro- 
posed at approximately the same time, it would be discrim- 
inatory to permit one of the changes to become effective 
ahead of the others. 


1. C. C.-Approved Rates 


Mr. Kerr said his office had computed that the Commission 
either fixed or approved about 82 per cent of the rates filed 
with it, and that details of this estimate were supported by 
data in No. 28300, Class Rate Investigation, 1939. 

In a discussion of activities of the S. F. A. and the A. A. R. 
in connection with the so-called “110 per cent” adjustment on 
interterritorial rates on paper and paper products between the 
south and Official Territory, Mr. Kerr recalled that the Com- 
mission had stated in its report on “the sugar cases,” 81 
I. C. C. 448, that “we believe, however, that the carriers serv- 
ing these refining points ought to be able to compose their 
differences, as they have in the past.” He said he thought that 
that statement by the Commission applied to the paper rate 
case. 

Commenting on the question whether all proceedings of 
rate committees should be thrown open to shippers, Mr. Kerr 
said he thought that a requirement to that effect would be 
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“fatal.” The shippers knew, he said, that if rate committee 
records were made open to the public “somebody will use his 
tonnage to get votes.” Not many shippers would do that, but 
if a i did it, it would force a lot of others to do likewise, 
he said. 

Mr. Kerr then discussed activities of the Traffic Executive 
Chairmen’s Committee (the T. E. C. C.) that had functioned, 
he said, from July or August, 1942, to February 1, 1946, and 
of which he and other territorial rate committee chairmen 
had been members. He said the implications of Mr. Kilday’s 
testimony had been that the railroads had “cooked up this 
scheme” and had induced Mr. Cleveland to seek anti-trust 
immunity for it. 

“T resent this smear on my war record,” said Mr. Kerr. 

He said the Justice Department had placed in the hearing 
record a part of a letter written by A. R. Smith, vice-president 
of the Louisville & Nashville, indicating objections to the 
T. E. C. C., but had not put in the record a later letter Mr. 
Smith had written, showing that Mr. Smith concurred in the 
plan of setting up the T. E. C. C. 

Referring to charges Mr. Berge had referred to Director 
Johnson, of the Office of Defense Transportation, concerning 
the activities of the T. E. C. C., Mr. Kerr said he had looked 
in vain for any reference to Director Johnson’s reply to Mr. 
Berge, after the T. E. C. C. had written “a complete answer” 
to the charges in a letter to Director Johnson. 

Mr. Kerr asked the committee to call on Mr. Berge for a 
copy of the letter Director Johnson had sent to Mr. Berge, 
setting forth the T. E. C. C. answer to the Justice Depart- 
ment’s charges. Mr. Kerr said he did not think the T. E. C. C. 
had violated its “immunity,” though it had made mistakes. 
It had tried to rectify its mistakes, and, on the whole, it had 
done “a pretty good job,” said Mr. Kerr. 


Fletcher Testifies in Rebuttal 


R. V. Fletcher, vice president and former general counsel 
of the Association of American Railroads, in rebuttal testimony 
he presented April 30, said he thought that if Congress decided 
that the Department of Justice, not the Commission, should be 
the proper agency to regulate the initiation of rates, the coun- 
try generally would be “shocked.” 

Opponents of the Bulwinkle bill, he said, were attempting 
to defeat the jurisdiction of the Commission and to lodge in the 
Justice Department the authority to regulate the carriers of 
the country. He added that, with “all due respect” to it, the 
Justice Department was not equipped either by experience or 
by the very nature of its functions to act administratively in 
“matters of this kind.” 

Recalling that Clark Foreman, president of the Southern 
Conference for Human Welfare, had been the first opposition 
witness in the current hearings on the Bulwinkle bill, Mr. 
Fletcher referred to the fifth section of the report of the House 
committee investigating un-American activitiés (formerly 
known as the Dies committee) and pointed to the following 
statement in the report concerning the Southern Conference 
for Human Welfare: “While the conference has succeeded in 
confusing certain elements by its pretensions, representative 
southerners harbor no illusions as to its real character.” Thus, 
the Senate committee was told, the S. C. H. W. had been 
characterized as a “communist front” organization. Mr. 
Fletcher said he doubted very much whether the conference 
was really representative of, or an embodiment of, southern 
opinion. 

“Standard” for I. C. C. Guidance 


Mr. Fletcher contended that the prescription in the con- 
sidered bill of the national transportation policy declared in 
the transportation act of 1940 as a “standard” for guidance of 
the Commission in determining whether an agreement submit- 
ted to it should be approved by it and thus relieved of anti- 
trust law application was adequate, without the addition of the 
additional standards proposed by Commissioner Aitchison on 
behalf of the Commission. Those proposed additional ‘“‘stand- 
ards” were: Propriety of the object of the agreement for the 
proper performance by the carriers of service to the public; 
consistency with the public interest, and absence of undue 
restraint of competition. 

The standard of the national transportation policy was the 
most definite and specific standard that could be found, and 
the addition of a requirement that agreements be consistent 
with the public interest might lead courts to conclude that the 
public interest was something apart from the national trans- 
portation policy, Mr. Fletcher averred. 

There was a discussion over a proposal that, in the passage 
of the bill directing that the Commission “shall” by order 
approve an agreement conforming to the standard of further- 
ance of the national transportation policy, there be substituted 
for the word “shall” the word “may.” Mr. Fletcher objected 
to use of the word “may,” contending that if the Commission 


1369 


found that an agreement submitted to it was in furtherance of 
the national transportation policy, then it ought not to have 
discretion to refuse approval of the agreement. 


_He analyzed, one by one, the component elements of the 
national transportation policy. Senator Wheeler averred that 
each of those provisions gave “the broadest latitude” to the 
Commission, and declared that what was wrong with the gov- 
ernment bureaus in Washington was not the law that each 
administered, but the way in which they administered the law. 


Question of Public Interest 


. All provisions of the national transportation policy were 
in the public interest, Mr. Fletcher maintained. Senator 
Wheeler disagreed, saying that the objectives of an agreement 
might comply with those provisions and yet violate the Sher- 
man act, and that, if they did that, they might not be in the 
public interest. 


The railroads had complained from time to time about the 
Commission having too much power to regulate the railroad 
industry, Senator Wheeler said, adding that enactment of the 
Bulwinkle bill would give the Commission far more power to 
regulate than it had now. An important question, he said, was 
whether the Commission should be empowered to say that the 
railroads could enter into agreements only with reference to 
rates and have anti-trust law exemption with respect to such 
agreements, or whether railroad agreements involving sched- 
ules, use of safety appliances, and innumerable other matters 
outside the field of rates should also be subjected to Commis- 
sion approval and regulation. : 

“The railroads should consider carefully whether they 
want to give the Commission power to regulate every detail of 
the railroad business,” he added. 


What I. C. C. Would Do 


All agreed that agreements should be submitted to the 
Commission providing for operation of rate bureaus, said Mr. 
Fletcher. He declared that “we know pretty well” what the 
Commission would say as to how the rate bureaus should be 
operated, because, in connection with War Production Board 
certificate No. 44, providing for exemption of rate bureaus 
from anti-trust prosecution,in the period of the war and until 
May 1, 1946, the Commission had issued a set of rules and 
regulations by which rate bureaus were to be governed. He 
pointed, particularly, to rule 8 in that set of rules, prohibiting 
boycotts or other means of coercion or intimidation by bureau 
members, and to rule 9, providing that all rate bureau records 
should be open for inspection by the Commission. 


It was possible, said Mr. Fletcher, that agreements having 
to do with schedules might be submitted to the Commission. 
In that connection, he referred to testimony by the Agriculture 
Department’s witness that schedule agreements might be nec- 
essary so as to provide equality of opportunity for growers of 
fruit and produce to reach their principal markets. 

Under the bill, the Commission could approve such an agree- 
ment, said Mr. Fletcher. 


Chairman Wheeler asserted that the railroads should have 
clearly in mind that if they submitted a “general” agreement 
setting forth “general” objectives they would be subjected to 
very close regulation by the Commission. This, he said, would 
lead to regulation of every phase of the railroad business, as 
he saw it. Mr. Fletcher was saying, “We’re willing to pay the 
price—”’ when Senator Wheeler resumed discussion along his 
trend of thought, inquiring how far the railroads wanted to go. 
Did they want the Commission to regulate their schedules? 
Did they want to submit “specific” agreements, such as sched- 
ules with respect’ to movement of citrus fruit from California? 
8 did they want to submit a “general” agreement as to sched- 
ules ? 


“Trust the Commission” 


Mr. Fletcher said he did not know now what the nature of 
the agreements would be, but that “you have to trust the Com- 
mission . . . aS having devotion to the public interest.’ 

“That isn’t the question,” said Senator Wheeler. “On every 
piece of legislation we are charged with giving the administra- 
tion too much power. They say, ‘Can’t you trust the President 
of the United States?’ With every agreement for a rate bureau, 
you give the Commission power to regulate that bureau. . . 
There are a lot of things the railroads might do and not be 
exempt, because those things are not regulated by the Com- 
mission. . .” 

Mr. Fletcher said the question was whether the agreements 
should be submitted to the Commission or to the Department 
of Justice. 

“God help us if we have to submit them to the Department 
of Justice,” he added. 

Senator Wheeler said he thought the Justice Department 
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was more able to pass on what was a violation of the anti- 
trust laws than the Commission was. 


Horizontal Rate Increase Agreement 


Mr. Fletcher noted that within the last few days an arbi- 
tration board had awarded a 16-cent increase in wages to cer- 
tain railroad employes and an emergency board had recom- 
mended a like hourly increase in wages for other railroad em- 
ployes, resulting in an increase of $500,000,000 a year in the 
railroads’ wage bill. Consequently, he said, they had conferred 
and agreed to ask for a horizontal increase in freight rates. 
Under the interpretation made by the Justice Department, the 
railroads could not confer about such an increase without vio- 
lating the anti-trust laws, Mr. Fletcher declared. Senator 
Wheeler said he did not think the Justice Department has so 
interpreted the law. 

“All the railroads did was to propose a rate,” said Mr. 
Fletcher. “That’s all a rate bureau ever does.” 

“T can’t conceive of the Department of Justice saying that 
when the railroads act jointly for an increase in rates they 
violate the anti-trust laws,’ said Senator. Wheeler. 

“Tt’s hard to conceive, but that’s what they say,” said Mr. 
Fletcher. 

He added that Assistant Attorney General Berge had said 
that the railroads must not agree on rates. 


“Regulation” by Courts 


Senator Wheeler averred that the Justice Department’s 
complaint was about the use of coercion in the making of rates. 
Mr. Fletcher said nobody proposed to sanction coercion or 
pressure in rate-making, but that “these people” (in the Justice 
Department) were trying to break up the conference method of 
rate-making. That would have to be argued in the courts, said 
Senator Wheeler. 

“The courts won’t say, ‘Thus far thou shalt go, and no 
further’,” said Mr. Fletcher. “That is the work of an adminis- 
trative body.” 

Senator Wheeler agreed with that view—that the courts 
would not say specifically what the carriers could do, or could 
not do. Mr. Fletcher said he could not agree with Senator 
Wheeler as to there being any essential difference between pro- 
posing a horizontal increase, for revenue purposes, for all the 
railroads, and filing a rate proposal. d 

“It requires a more astute mind than mine to distinguish 
between that and what is attacked here, because that is the 
initiating of rates,” Mr. Fletcher added. “The Department of 
Justice says you must never, never make an agreement. . .” 

When Mr. Fletcher discussed the railroads’ agreement with 
respect to freight loss and damage claims and upheld it as a 
necessary arrangement, Senator Wheeler suggested that it had 
not been contended that such an agreement violated anti-trust. 
Mr. Fletcher said he thought the contention had been made by 
“the Governor of Georgia, who is the friend and counselor of 
the Department of Justice.” Senator Wheeler said the Georgia 
governor was the friend and counselor of the people of Georgia. 
He averred that some of the railroad people were “getting too 
excited” because of the suits that had been filed against them. 
Mr. Fletcher said that “it isn’t altogether the suits,” and that 
he did not want to speak further about the other matters in 
question. 

Air Carrier Exemption 


Governor Arnall had the idea, said Mr. Fletcher, that when 
Congress exempted air carriers from the anti-trust laws such 
exemption applied only to foreign air transportation. Mr. 
Fletcher read the provisions of section 492 of the civil aero- 
nautics act of 1938 to show that the exemption applied to do- 
mestic air carriers and covered contracts between such carriers 
relating to, among other things, pooling, apportionment of earn- 
ings or losses, traffic, service, equipment, establishment of rates, 
fares and charges, and elimination of destructive, oppressive 
and wasteful competition. He noted, also, that, as Commissioner 
Aitchison had observed, agreements between water carriers in 
domestic commerce also were “immune” from the anti-trust 
laws. 

Proposed Amendment 


Mr. Fletcher then undertook an analysis of various para- 
graphs of the considered bill, H. R. 2536. When he came to 
paragraph (6) of the bill, he proposed addition, at the end of 
the paragraph, of a provision that the Commission should have 
exclusive authority to find and determine, on complaint or on 
its own initiative, whether anything done or omitted to be done 
was in conformance with the agreement or with the terms and 
conditions prescribed by the Commission in its approval of the 
agreement. 

Conceivably, a shipper might not attack the agreement 
itself but might complain of action taken under the agreement 
as not being in accord with the terms thereof or with the terms 
and condition the Commission had prescribed, and the amend- 
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ment proposed would enable the Commission to handle such a 
complaint, Mr. Fletcher explained. The amendment might meet 
the objection that the only thing the Commission could consider, 
—. the bill, was the basic agreement, in each instance, he 
added. 

“You don’t want to leave it up to the Department of Justice 
to say whether you have violated an agreement,” said Senator 
Wheeler. ‘ 

“I think the Commission would be the proper tribunal for 

that purpose,” said Mr. Fletcher. 
J Mr. Fletcher said he did not think there had ever been 
such an overwhelming expression of approval to Congress” 
as had come from the users of transportation, with respect to 
the Bulwinkle bill. He said Governor Arnall had testified that 
the shippers who supported the bill were in some way unduly 
persuaded to give the bill their support, and he maintained that 
nobody could say that the shippers had been unduly influenced. 
Asked by Senator Wheeler whether their testimony had been 
solicited, Mr. Fletcher said that solicitation was not criminal, 
and Chairman Wheeler commented that, if it were, penal insti- 
tutions would have to be considerably enlarged. Mr. Fletcher 
said shippers were expressing opposition to the rate increase 
that the railroads were seeking, and that this indicated that the 
shippers did not hesitate to express their views. 


A.A.R. and Lobbying 


Mr. Fletcher took up a discussion of allegations made 
earlier in the hearings, by opponents of the Bulwinkle bill, that 
the A.A.R. and Mr. Fletcher had been engaged in lobbying, and 
Senator Wheeler said he did not think that that had “anything 
to do with this bill.” He said Mr. Fletcher had talked to him 
on many occasions and added that “I’m afraid you don’t think 
that I have been persuaded.” Senator Wheeler said he liked to 
“talk to anybody and hear both sides.” 

Taking up contentions of Governor Arnall and Justice De- 
partment witnesses that enactment of H. R. 2536 would result 
in dismissal of the pending suit of the state of Georgia in the 
U. S. Supreme Court and that of the federal government in the 
federal district court at Lincoln, Neb., Mr. Fletcher said he 
did not think that that was true. He said that, knowing how 
“careful” Governor Arnall was in his statements, he (Mr. 
Fletcher) was “disturbed” by the governor’s “authoritative” 
declaration that the Supreme Court would decide the Georgia 
case in favor of Georgia. 


Issues in Georgia Case 


The opinion of the Supreme Court in its decision assuming 
original jurisdiction of the Georgia complaint, said Mr. Fletcher, 
showed that the court regarded the complaint as presenting 
two issues: (1) Was there invidious discrimination against 
Georgia, and (2) was there coercion to the detriment and harm 
of Georgia? Mr. Fletcher said it seemed to him that Georgia 
and the Department of Justice, after having examined all the 
files of a number of rate bureaus, could not find any evidence 
of coercion or of “invidious” discrimination. In the Georgia 
bill of particulars, there was mentioned for the first time 
“iniquities” of the A. A. R., and this was “the counsel of desper- 
ation,” he declared. 


“There wasn’t anything they had left,” he continued. “So 
they evolved the idea of economic coercion—a different kind of 
coercion, a mild, vague kind. . . . It leads to the conclusion 
that if you get together here and talk . . . it’s economic coercion. 
...1 haven't heard their definition of ‘invidious discrimination.’ 
. . . It means purposeful discrimination. . . . They took the 
files of the A. A. R....a few things here, a letter yonder . 
and built up this man of straw... . 


Effect of Bulwinkle Bill 


“This case calls for decision on the facts as to coercion. ... 
Nothing in this act (the Bulwinkle bill) would justify, authorize 
or legalize coercion. . . . If it becomes a law, its only effect 
would be to immunize from anti-trust attacks ordinary rate 
bureau procedure conducted in conformity with rules which 
the Commission would lay down ... unless you define ‘coercion’ 
as meaning any agreement reached by the railroads. . . . That 
isn’t the kind of coercion the court was talking about... . 
There is no proof of that kind of coercion—none whatsoever.” 

So far as the Lincoln case dealt with matters of coercion 
and invidious discrimination, certainly the considered bill would 
have no effect on it, Mr. Fletcher said. 

However, he continued, even if the bill did interfere with 
the Georgia suit and the Lincoln, Neb., case, such circumstances 
should not interfere with enactment of the bill if Congress 
saw fit to pass it. Hardly any bill was passed that did not 
interfere with some law suit in the United States, and it was 
not sound for Congress to adopt a principle that no legislation 
should be passed that would interfere with law suits. 
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“If I could stay legislation by starting a law suit, I could 
tie up Congress indefinitely,” Mr. Fletcher said. 

He described as “cogent” the testimony that had been pre- 
sented by J. V. Norman, of Louisville, Ky., counsel for the 
Southern Governors Conference (though he did not appear 
before the committee in that capacity), with respect to need 
for legislation, no matter how the pending court cases against 
the railroads were decided. - 

Governor Arnall and the Justice Department had the idea 
that the courts, rather than Congress, should define the “per- 
missible area of collaboration’ by carriers in the making of 
rates, Mr. Fletcher observed. What authority was there for 
saying that Congress should delegate its authority to the 
courts, he wanted to know. 

“Who passed the anti-trust laws?” he. asked. 


Eastern Road Control of A. A. R. Denied 


Contentions of Governor Arnall and Justice Department 
spokesmen that the A.A.R. was dominated by eastern railroads 
were difficult to justify, in view of the fact that only six of the 
17 members of the A.A.R. board of directors represented the 
eastern roads, while seven represented those.in the west, and 
four represented the southern roads, Mr. Fletcher declared. 

He pointed to several men who had been prominent leaders 
in the railroad industry in recent years and who were western 
railroad presidents, including William Jeffers, of the Union 
Pacific, and suggested that it was unlikely that they would 
permit themselves to be dominated by eastern railroad execu- 
tives. Senator Reed remarked that he though “Bill” Jeffers was 
“a good intimidator in his own right.” 

In a discussion of developments that led to and attended 
the formation of the A.A.R., Mr. Fletcher recalled that the 
Commission, in its report in 1931 in the so-called 15 per cent 
case (178 I.C.C. 539), had stated that Congress could look 
beyond the individual railroads to the concept of a national 
transportation system, that much had been accmplished in the 
way of unification, but that much remained to be done, and that 
there was no need for subordinating consolidation to a program 
of railroad cooperation. 

He quoted statements made by the late Commissioner East- 
man, as Federal Coordinator of Transportation, to the effect 
that railroad managements “must pull together” and that cen- 
= organization of the railroads should be encouraged to the 
utmost. 

It was true, said Mr. Fletcher, that there was a meeting of 
railroad directors and investors in New York City prior to the 
organization of the A.A.R. It was now insisted that that fact 
condemned the railroads, he said. “I had assumed, in my 
simplicity,” he continued, “that railroad directors and investors 
ought to be concerned . .. and had the duty of being concerned 
with the welfare of the railroads.” 

The meeting of the investors’ committee had not been a 
secret one, said Mr. Fletcher, adding that information concern- 
ing it had been published in Traffic World, which, he said, was 
read by everybody interested in the transportation business. 


He observed that Justice Department witnesses had re- 
ferred to various suggestions as to authority the A.A.R. should 
have. Those and other suggestions, including one that the 
A.A.R. should control the rate bureaus, had been “definitely and 
overwhelmingly rejected,” he declared. Now, he said, for the 
first time in his long experience it was contended that “you 
should construe what was done in the light of what was sug- 
gested.” ‘He maintained that, certainly, legislation was con- 
strued by the language it contained on final passage, and not by 
amendments rejected in the course of its consideration. 

It had become obvious when plans for the A.A.R. were 
being made that J. J. Pelley would be president of the associa- 
tion, and Mr. Pelley made “more than one trip to Hyde Park” 
to confer with Franklin D. Roosevelt about the A.A.R. organiza- 
tion plan, Mr. Fletcher said, adding that the plan received 
“hearty approval” of the late president. 


J. D. “Wasted Effort’’—Reed 


Senator Reed interjected the remark that he regarded the 
attacks by the Justice Department on the A.A.R. and the rate 
bureaus as “the worst example of wasted effort I have ever 
seen.” 

Mr. Fletcher averred that the A.A.R. should be judged by 
what it actually did, rather than by its plan of organization. in 
determining whether it was lawful or unlawful. Noting that 
there was an “arbitration clause” in the original A.A.R. articles, 
he said the contention was made that because the railroads had 
agreed to this clause they had bound themselves to it, but that 
“the proof of the pudding is in the eating.” The arbitration 
clause, he said, had never been enforced in the whole history 
of the association. 

He stated that there were only two cases in which arbitra- 
tion had ever been considered seriously, and that neither of 
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those cases involved rates. One of the cases grew out of a plan 
of the Santa Fe to establish a bus line between Bakersfield 
and Los Angeles, Calif., which the Southern Pacific thought 
would interfere with its rail service, but the case did not go to 
arbitration by the A.A.R. after the Santa Fe explained that it 
had been referred to the California Railroad Commission, he 
recalled. The other case, he said, was a controversy between 
the Seaboard and the Atlantic Coast Line over establishment of 
bus service on the Tamiami Trail, which “never got beyond the 
discussion stage.” . 

After reiterating a contention he had made earlier in the 
hearings that the A.A.R. was not a rate bureau, Mr. Fletcher 
said that the A.A.R. could discuss rates, and in some casés 
could make recommendations, but that there was “never any 
appeal, in the technical sense, from a rate bureau to the A.A.R. 
; . not in the sense of an appeal from a lower bureau to a 
higher bureau.” 


Cleveland’s Duties 


Observing that many letters written by Vice-President 
Cleveland, of the A.A.R. traffic department, had been placed ih 
the hearing record by Governor Arnall and Justice Department 
witnesses, Mr. Fletcher said that Cleveland conceived his dutiés 
to be handling of rail traffic questions with government depart- 
ments and agencies, keeping the railroads advised about mat- 
ters in Washington, thus serving as “a sort of bureau of in- 
formation on what’s going on; prevention of rate wars, and see- 
ing to it that all rate proposals were adequately considered.” 

Mr. Fletcher said he doubted whether the handling of rail 
traffic matters with government departments could be con- 
sidered a violation of law. A letter that Mr. Cleveland had 
written, concerning rates on steel from the government-owned 
plant - Geneva, Utah, was “simply a letter of information,” 
he said. 

“TI admit that Mr. Cleveland asserted himself to prevent 
rate wars,” continued the witness. “If that be treason, you'll 
— to make the most of it. I have an idea he felt it was his 

MMM cscs 

Authority for such action by Mr. Cleveland, Mr. Fletcher 
suggested, might be found in the Commission’s report in 1. and 
S. 3975, Coke from Southern Points to Southern Ports (204 
I.C.C. 767), in which the Commission, referring to sections 1 
and 15A of the act, said: ~ 


To give effect to these provisions it is obviously our duty to 
prevent rate wars between competing carriers, under which they ré- 
duce rates below a reasonable basis in an effort to capture traffic 
handled by their competitors and are met by corresponding reductions 
calculated to hold the traffic to the lines of the carriers already han- 
dling it. Eventually we could end such a rate war under section 1 
of the act, by permitting retaliatory reductions until one or the other 
rate became per se unreasonably low. If this course were followed, 
certain shippers temporarily would obtain the advantage of rates below 
a reasonable basis, but the shipping public would eventually foot the 
bill, either through increased rates on other traffic or deterioration of 
service because of impaired carrier revenues. We are convinced, how- 
ever, that we would be remiss in the performance of our duties under 
Section 15A if we adopt a course so wasteful of carrier revenues, and 
which would tend to disrupt the natural flow of traffic. 


It was Cleveland’s purpose, not to tell the railroads what 
they could do, but to urge them, before taking any action that 
might adversely affect revenues of all of them, to get together 
to discuss the problem, Mr. Fletcher explained. 


Joint Rates with Motor Carriers 


It was true that the A.A.R. directors did try to prevent in- 
vasion by one railroad of the territory of another road, and that 
the board had adopted a resolution that a railroad should not 
join in a joint rate with a motor carrier the effect of which 
would be to invade the territory of another railroad, said Mr. 
Fletcher. 

Congress had not required the railroads to join in joint 
rates with motor carriers, but had only permitted them to do so, 
he noted. He said the A.A.R. directors saw justification for 
their resolution in the fact that no railroad could build a branch 
line into the territory of another without obtaining authoriza- 
tion from the commission, and that use of motor carrier servicé 
was as effective an invasion of competing rail territory as would 
be afforded by a branch line. The resolution was called to thé 
attention of the Justice Department by the trustee of a bank- 
rupt railroad who was also counsel for a motor carrier, said 
Mr. Fletcher. He recalled that the Justice Department brought 
a civil suit to have the resolution expunged, and that this ac- 
tion resulted in a consent degree “which did not condemn the 
resolution as unlawful, but did cancel it.” 

Senator Hawkes said he wanted to make the observation, 
after 50 years of experience in American industry, that any 
man who was running a business and did not try to preserve 
it or keep it from having unjustified assaults made on it was not 
contributing to the business of making a living. He averred that 
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railroads had a greater right to confer on the making of rates 
than other industries had, as to prices, because the railroad 
industry was quasi-public. 

“In the interest of the public and of shippers, from the 
standpoint of rates,” he said, “the railroads have got to be 
able to do a little more than industry does. .. . I have always 
believed the Interstate Commerce Commission to be a very 
effective, efficient governmental agency. .. . I think the railroads 
should be removed from the realm where every act they are 
doing is under the scrutiny of the Department of Justice.” 

Senator Hawkes said that when he was in Europe, in the 
war period, in connection with an investigation of communica- 
tions, he had met General Eisenhower. He reported that Gen- 
eral Eisenhower had stated that he had regarded communica- 
tions as of first importance, and that “without communications 
we can’t fight a war’; that the General had placed transporta- 
tion as the second most important factor in the war, asserting 
that “if you don’t have transportation, production means noth- 
ing,” and that, in General Eisenhower's opinion, protection of 
transportation was “the No. 2 thing in life.” 


“Unadulterated Bunk’”—Hawkes 


“That’s one reason why I’m in favor of the Bulwinkle bill, 
in its essence,” said Senator Hawkes. “All these statements that 
the railroads want to connive and want to do things behind 
closed doors to hoodwink the public are just plain, unadulter- 
ated bunk... . I have traveled in many countries... it’s mighty 
nice to get home and ride on the American transportation sys- 
tem.” : ‘ 

Mr. Fletcher said the railroads were served by “the most 
competent and highest grade of labor that exists in the United 
States.” The men who ran the railroad unions, he said, were 
men of intelligence, men of character, substantial citizens of 
their communities. Most of the railroad managements had 
come out of that class, he declared, adding the suggestion that it 
might be a good thing to have the business of the country han- 
dled by men of such experience. 

He said he wished it were possible to make an “arrange- 
ment” with the Department of Justice (one under which the 
railroads would not be harassed in their efforts to provide effi- 
cient service), but that he despaired of such a possibility. 


He read excerpts from annual reports of the A.A.R., com- 
menting on the work of its traffic department and noting, par- 
ticularly, that this department and its traffic advisory commit- 
tee did not finally determine any rate subject or usurp functions 
of existing territorial rate committees. 


With respect to rates on steel from the Geneva plant, Mr. 
Fletcher read into the record a memorandum stating, in sub- 
stance, that the railroads did not know what would happen to 
the Geneva plant; that when the future of the plant was finally 
determined, it was certain that the railroads would be glad to 
negotiate with the purchaser of the plant as to rates; that rates 
would be established on a just and reasonable basis, but that 
the rates could not be determined until after it became known 
what would be manufactured at this plant. 


National Transportation Policy 


Mr. Fletcher noted that Mr. Kilday, of the Justice Depart- 
ment, had referred to recent revision of the A.A.R. plan of 
organization. There had been no secret about this, Mr. Fletcher 
said. He asked to have placed in the hearing record the orig- 
inal and revised plans of organizations of the A.A.R. In the 
revised plan, the first paragraph of the original plan had been 
rewritten so as to embody the national transportation policy 
declared in the 1940 act, and article 23 had been revised so as 
to make it clear that nothing in the plan prohibited any mem- 
ber from taking individual and independent action, he said. 

“This simply puts in language what for years has been the 
practice of the association,” he stated. 


He asserted that the national transportation policy bound 
not only the Commission and Congress, but also the railroads 
and every other transportation agency. Questioning by com- 
mittee members brought out the information that the effective 
date of the revised A.A.R. plan was February 15, 1946. 

Mr. Fletcher referred to an address delivered June 16, 1936, 
before the American Institute of Cooperation at the University 
of Illinois, in which Mr. Eastman said that a central organiza- 
tion, working for all the railroads, was indispensable, that the 
railroad managements had created the A.A.R. for the purpose 
of promoting cooperation and collective action on matters of 
common concern; that this was “an excellent step for them to 
take,” but that it was “difficult to overcome the fear that plans 
for coordination or collective action will in some way sacrifice 
the interests of individual roads.” 

Through the hearings, there had been built up the idea that 
to consider the railroads as a national transportation system 
was a violation of anti-trust law, said Mr. Fletcher. But, he 
declared, the national transportation policy included a state- 
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ment that its provisions were for the purpose of “developing a 
national transportation system.” 


WIPRUD ON DRAYTON BOOK 


Arne C. Wiprud, formerly Special Assistant Attorney Gen- 
eral of the United States and chief of the transportation sec- 
tion of the anti-trust division of the Department of Justice, who 
while holding the positions indicated wrote “Justice in Trans- 
portation—An Exposé of Monopoly Control” (see Traffic World, 
May 19, 1945, p. 1291), said April 29 he had been asked to write 
a review of “Transportation Under Two Masters” by Charles 
D. Drayton (see Traffic World, April 27, p. 1261 and p. 1277) 
for “a prominent periodical.” 

_ ‘I shall do so,” he continued. “I am sure that all those who 
believe in sound transportation policies will be interested. There- 
fore I do not want to comment on the (Drayton) book at this 
time although I might state that Mr. Drayton in prevailing 
upon my good friend Luther Walter to write the introduction 
apparently overlooked the fact that Mr. Walter is the one man 
in the United States who as trustee for a railroad and as a 
lawyer has been most persistent in urging anti-trust prosecu- 
tions against the railroads of the country. But more of such 
matters in my review.” 

_In issuing his statement Mr. Wiprud said he had read the 
review of Mr. Drayton’s book in the Traffic World of April 27. 


House Committee Begins Hearings 
on Tombigbee Waterway Project 


Lieutenant General Wheeler. chief of the Corp of Engi- 
neers, U. S. Army, and Colonel Feringa, in charge of civilian 
river and harbor and flood control projects in the army engineer 
corps, testified in support of proposed construction of a water- 
way connecting the Tombigbee and Tennessee Rivers—a project 
heretofore defeated by Congress in its consideration of river 
and harbor improvements—as the House committee on rivers 
and harbors began hearings on this project, May 1. 

General Wheeler and Colonel Feringa referred to a new 
report of the Board of Engineers for Rivers and Harbors, dated 
September 10, 1945, designated as a review of an earlier report 
on the Tennessee-Tombigbee waterway. The report estimated 
the first cost of construction of the waterway, proposed to serve 
tributary territory in Tennessee, Alabama and Mississippi, at 
$116,941,000, and estimated the annual maintenance and opera- 
tion cost at $811,000. By the construction proposed, there would 
be provided a channel not less than 9 feet deep, with a minimum 
bottom width of 170 feet in river and canal sections, and with 
nine locks and eight locks-and-dams. The new report noted 
that the “first cost” estimate in the report under review had 
been $66,000,000. 

The report estimated that “traffic accepted as prospective” 
for the Tombigbee-Tennessee waterway would total 5,764.000 
tons a year, “with indicated transportation savings of $6,251,- 


“Of the 5,764,000 tons of barge-borne commerce estimated 
in justification of the proposed improvement,” it said, “ap- 
proximately half would be diverted from overland routes. This 
volume represents less than 1 per cent of the tonnage hauled 
by railroads of the southern region in 1944 and less than 1% 
per cent of the tonnage handled by these same railroads in 
1939. The total predicted waterway tonnage is less than the 
net annual variation in tonnage of these railroads in any single 
year of the past decade. Unless competitive rates are set below 
cost in order to stifle barge transportation the proposed water- 
way should not present any insurmountable problems of adjust- 
ment to overland carriers.” 


Subsidized Steamship Tax Liability 


In the course of a hearing by a subcommittee of the 
House merchant marine committee in charge of an inquiry 
into tax liabilities of subsidized steamship operators, Repre- 
sentative Jackson, of Washington, chairman of the subcom- 
mittee, read into the hearing record a letter he had received 
from J. J. O’Connell, Jr., general counsel of the Treasury De- 
partment, supporting a contention that about $40,000,000 was 
due the federal government in taxes on wartime earnings of 
the subsidized lines that had been deposited in reserve funds 
(see Traffic World, April 20, p. 1219, and April 27). 

Mr. O’Connell wrote that his office regarded earnings from 
nonsubsidized operations of the subsidized lines as not being 
within the scope of voluntary additions to the reserve funds 
permitted by section 607(g) of the merchant marine act, 1936, 
and therefore not entitled to the tax exemption provided in 
subsection (h) of that section of the act. 

“It is understood,” he concluded, “that subsidized opera- 
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tions were discontinued in 1942 upon requisition by the United 
States of the title or use of all vessels operated under subsidy 
contracts. It follows that during the wartime period there 
were no earnings or profits from subsidized operation qualify- 
ing as tax exempt earnings under provisions of section 607(h).” 


Senator McKellar Urges W. S. A. 
to Go Out of Business 


Hearing before Senate appropriations committee on 
requested authorization to spend additional money 
brings sharp questioning of W. S. A. official. Some 
steamship operators said not to have “enthusiastic 
desire” to take over ship operations because of need 
for increases in freight rates 


Senator McKellar, of Tennessee, chairman of the subcom- 
mittee of the Senate committee on appropriations handling 
H. R. 5890, the second deficiency appropriation bill, 1946, in 
hearings on the bill, accused the War Shipping Administration 
of spending money without having congressional authorization 
to do so, and expressed himself as in favor of the W. S. A. 
getting out of business. 

William U. Kirsch, budget officer of the W. S. A. and the 
Maritime Commission, bore the brunt of Chairman McKellar’s 
questioning. The item under consideration was not a request 
for an appropriation but a request for authority to spend money 
on hand to the extent of $3,325,000 for that organization and 
$1,330,000 for the Maritime Commission. In reporting the bill 
to the Senate the appropriations committee granted both re- 
quests. Both sums are for administrative expenses and are in 
the amounts stated in excess of present spending authority of 
the two agencies. 

Mr. Kirsch told the subcommittee in the hearing that the 
W. S. A. had proposed to reduce its personnel from 4,500 to 
2,100 by June 30, 1946, but that it estimated now that the em- 
ployment by June 30, 1946, would be down to 2,911. 

Explaining the reason for that, Mr. Kirsch said the W.S. A. 
was still operating some 3,000 ships for the army and navy, 
United Nations Relief and Rehabilitation Administration, for- 
eign national import programs, and commercial operations. 

“We have returned practically all of the chartered tankers 
which were released from the United Maritime Authority con- 
trol on November 1, 1945, and we are now redelivering pri- 
vately owned dry-cargo vessels which were released on March 
2 from the United Maritime authority control,” he continued. 
“It is expected some 900 chartered vessels will be back in pri- 
vate operations by the American steamship industry within the 
next 3 or 4 months.” 

Senator Hayden, of Arizona, brought out that two-thirds 
of the W. S. A. increase was for increases in pay that had been 
authorized by Congress. 


“Is the War Shipping Administration going to continue in 
the shipping business after the war is over?’’ asked Senator 
McKellar. 


“With the end of the war on VJ-Day, it was generally felt 
that we would very rapidly get out of the shipping business,” 
said Mr. Kirsch. “That has been and still is the aim of the 
War Shipping Administration. However, the United Nations 
Relief and Rehabilitation Administration program grew up and 
the foreign national import programs began, and the United 
Maritime Authority had not released the dry-cargo vessels 
until quite recently.” 


McKellar and War Agencies’ End 


“Are we going to keep all the war agencies that went on 
during the war in operation?” asked Senator McKellar. “The 
reason I ask about that is a lady came here the other day from 
the State Department and asked me to come out. I went out 
and she said that she belonged to the OWlI—the Office of War 
Information. I said, ‘That is practically out, isn’t it?’ and ‘she 
said, ‘No.’ What she wanted of me was to make an address 
explaining the United States government to all other nations. 
They wanted to put on a grand program to explain what the 
government was and she wanted me to deliver an address. 
I said ‘I have no time for that. My time is all taken up,’ and 
she said, ‘We don’t want you to give us your time. We will 
prepare the address for you.’ I got the idea that the lady was 
principally interested in extending the Office of War Informa- 
tion. You have given me the impression this morning that the 
purpose is to extend the War Shipping Administration.” 

“T have not heard of any agencies that were going out,” 
said Senator Bankhead, of Alabama. 

“T have concluded that instead of going out the War Ship- 
ping Administration wants to keep on going, and that it would 
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like money at this time to keep its own force in order,” said 
Senator McKellar. 

“As I have explained,” said Mr. Kirsch, ‘“‘we have reduced 
our operations of ships from approximately 4,000 a year ago to 
approximately 3,000 today. During 1947, with the return of 
these chartered vessels to their private owners and with the 
sales of the vessels under the ship sales act by the Maritime 
Commission, we hope we can constantly reduce government 
vessel operations.” 

“Here is a war agency going to reduce its operations in 
the course of time,” interjected Senator McKellar. “Is that 
the purpose? Why can’t you dispose of those ships immedi- 
ately? The prices are good and everybody wants to buy ships. 
Why not sell them now and end it?” 

“We are trying to do that,” said Mr. Kirsch. | 

“You are doing that, but you are now talking about 1947,” 
said the senator. ‘What we want you to do is to go out of 
business.” 

“I agree with you, senator, and the commission is fully in 
accord with that,” said Mr. Kirsch, adding that a number of 
functions of the W. S. A. and Maritime Commission had been 
merged under the commission. 


Spending Money Without Authority 


Discussion turned to the request for authority to increase 
W. S. A. expenditures, Senator McKellar stating that the de- 
ficiency started March 1 this year. 

“We have the funds,” said Mr. Kirsch. “It is a question—’” 

“Authority?” asked Senator McKellar. 


“Yes, sir: to incur the expenditure,” said Mr. Kirsch. 

“You are spending money from March 1 to April 5 without 
authority,” said Senator McKellar, the latter date referring 
to the date of the hearing, the testimony having been made 
public when the bill was reported. 

“You are doing a bad piece of business,” continued the 
senator. “I do not countenance it at all. You have no right: 
you have no moral right and you have no legal right. You have 
no right in the world to incur expenditures unless you have 
the authority.” 

Mr. Kirsch explained that the Bureau of the Budget made 
a thorough survey of the needs of each agency and that it 
was on that basis that. the personnel requirements were 
granted in each quarter. 

“If that is all you have to do is to get a Budget estimate 
to direct it to be done, and to say that is what you need from 
March to April 5, why not go to the Budget Bureau and don’t 
bother about a poor, little thing like the Congress,” said Sena- 
tor McKellar. “That is what you have been doing, disregarding 
the Congress, for 36 days. Sure. Just disregard it.” 


Merger of W. S. A. and M. C. 


Mr. Kirsch told the committee that the Martime Commis- 
sion was of the opinion that a merger of the W. S. A. and the 
M. C. could be effected by June 30 this year but that it was 
up to the President to make such mergers under the govern- 
ment reorganization act. A merger was under serious con- 
sideration, he said. 

The operation of 3,000 ships today would be reduced to 
some 1,300 in the next fiscal year, he said. 

“We will gradually get out of the operating business as 
soon as private industry is in a position to take them over,” 
said he. 

Revenues from Ship Operations 


Mr. Kirsch said, in answer to questions, that for the fiscal 
year 1946, the revenues from vessel operations, exclusive of 
the army and navy, were estimated to be $1,547,000,000. He 
said the disbursements for 1946 for vessel operations was 
$2,090,000,000. 

“Our disbursements ran heavier than our receipts in 1946 
because we were operating for the army and navy a vast 
amount of ships and we received no revenue or reimburse- 
ment from the army and navy,” said he. 

Revenues from vessel operations for the fiscal year 1947 
were estimated at $918,000,000, and operating expenses were 
estimated at $770,000,000, said he, “‘so that the operating profits 
will go to make up all of the other expenses such as repairs 
to vessels, reconversion of chartered vessels, and our general 
administrative expenses.” 


Attitude of Private Operators 


“What seems to be dissuading private industry from tak- 
ing over this shipping business?” asked Senator Bankhead. 

“There has not been an enthusiastic desire on the part of 
certain operators in the industry to take over ships for several 
reasons,” said Mr. Kirsch. “Primarily, it is the freight rate 
structure. With the increased costs of operation, the industry 
feels that in order to run ships profitably as a business venture, 
the freight rates must increase. The question of freight rates 
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has all along been tied in with the increase in the cost of 
commodities.” 


Senate Passes Bill 


The Senate passed H. R. 5890, the second deficiency ap- 
propriation bill, carrying the authorizations for increased funds 
for the War Shipping Administration and the Maritime Com- 
mission as recommended by the Senate appropriations commit- 
tee. The measure was sent to conference with the House for 
adjustment of differences in the bill as passed by the House and 
as passed by the Senate. 


Charging Air Carriers for Federal 
Airway Services Discussed 


Demand by Senator McKellar, of Tennessee, in ap- 
propriation committee hearing, that airlines pay for 
federal services raises question of policy of govern- 
ment in providing services for other transport agen- 
cies. Question as to air services being studied, say 
Civil Aeronautics Administration officials. Federal 
aid to other transport agencies cited as precedent 
for furnishing facilities at government expense 


Dissatisfaction with progress being made toward adoption 
of a policy requiring airlines to pay for the federal airway 
services used by them was expressed by Senator McKellar, of 
Tennessee, in hearings before his subcommittee of the Senate 
appropriations committee on H. R. 5890, the second deficiency 
appropriation bill carrying additional funds for such services. 

C. I. Stanton, deputy administrator, Civil Aeronautics Ad- 
ministration, told the committee the cost of maintaining the 
federal airways was $33,000,000. It was brought out that the 
question of whether the time had not arrived when the airlines 
and others that used the airways should not pay for the service 
was under study. 

“I made this same suggestion to you last year and you said 
you were working on it,” said Senator McKellar, referring to 
the question of charging the airlines for the services furnished 
by the government. “Here it is again this year. You tell me 
you are working on it. That does not suit me. I will be perfectly 
frank with you and say the giving of this big subsidy to the 
airline companies does not carry my approval. They are making 
wonderful progress and I am proud of them. They are making 
plenty of money and I want them to make money, but why 
should the government give them $33,000,000? That seems to 
be very unusual to me.” 

T. P. Wright, C. A. A. administrator, pointed. out that a 
year ago 80 per cent of the airways were used by “military air.’ 

Senator Hayden, of Arizona, developed that the question 
was how to apportion the charges among the commercial lines, 
private planes, and the army and navy. 

Mr. Wright promised that a report on the subject would 
be completed by December 31 this year. He said it was about 
10 per cent completed. 

Senator McKellar brought up the subject again when Wil- 
liam A. M. Burden, Assistant Secretary of Commerce, with 
jurisdiction over air matters, was before the subcommittee. 

Mr. Burden submitted a report on the subject that had 
been made to the House appropriations committee in which 
it was stated that the question of charging for the use of 
federal airways involved a number of complex and important 
questions of policy. In the opinion of the C. A. A. and the 
Civil Aeronautics Board, it was stated, these questions could 
not be intelligently answered or an equitable method of im- 
posing charges developed until more was known about the 
composition of postwar traffic on the airways and the rate of 
development of the various segments of civil aviation under 
normal peacetime conditions. 


+ 


Precedent for U. S. Paying the Bill 


In the report appeared the following on “precedent for 
furnishing airways facilities at federal expense.” 


In fostering the development of civil aviation, the federal govern- 
ment has expended substantial sums in the establishment of airways 
and providing facilities in connection therewith which make available 
to pilots generally various aids to air navigation such as weather re- 
ports, light beacons, radio facilities, and air-traffic control. It has long 
been the policy of the national government to expend federal funds 
in the development of interstate transportation. The application of this 
policy has been particularly reflected in the improvement of inland 
waterways, harbors, lighthouses, and highways. 

The inland waterways system is in many respects similar to the 
present airways system. The total federal expenditures during the 
years from 1822 through 1944 for waterways amounted to $2,972,884,405. 
In 1936 the estimated cost per mile of waterways was approximately 
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$54,400. In 1945 the total cost of the federal airways system aggregated 


$84,485,971 at an estimated cost of $2,165 per mile. In the case of 
inland waterways as with the federal airways, the cost was borne 
entirely by the federal government and there is no return to the gov- 
ernment for use of the waterways. For the fiscal year 1946 Congress 
has, up to the present time, appropriated approximately $70,024,000 for 
the maintenance and improvement of rivers and harbor works, not 
including flood-control work, and for the same period of time has 
appropriated $37,826,000 for the establishment and maintenance of air- 
navigation facilities. 

During the years 1921 through 1940, the federal government invested 
$6,500,000,000 in the construction of highways. These expenditures have 
been partially offset by the federal tax on gasoline, but there is no 
charge for the use of federal-aid highways. 

Even more closely analogous to the federal airways are the marine 
lighthouses, which are constructed, operated, and maintained by the 
federal government without charge to steamship companies or other 
users. Annual appropriations for the Bureau of Lighthouses for the 
fiscal years 1917 through 1940 amounted to $248,909,793 with the aver- 
age annual appropriation being approximately $10,000,000. 


Returns to U. S. from Air Transport 


The report then discussed the subject, “direct and indirect 
return to the federal government from air transportation,” 
stating that, in evaluating the government’s civil aviation pol- 
icy, it was necessary to consider the direct and indirect returns 
which the U. S. Treasury received from civil aviation as bal- 
anced against the expenditures. 

“The mere fact that these returns are not in the form of 
direct charges does not make them less important from the 
standpoint of the government’s over-all financial position,” said 
the report. 

The report listed $56,000,000 in federal taxes paid by do- 
mestic air carriers from 1939 through 1944; for the twelve 
months ended November 30, 1945, additional income taxes of 
$20,758,860; federal taxes paid by the aircraft manufacturing 
industry from 1938 through 1942 aggregated approximately 
$1,000,000,000. 

The report said it was understood that the U. S. Treasury 
in the fiscal year 1944 received a profit of more than $50,000,000 
through the excess of air-mail revenue over payments made to 
the air carriers. It said that on the basis of C. A. A. fuel con- 
sumption figures for 1944 and 1945, fuel taxes amounted to 
almost 1.4 million dollars in 1944 and would be 2.3 million 
dollars in 1945, not including federal taxes paid by overseas 
carriers or private fliers. 

The report included a computation of estimated revenue 


to be derived by the government from the aviation industry in 
1950 as follows: 

Airlines (domestic and international) taxes, $16,000,000; 
airline transportation taxes, $37,000,000; aircraft manufactur- 
ers’ taxes, $100,000,000 (one-half military manufacture); gaso- 
line and oil taxes, $8,00,000, and profits air mail, $13,000,000; 
total, $174,000,000. 


Position of Commerce Department 


The position of the Department of Commerce with respect 
to charging of fees for services rendered by the department 
was set forth in the report as follows: 


In considering this subject and for the purpose of this report, we 
have divided the services in question into two categories, namely, 
services rendered to individuals and services rendered to the general 
public. At the outset we wish to state that the department feels that 
charges should be made for services rendered by government agencies 
to individuals and that the cost should not be paid for by the public 
out of the general revenue funds. Conversely, it is our belief that 
whenever a service is performed by a governmental agency for the 
benefit and interest of the public in general no charge should be made 
to individuals may benefit from that service, if by doing so it would 
result in the decrease of the efficiency of the service. 

The first category, referred to above, includes the issuance of book- 
lets on information and statistics, inspection of aircraft and aircraft 
engines, and the issuance of certificates and other services in connection 
therewith; while the second category includes the rendition of services 
in connection with the operation of the federal airways and the airport 
advisory service. 

Summary 


As we have pointed out, charges are presently being made for most 
aviation publications and due to a policy which has been placed in 
effect since the committee directed the department to study the ques- 
tion, the government is being relieved to a considerable extent from 
the expense heretofore incurred in the examination and flight testing of 
pilots and the inspection of aircraft and aircraft engines. This has been 
accomplished as stated above, by designating qualified individuals who 
perform these services on a fee basis. As we have indicated, we plan 
to begin charging fees for airmen certificates and probably several 
other types of services early in the next fiscal year. 

It is the belief of the department that no attempt should be made 
to assess fees against the users of the airways and air navigation facili- 
ties until the present fluctuating conditions relating to their use become 
stabilized and data is available upon which an equitable formula can be 
based so that a practical method of assessment and collection of such 
fees can be worked out. It is believed that sufficient data will be avail- 
able by January 1, 1947, to recommend a method of assessing charges 
in this respect and at the same time we will submit our recommendation 
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as to whether the imposition of such charges thereafter appears sound 
from the standpoint of policy. 

The collection of fees for the services enumerated in this report 
will involve a considerable amount of organization and expense to the 
Civil Aeronautics Administration. We will submit estimates to your 
committee of the expense involved before imposing charges. 

We feel that the services rendered in connection with our airport 
service should be continued without charge for the reasons above set 
forth. 


Airport Bill Conferees Report 
Adopted by Senate 


Federal-aid principle, already applied to highway 
construction, extended by Congress to airports. First 
seven-year cost to federal government limited to half 
a billion dollars. States and lesser governmental sub- 
divisions must share in cost of ‘airports 


The Senate has adopted the conference report on S. 2, the 
bill to provide for federal aid for the development, construction, 
improvement and repair of public airports in the United States, 
thus completing congressional action on the measure which will 
now be forwarded to the White House for action by the Presi- 
dent. The House adopted the same report April 2 (see Traffic 
World, April 6, p. 1056). 


The bill authorizes “annual appropriation’s amounting in 
the aggregate to $500,000,000 . . . over a period of seven fiscal 
years beginning with the fiscal year ending June 30, 1947. The 
appropriation for any such fiscal year shall not exceed $100,- 
000,000 and shall remain available until June 30, 1953, unless 
sooner expended.” The appropriations will be made to the ad- 
ministrator of civil aeronautics who will make use of the money 
as provided by the act. . 

Alluding to the controversy over the question whether the 
federal funds should be channeled to the states or lesser govern- 
mental subdivisions, Senator McCarran, in charge of the bill, 
said the conference report was a compromise of the various con- 
tentions in that respect, and added: 


It takes care of the states in that it provides that the moneys may 
be channeled to the states. It takes care of the municipalities, in that 
it provides that the moneys may be channeled to the municipalities; 
and then it provides for what some have chosen to term states’ rights; 
in other words, if a state determines that the money shall be channeled 
through state authorities only, the conference report takes care of that 
situation. It provides that a state may obtain by its legislative 
procedure that the federal money for airports shall be channeled through 
the state only; and in that event the federal share will be channeled 
through the state only. 

Until that time, in order that airports may go forward with expedi- 
tion—because, after all, airports are constructed by municipalities—the 
bill provides that either the state or a municipality may deal directly 
with the federal government, the federal government contributing dollar 
for dollar. That is, the federal government contributes dollar for dollar 
for the construction of airports of classes 1, 2, and 3. The Civil Aero- 
nautics Administration, acting for the federal government, will con- 
tribute dollar for dollar with a municipality or a state for the con- 
struction of airports of those classes. 

For the construction of airports of the larger classes, classes 4 and 
5, the bill now provides that the Civil Aeronautics Administration may 
contribute dollar for dollar. In other words, it may contribute 50 per 
cent. The reason for placing that provision in the bill was so that 
in the case of the larger airports, the cost of which runs into many 
millions of, dollars, the federal government, acting through the Civil 
Aeronautics Administration, may exercise its judgment for the protec- 
tion of federal money. In the construction of a $50,000,000 or $75,000,000 
airport, it may be deemed improper for the federal government to put 
up dollar for dollar. It may contribute a lesser sum. In every 
instance of an airport of class 4 or class 5 the Civil Aeronautics Ad- 
ministration must bring the matter to the attention of Congress. In 
other words, for the protection of federal money, appropriations for 
class 4 or class 5 airports must pass through appropriations commit- 
tees of both houses. 

The reason for the provision is obvious. Let me use the LaGuardia 
Airport as an example. It is one of the greatest airports in the world, 
if not the greatest. Its cost was in excess of $50,000,000. Another air- 
port is to be constructed in New York which will cost, so we are 
informed, between $60,000,000 and $75,000,000. We thought that it 
would be improper for the federal government to be held responsible 
for 50 per cent of the cost of construction of such airports when they 
are constructed by great municipalities, and when the property occu- 
pied by the airport, may be of great value. We tried to safeguard 
in every way the federal money which may go into the construction 
of such airports. We have safeguarded the states, so that states may 
build airports. We have safeguarded states’ rights, so that the states 
may say that all money contributed by the federal government shall 
be channeled through the states. We provide that a state may by 
legislation, say that a municipality may not deal directly with the 
federal government, but that all money for airports must be channeled 
through the state. 


C. A. A. Head Explains Next Steps 


Civil Aeronautics Administration procedure under the air- 
port bill passed by Congress and now awaiting Presidential 
approval was explained by Administrator T. P. Wright. 
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“When Congress votes money for planning,” Mr. Wright 
said, “C. A. A. engineers will be sent into the field to confer 
with state and local authorities for the purpose of determining 
their local needs. The requirements listed by the C. A. A. in 
the airport survey report submitted to Congress in November, 
1944, were only tentative, and were not based on detailed sur- 
veys. It will be necessary to revise these by on-the-spot studies 
in the light of developments of the last year and a half. 

“However,” Mr. Wright pointed out, “we can do little or 
nothing until an appropriation for C. A. A. planning work is 
made available. The bill just passed authorizes, but does not 
actually make such an appropriation. The earliest we can hope 
to obtain such funds is July 1.” 

Mr. Wright emphasized that planning would be decen- 
tralized as much as possible into the nine C. A. A. regions, 
with headquarters at New York, Atlanta, Chicago, Kansas City, 
Ft. Worth, Santa Monica, Seattle, Anchorage, Alaska and Hon- 
olulu. In addition, there will be district offices, approximately 
one for every state, set up to bring the federal agency closer 
to the general public. : 

Meanwhile, C. B. Donaldson, assistant administrator for 
airports, urged cities, towns, communities and states to con- 
tinue their airport planning. “The more of this kind of planning 
that is done,” he said, “the shorter will be the task of the 
C. A. A. engineers in harmonizing all local plans with the na- 
tional airport plan, and the faster actual construction can be 
commenced.” 

“Coincident with this surveying of local needs, certain legal 
actions must be taken by states and cities, in all of which the 
C. A. A. will be directly interested,” said C. A. A. “Some pros- 
pective sponsors will have to pass legislation to authorize them 
to participate in the program. 

“Only when these preliminary matters are attended to and 
funds are appropriated for grants can applications be received 
and processed by the C. A. A. Regulations and forms for sub- 
mission of applications will be prepared as soon as possible 
now that terms of the law are known.” 

C. A. A. officials estimate that actual work cannot be com- 
menced on any significant number of projects before the next 
construction season, that is, April, 1947, “It will take that much 
time to accomplish the preliminaries,” said C. A. A. “Inter- 
ruptions by delegations to Washington pressing for action on 
specific projects will serve only to slow down progress. The 
program will be administered largely through the regional of- 
fices of the C. A. A.” 

Passage of the federal airport bill would release state 
plans and activities delayed by the long debates on the federal 
legislation, William L. Anderson, president of the National As- 
sociation of State Aviation Officials, said May 1, following a 
meeting of the N. A. S. A: O. executive and legislative comm:t- 
tees. 

He announced also that the state officials had reached com- 
plete agreement with the federal Civil Aeronautics Authority 
on the details of a uniform state aeronautics department act. 
He said the uniform legislation would be a major step toward 
uniformity in regulation and enforcement of aeronautics ac- 
tivities throughout the country if put into operation in all states. 
Forty states are represented in N. A. S. A. O. The uniform law 
had been under study for the last three years. 


The N. A. S. A. O. committees also received for further 
study a proposition presented by Civil Aeronautics Board mem- 
ber Oswald Ryan which would establish the same relationship 
with the C. A. B. That has now been reached with the C. A. A. 
The relationship with the C. A. B. would concern endorsement 
of safety regulations and accident investigation. A joint com- 
mittee of the N. A. S. A. O., C. A. A., C. A. B. and the Depart- 
ment of Justice would work out details, Mr. Anderson said. 


State Commissioners Oppose Air 
and Explosives Bills 


A resolution opposing S. 1639, a bill providing for the 
establishment of a national air policy board, and another oppos- 
ing S. 1290, a bill relating to the transportation of explosives, 
have been adopted by the executive committee of the National 
Association of Railroad and Utilities Commissioners. 

With respect to the air bill, the committee said it was op- 
posed to it in its present form for the reason that the air policy 
board to be established thereunder would have authority to 
formulate and submit specific recommendations for legislation 
dealing with the relations between the states and the federal 
government in the matter of air commerce, whereas in the opin- 
ion of the association, the character of any such legislation 
should be determined by Congress itself, and any investigations 
with respect thereto should be conducted by a committee or 
committees representative only of Congress and for the further 
reason no agency outside Congress created to make recom- 
mendations concerning such legislation should, in any event, 












































































































1378 


be created without affording to the state government adequate 
representation thereon. 

The resolution opposing S. 1290 said that the bill, by section 
233(A) would authorize and direct the Commission to promul- 
gate such rules and regulations relating to the handling, trans- 
portation and storage of “dangerous articles” transported or 
to be transported “in commerce” as that Commission might 
deem necessary, and continued as follows: 


Whereas, section 232(J) of said bill gives such statutory definition 
to ‘‘dangerous articles’’ that the same covers not only explosives or 
other articles the transportation of which is, in fact, dangerous, but 
all articles which have ‘explosive, combustible, inflammable, oxidizing, 
corrosive, or poisonous characteristics,’’ so that the term, as defined 
eovers gasoline, lumber, cotton, hay, insecticides of all sorts, and in 
fact practically every commodity used in industry or agriculture or 
entering into commerce, either interstate or intrastate, and 

Whereas, section 232(I) of said bill defines ‘‘commerce’”’ in time of 
war so that the term extends to and includes commerce wholly con- 
fined to a single state, and 


Whereas, section 232(B) of said bill extends the definition of 
‘“‘carrier,’’ (made subject to regulations of the Commission by section 


234 of said bill) to include ‘‘any common, contract, or private carrier’ 
and 


Whereas, the effect of these several provisions taken together, and 
in connection with other provisions of said bill, if enacted into law, 
will be to bring under regulations of the Interstate Commerce Com- 
mission, in time of war, the local transportation, by rail, water, or 
air, and upon the highways, of gasoline, lumber, cotton, hay, grain 
and other products and commodities aforesaid, for whatever purpose, 
and however limited such transportation may be, and 

Whereas, all intrastate transportation of oil, gasoline and other 
petroleum products, and all coal and other products of mines, of the 
lorest, and of agriculture in intrastate commerce has always till now 
been subject to regulation by the states, under their police powers, and 

Whereas, no such jurisdiction as this bill attempts to confer is 
now vested in any federal tribunal, and the successful conduct of the 
war through which we have just passed proves conclusively that the 
federal exercise of such jurisdiction is not necessary for the national 


Sennen which alone could justify an assertion of the same, therefore 
e it 


Resolved, that this association makes earnest protest against the 
enactment of S. 1290 until the same shall be amended by the striking 
out of section 232 (I) (2), and until said bill shall be otherwise so 
amended as to confine its effect to interstate commerce in such com- 


modities as the Congress shall deem necessary to subject to regulation 
thereunder, and 


Resolved further, that the committee on legislation and the legal 
representatives of this association are authorized to appear on behalf 
of the association in support of such protest at any further hearing 
before any committee of Congress upon said S. 1290, or any similar bill. 


Air Freight Prehearing Report 
Sets Up Procedure 


The Civil Aeronautics Board has issued a report of a pre- 
hearing conterence, held in Washington March 23, in Air Freight 
Case, No. 810 et al, with Examiners Cusick and Radcliffe pre- 
siding. A number of motor carriers with applications on file 
with the C. A. B. figure in the proceeding. 

‘Lhe report said public counsel of the board distributed a 
statement of their concept of the issues to be met and of the 
evidence deemed appropriate to that end, a copy of which was 
attached to the report as an appendix. Another appendix was 
a proposed stipulation of matters to be incorporated by refer- 
ence into the record of the proceeding. 

The examiners said they believed the proposals should be 
limited to those seeking to establish a service essentially sched- 
uled in character and would so make their recommendation to 
the board. It was also concluded, the report said, that the pro- 
posals to be heard should include thase seeking to serve on a 
property basis only, excluding mail, definite areas by an ir- 
regular route, or off-route points reasonably related to the 
scheduled service. 

All those who have already filed to intervene in one or more 
of the dockets consolidated in the proceeding will, on the grant- 
ing of such petitions, be parties to the consolidated proceeding. 
It was requested that evidence be submitted in exhibit form to 
the greatest extent possible, and it was said that, by agreement 
by the great majority of the parties, testimony of industrial 
witnesses should be under oath and reduced to exhibit form. 

Official notice of the date and place for the hearing will be 
issued subsequent to the board’s order of consolidation, and ten- 
tative dates for the hearing and preliminary steps were stated 
as: (1) Exceptions to the report of the conference, 10 days after 
date of service; (2) exchange of exhibits, 60 days from the date 
of the board’s consolidation order; (3) exchange of rebuttal ex- 
hibits, 30 days after the exchange of exhibits; and (4) hear- 
ing, 15 days after the exchange of rebuttal exhibits. 

A description of the various routes sought was set out in 
another appendix to the report as those to be recommended for 
consolidation for hearing. Additional or amended appl.cations 
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conforming to the general scope of the proceeding will be recom- 
mended for consolidation if received within ten days from serv- 
ice of the report of the prehearing conference. 

The examiners said the Department of Justice had filed a 
petition to intervene and would oppose the applications of car- 
riers other than air carriers on the ground that certification of 
such carriers was not permitted by the act unless the air service 
would be supplemental and auxiliary to the carrier’s surface 
operations. They said the department opposed certification of 
such carriers on the further ground that common control of 
surface and air operations would result in a restraint of trade. 


Changes in Alaska Air Routes 
Recommended for Seven Years 


In a discussion of air mail requirements in Alaska, in which 
he observed that Juneau generated more air traffic than cities 
in the United States a hundred times its size, Examiner Ray- 
mond W. Stough, of the Civil Aeronautics Board, in a recom- 
mended report in No. 877, Ellis Air Transport and related cases, 
has recommended amendments to the certificates of Ellis Air 
Transport and Alaska Coastal Airlines. 

The Ellis certificate should be amended to authorize it to 
engage in the transportation of mail in addition to persons and 
property over the regular route now named in its certificate be- 
tween the terminal point Ketchikan, the intermediate points 
Wrangell and Petersburg, and the terminal point Juneau, he 
said. 

He recommended that Alaska Coastal’s certificate be 
amended to authorize the same transportation between Juneau, 
the same intermediate points, and the terminal point Ketchikan, 
as well as between Juneau, the intermediate points Berner’s 
Bay and Haines, and the terminal point Skagway, and to add 
Gustavus as an intermediate point between Excursion Inlet and 
Hoonah. 

All of the amendments, he recommended, be limited to a 
term of seven years, observing that the customary four-year 
period was too brief a period over which to spread the costs 
of the changes because, he said, Alaskan air carriers were faced 
with a re-equipment program and with the necessity of mod- 
ernizing operations under new safety regulations. 


State Air Safety 


Action Recommended 


State participation in the enforcement of federal air safety 
laws and regulations, by means of appropriate congressional 
legislation, has been approved in principle by the Civ:] Aero- 
nautics Board, in a statement issued after a meeting of the 
board with the National Association of State Aviation Officials. 

The board also said that it approved in principle the policy 
that the states undertake to provide and enforce penalties 
through state law for reckless flying within the state, with the 
civil air regulations promulgated by the board to be considered 
as the prescribed standards for safe operation. 

It is the Board’s view that state participation in enforce- 
ment of the federal safety rules of the air will promote uni- 
formity of regulation throughout the state, it said, and con- 
tinued: 


Specific proposals have been made for state authorities to assist 
in the investigation and reporting of accidents to private aircraft occur- 
ring within the state. The board also approved these proposals in 
principle. 


The details for inplementing such participaion and clarifying he 


authority to be exercised by the state and federal governments will 
be explored at a later date. 

The board has suggested that there be set up a standing committee 
to work out the procedures for implementing these recommendations, 
this committee to be made up of representatives of the board, Civil 
Aeronautics Administration, National Association of State Aviation Of- 
ficials and the Department of Justice. 


C. A. B. Issues Revenue and 
Traffic Figures 


The Civil Aeronautics Board has compiled statistics show- 
ing that for the 12 months ended December 31, 1945, 20 do- 
mestic air carriers had total operating revenues of $214,371,966, 
total operating expenses of $180,407,427, and net revenue from 
operations of $33,964,539. Figures for the comparable period 
of 1944 were: $160,904,566, $124,513,437, and $36,391,129. 

The same carriers, said the C. A. B. ,in the 12 months ended 
January 31, 1946, flew a total of 226,473,529 miles; 216,351,182 
revenue miles; 63,669,152 mail ton-miles; and 22,183,264 ex- 
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press and freight ton-miles. For the 12 months ended January 
31, 1945, it said, the comparable figures were: 148,615,701 
miles; 143,631,089 revenue miles; 52,683,447 mail ton-miles; and 
17,406,487 express and freight ton-miles. 

Effective January 1, 1946, said the board, all revenue traf- 
fic statistics were being reported on a basis of direct airport- 
to-airport distances. In the instant compilation, it said, for 
purposes of comparability, those traffic statistics reported prior 
to January 1, on a basis of course flown distances, had been 
converted to reflect direct airport-to-airport distances. 

In January, 1946, said the board, the carriers flew 22,302,526 


’ miles: 20,867,486 revenue miles; 3,638,918 mail ton-miles; and 


1,656,721 express and freight ton-miles. It said the compara- 
ble figures for January, 1945, were: 14,435,310 miles flown; 
13,892,415 revenue miles; 5,069,899 mail ton-miles; and 1,668,- 
531 express and freight ton-miles. 


C. A. B. OPINION IN TRAVEL DISCOUNT CASE 


The Civil Aeronautics Board has issued a legal opinion in 
No. 1941, Government Travel Discount Tariff Investigation, in- 
volving travel discounts for personnel of the United States 
Government and Latin American governments on lines of the 
Latin American division of Pan American Airways, Inc. Ac- 
cording to a C. A. B. spokesman, the opinion was the basis of 
an order entered in this proceeding on December 27, 1945, 
authorizing certain discounts. It was explained that the order 
was issued on that date because of the expiration of certain 
suspended tariffs at that time. 


AIR CERTIFICATES APPLICATIONS 

Capital Airlines, Inc., of Jackson, Miss., has asked the 
Civil Aeronautics Board, in No. 2282, for authority to transport 
persons, property and mail between Little Rock, Ark., and 
Miami, Fla., via the intermediate points Greenville, Jackson- 
ville, Hattiesburg, Gulfport and Pascagoula, Miss., Dothan, Ala., 
Albany and Valdosta, Ga., Gainesville and Orlando, Fla.; and 
between Nashville, Tenn., and Jackson, Miss., via Muscle 
Shoals, Ala., Tupelo and Starkville, Miss. 

In No. 2284, United Air Lines, Inc., Chicago, Ill., has asked 
the board to amend its certificate for route No. 1, so as to au- 
thorize service between Omaha, Neb., and Los Angeles, Calif., 
or between Denver, Colo., and Los Angeles, or between Chey- 
enne, Wyo., and Los Angeles, or in the alternative, a new 
route authorizing such service. 

Duluth Airlines, Inc., of Duluth, Minn., requests authority 
to transport persons, property and mail in scheduled service be- 
tween Fargo, N. D., and Chicago, Ill.; between Hibbing, Minn., 
and Milwaukee, Wis.; and between Hibbing and Green Bay, 
Wis., in each case via named intermediate points. 


AIR POWER LEAGUE STUDIES SCHOOLS 


A study of the American educational system and its relation 
to military and commercial aviation needs has been undertaken 
by the Air Power League, a non-profit, non-partisan organiza- 
tion established to determine which schools and facilities best 
meet aviation needs. The study will be followed by the granting 
of a series of scholarships and fellowships designed to attract 
competent men into the required fields of activity. The initial 
survey, which is expected to take a year, will be directed by 
C. F. Kettering, vice-president and director of research, General 
Motors Corporation. 

F. Trubee Davision is president of the league. Jacob E. 
Smart, Army air force combat veteran, is executive vice-presi- 
dent. 

The league hopes to promote a close working relationship 
between the aviation industry and education, particularly in 
research. 





BRANIFF HOLDS SALES CONFERENCE 
Braniff Airways held its first post-war sales conference, 
April 8, 9 and 10, in Dallas, for traffic officials from 32 cities 
on its system. T. E. Braniff, president, opened the meeting 
with an address “Sales, Management and Why.” Charles E. 
Beard, vice-president, was the presiding officer. 


NEW BRANIFF HEADQUARTERS IN K. C. 


Kansas City, Mo., will become the headquarters of the 
northern traffic division of Braniff Airways on May 15. Eight 
cities will be included in the territory: Chicago, Moline, and 
Rock Island, Ill.; Davenport and Burlington, Iowa; Topeka and 
Wichita, Kans.; and Ponca City, Okla. Reginald Brack, now 
district traffic manager at Kansas City, will become division 
manager. 

UNITED’S NEW COAST-TO-COAST SERVICE 

United Air Lines has inaugurated additional coast-to-coast 
passenger-cargo service with new overnight four-engined serv- 
ice between New York, Chicago, Denver, and San Francisco. 
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Westbound, the flight stops at Philadelphia, giving that city its 
first domestic four-engined service, and its first non-stop flight 
to Chicago. Under summer operating schedules, more than one 
and eevee hours are cut off twin-engined flights to the west 
coast. 


PAN AMERICAN’S GREAT CIRCLE FLIGHTS 
Pan American World Airways has completed the second 
proving flight over the Great Circle route between the United 
States and the Orient. Pilots of the airline state this route is 
nearly 2,000 miles shorter than the Central Pacific route now 
being flown, and will require about 12 hours less flying time. 


Northwest Airlines, Express Agency 
Announce New Air Freight Service 


A new type of daily high-speed door-to-door air freight 
service at rates approximately 50 per cent below present air 
express rates will be offered by Northwest Airlines and the 
Railway Express Agency, beginning June 1, the two companies 
announced jointly April 30. The new service, the first coordi- 
nated air and rail service in the air freight field, is expected to 
speed up delivery of heavy goods to several thousand cities in 
the northern tier of states across the nation where Northwest 
Airlines routes are now operated. 

Rates, filed with the Civil Aeronautics Board, are based on 
30.7 cents a ton mile, covering shipments of 100 pounds or more. 

Croil Hunter, president and general manager of the airline, 
and L. O. Head, president of the Railway Express Agency, said 
the service is being offered ‘to meet unprecedented demands 
by small and large business for fast door-to-door air freight 
service at rates keyed to the country’s need for a more economic 
transportation by air.” 

Mr. Hunter predicted the operation would have far-reaching 
effect on merchandising since it will provide air transportation 
at lower rates—in many cases overnight service between manu- 
facturer and retailer. 


The plan will provide for a complete shipping service at both 
airport and non-airport points. Consignments will be moved 
from shipper to consignee by air freight or at any point located 
off airline by the coordination of truck, rail and air. Only a 
single receipt will be required. Air freight will be carried on 
daily scheduled flights of 22 DC-3 planes and several four- 
engined DC-4 transports, said Mr. Hunter. Mr. Head said that 
the new service will supplement but not replace the present 
nation-wide air express service existing over all scheduled air- 
lines of the country. 





N. Y. State Shippers Support 
Proposed Motor Rate Increase 


The Transportation Council of Associated Industries of 
New York State, Inc., has notified the Public Service Commis- 
sion of the state of New York that the council had resolved 
not to oppose proposals of the New York Motor Carrier Con- 
ference, Inc., to increase rates 15 per cent on shipments of less 
than 6,000 pounds, and 4 per cent on shipments of 6,000 pounds 
and over, including truckloads, to become effective June 1. 

The council stated that it took this step “in view of the 
existing emergency in the trucking industry and the continuing 
curtailment of essential motor carrier services throughout New 
York State,” and subject to the following conditions: 


(a) Provided that the increases published by the Middle Atlantic 
States Motor Carrier Conference applicable on interstate traffic to be- 
come effective April 15, 1946, are not suspended or postponed by the 
Interstate Commerce Commission; 

(b) Provided that the increases published in New York State shall 
expire December 30, 1946; and 

(c) Provided that the New York Motor Carrier Conference, Inc., 
agrees to an investigation and hearing by the Public Service Com- 
mission of New York State as to the propriety of the increases, and, 
further, that the Common Motor Carrier rate structure in New York 
State be fully investigated by the commission for the purpose of de- 
termining and prescribing a reasonable, compensatory, non-discrim- 
inatory and permanent rate structure to apply on New York intra- 
state motor carrier traffic. 


_ The council told the Public Service Commission that the 
shipping public of the state was “primarily interested at this 
moment in the prompt application of some emergency treat- 
ment that will assist in sustaining such common carrier serv- 
ices as are now in operation within the state. We believe that 
it is imperative to try promptly some restorative remedy that 
may stave off further curtailment of services and assist in re- 
establishing necessary and essential services which are not now 
in operation.” The council urged the commission to give im- 
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mediate consideration to the matter of permitting the increases 
to become effective as published on June 1. 

The Transportation Council of Associated Industries of 
New York State, Inc., represents approximately 1,500 indus- 
trial and mercantile establishments doing business in that state. 
John F. Coyle is chairman of the council, and Martin F. Hilfin- 
ger is president of Associated Industries. 


Truck Freight Loading 
Up in March 


The volume of freight transported by reporting motor car- 
riers in March increased 13.4 per cent over February and 
decreased 10.2 per cent below March of last year, according to 
statistics compiled by the department of research of American 
Trucking. Associations, Inc. 


Comparable reports received by A. T. A. from 215 carriers 
in 39 states showed these carriers transported an aggregate of 
1,979,696 tons in March, as against 1,746,482 tons in February 
and 2,204,552 tons in March, 1945, it said, and continued: 


The A. T. A. index figure, computed on the basis of the average 
monthly tonnage of the reporting carriers for the three-year period of 
1938-1940 as representing 100, was 179.5. 

Approximately 78 per cent of all tonnage transported in the month 
was hauled by carriers of general freight. The volume in this cate- 
gory increased 12.1 per cent over February and was 8.6 per cent below 
March, 1945. 

Transportation of petroleum products, accounting for about 17 per 
cent of the total tonnage reported, showed an increase of 14.5 per cent 
over February and a drop of 17.3 per cent below March, 1945. 

Carriers of iron and steel hauled about 2 per cent of the total 
tonnage. Their traffic volume was 16.5 per cent over February and 
14.5 per cent below March, 1945. 

About 3 per cent of the total tonnage reported consisted of miscel- 
laneous commodities, including household goods, textiles, groceries, 
chemicals, packing house products, building materials, tobacco, wood, 
rubber products, motor vehicles and motor vehicle parts. Tonnage 
in this class increased 8.3 per cent over February but decreased 6.1 per 
cent below March, 1945. 

The March tonnage of carriers reporting from the Eastern District 
represented an increase of 14.4 per cent over February and a decline 
of 12,6 per cent below March of 1945. 

Carriers in the Southern Region reported an increase of 6.4 per 
cent over February and a decrease of 7.5 per cent below March, 1945. 

Tonnage reported from the Western District revealed an increase 


of 13.9 per cent over February and decreased 5.8 per cent below 
March of last year. 





FLORIDA STATE HIGHWAY RECEIPTS 


Receipts of the Florida State Highway Department in the 
decade 1934 through 1943 totaled $339,692,000 while disburse- 
ments for the same period amounted to $330,308,000, according 
to the National Highway Users Conference, which adds: 


Sources and amounts of these receipts were: Motor vehicle fuel 
taxes—$228,717,000; motor vehicle registration fees—$72,895,000; motor 
carrier taxes—$3,472,000; other state imposts—$15,000; federal-aid— 
$31,005,000; other federal funds—$2,595,000; local funds received for 
state highways—$961,000; miscellaneous income—$32,000. 

State highway department disbursements for the same period were 
for the following purposes: Cost of collecting motor vehicle imposts— 
$9,762,000; state highway construction—$188,840,000 (the latter sum 
allocated for construction and rights-of-way—$92,993,000; maintenance 
—$33,549,000; equipment, engineering and administration—$6,121,000; 
highway policing—$2,248,000; debt service—$53,929,000); for local roads 
and streets—$33,559,000; non-highway purposes—$98, 147,000. 

These figures are calculated from data in the ‘‘Highway Facts’’ 
studies issued by the National Highway Users Conference for each 
state. Single copies are available for a number of states at $1.00 each; 
quantities of ten or more, 75c each. 





MOTOR PASSENGER STATISTICS 


Class I intercity motor carriers of passengers, excluding 
charter or special, reported passenger revenues totaling $27,- 
806,064 for November, 1945, as against $29,809,589 for Novem- 
ber, 1944, a decrease of 6.7 per cent, according to statement 
M-700 prepared by the Commission’s Bureau of Transport Eco- 
nomics and Statistics. The number of passengers carried de- 
creased 7.3 per cent from 39,797,036 in November, 1944, to 
36,910,764 in November, 1945. 





C.M.F.A. REJECTS CLEARING HOUSE PLAN 


The board of directors of the Central Motor Freight Asso- 
ciation, Chicago, at its meeting April 30 voted unanimously 
against participating in any transport clearings program. Be- 
fore the board were two proposals, one from Transport Clear- 
ings, St. Paul, to form a non-profit, carrier-owned service in 
Chicago, and the other from the recently organized Motor Car- 
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riers Clearing House, a privately-owned Chicago collection 
agency (see Traffic World, April 27, p. 1298). 

The board will deposit $2,500 in government bonds with the 
chief justice of the municipal court in Chicago, to guarantee the 
appearance and bail for drivers of member motor carriers 
arrested on common traffic charges. Such drivers carry cards 
guaranteeing their appearance, which are recognized through- 


out Illinois outside Chicago, and will now be recognized in 
that city. 


MACK’S FENNER FROM TRANSPORTATION FAMILY 


While discussing the pending golden jubilee of the auto-— 


motive industry recently, David C. Fenner, vice-president of 
Mack-International Motor Truck Corporation, recalled that his 
family has been active in the commercial transportation field 
since colonial days. A Captain Fenner accompanied Roger Wil- 
liams to this country in 1631, remained, and founded a family. 
In the early eighteenth century, a Thomas Fenner was trans- 
porting goods for hire over the Post Road between Providence 
and New York. The following generation produced William 
Henry Fenner, who owned and operated a fleet of horse-drawn 
vehicles. In 1870, William Henry Fenner, Jr., was building 
steam locomotives at the Rhode Island Works. David C. Fen- 
ner began studying automobile design in 1896, and served as a 
mechanic in the nation’s first horseless carriage track race that 
year at the state fair in Rhode Island. He joined the Mack 
company in 1911. 





Barringer Elected President of 
Reorganized Monon Route 


John W. Barringer III was elected president of the Chi- 
cago, Indianapolis & Louisville Railway Co. by the new board 
of directors, May 1, the date on which the Monon, in bank- 
ruptcy for the past 13 years, was turned over by the federal 
court to its new trustees. Mr. Barringer, former chief of the 
railroad division of Fairbanks, Morse & Co., and one of the 
three reorganization managers of the railroad, is 46, and be- 
comes one of the nation’s youngest railroad presidents. 

Other officers elected are: Vice-president and general coun- 
sel, Harold A. Smith, partner in the law firm of Winston, Strawn 
& Shaw; comptroller, R. G. Streit; treasurer and assistant sec- 
retary, Verne Hewitt; and secretary, Edmund Meyer. The 
latter three men were already executives of the road. 

Members of the new board of directors are: 


Philip D. Armour, Chicago, director and chairman of the finance 
committee of Borg-Warner Corporation; W. L. L. Brown, Louisville, 
Ky., president, Brown-Forman Distillers Corporation; John E. Dwyer, 
Chicago, manager of Otis & Co.; Howard Greer, Indianapolis, vice- 
president, Kingan & Co.; Edward L. Grady, of Chicago, president, 
Globe Coal Co.; George W. Henley, Bloomington, Ind., lawyer and 
trustee of the University of Indiana; Homer J. Livingston, Chicago, 
executive vice-president of the First National Bank of Chicago; John J. 
O’Laughlin, Chicago, president, Consumers Co.; Arthur T. Leonard, 
senior vice-president, City National Bank, and chairman of the Monon 
board of directors; and Mr. Smith and Mr. Barringer. Mr. Dwyer is 


chairman of the executive committee, and Mr. Livingston is chairman 
of stock trustees. 


Following its meeting in Chicago, the board announced 
that complete dieselization of the road is planned, as is sub- 
stantial improvement in passenger service. 

Main lines of the 615-mile Monon extend from Chicago to 
Louisville, and Chicago to Indianapolis with branches from 
Wallace Junction to Victoria, and from Michigan City to Monon. 
A short bus route is also operated from Orleans to Mitchell and 
French Lick, Indiana. 

The road’s plan of reorganization was confirmed by Fed- 
eral Judge Igoe, of Chicago, on January 11, and was approved 
January 3, 1944, by the Interstate Commerce Commission. The 
plan made no provision for preferred and common stockholders, 
wrote off approximately $14,000,000 of defaulted interest, and 
reduced the capital structure from approximately $42,250,000 
to $30,084,791 (see Traffic World, January 19, p. 165). 


Cc. M. F. A. ANNUAL MEETING 


The annual meeting of the Central Motor Freight Associa- 
tion will be held at the Palmer House, Chicago, June 6. The 
association’s annual dinner will be held at the same hotel on 
that evening. 








N.Y.U.-TRAFFIC ACADEMY JOINT ARRANGEMENT 

New York University and the Academy of Advanced Traffic 
have entered into a joint arrangement under which graduate 
students at the university’s school of business administration 
may apply study at the academy towards requirements for a 
master’s degree. Academy courses may be applied up to twelve 
credit points for each of the two full academy years. 





May | 


LD 


tion 


the 
the 
‘iers 
ards 
igh- 
1 in 


uto- 


t of 
- his 
field 
Wil- 
nily. 
ans- 
ence 
liam 
awn 
ding 
Fen- 
as a 
that 
Tack 


oard 
ank- 
leral 
the 
the 
be- 


oun- 


sec- 
The 


lance 
ville, 
wyer, 
vice- 
dent, 
and 
cago, 
hn J. 
nard, 
[onon 
er is 
rman 


inced 
sub- 


0 to 
from 
onon. 
l and 


Fed- 
“oved 

The 
\ders, 
, and 
0,000 


socia- 
The 
el on 


IT 

‘raffic 
duate 
ration 
for a 
welve 





May 4, 1946 


In Days of “Defense, 
Warehouses Gird for War 


In the Days before Pearl Harbor, the Warehousing Industry 
began to Set Its House in Order for the Long and Arduous 
Tasks of War. Census of Existing Facilities Enabled Army, 
Navy and Lend-Lease to Provide for Added Space. This Is 
the Second of a Series of Articles Recounting the Whole War 
Story of the Warehousing Industry 


By SAMUEL G. SPEAR 


During the years 1940 and 1941, prior 
to the fateful attack at Pearl Harbor, 
December 7, 1941, our country was do- 
ing everything possible that a neutral 
nation could do, short of war, to assist 
our friends, Great Britain, France, Bel- 
gium and Holland, in arming to repel 
the German attack. This was one part 
of our self-defense program, the other 
part being to organize our domestic de- 
fenses and to prepare for the possible 
war which farsighted people in this 
country felt was inevitable. 

The initial organization formed to as- 
sist the President and the Congress was 
the Council of National Defense, com- 
posed of Cabinet members. The working 
force, the Advisory Commission to the 
Council of National Defense, later called 
the National Defense Advisory Commis- 
sion, was organized in the latter part of 
May, 1940. 

It was September, 1940, before serious 
consideration was accorded to the plac- 
ing of warehousing under some one of 
the Commission’s Divisions. Discussions 
among the planning committee members 
were held. The interests of agriculture, 
price control, consumer relations, the 
Army, and the Navy were all considered. 
It was agreed that N. D. A. C’s transpor- 
tation division was the proper place for 
handling overall storage planning. 

One of the ablest railroad presidents 
in the country, Ralph Budd. of the Chi- 
cago, Burlington & Quincy Railroad, had 
been appointed to head that Division as 
transportation commissioner. Because 
of the relation of storage to transporta- 
tion, Mr. Budd was particularly inter- 
ested in seeing that sufficient warehous- 
ing capacity was provided. He realized 
that freight cars and trucks had to be 
unloaded promptly and not used as stor- 
age warehouses, and that terminal fa- 
cilities had to be kept clear at all times 
for transit goods. 

Mr. Budd immediately took steps to 
obtain an advisor on storage. On Oc- 
tober 11, 1940, a prominent Chicago 
warehouseman, Harry D. Crooks, was 
appointed consultant on warehousing, 
to serve on a part-time basis without 
compensation (one dollar per year). 

Just prior to that date, Mr. Budd met 
with Mr. Crooks and Wilson V. Little, 
general secretary of the American Ware- 
housemen’s Association the national 
trade organization for the general mer- 


‘ 


chandise and refrigerated branches of 
the warehousing industry. At this meet- 
ing the full support of the American 
Warehousemen’s Association was pledged 
to the government. This pledge was 
faithfully kept throughout the war. 


Beginnings of Organization 


Mr. Crooks formed a small organiza- 
tion in Washington and all storage prob- 
lems were referred to it by Mr. Budd’s 
office. This organization in which the 
writer was assistant consultant on ware- 
housing, was the nucleus that was later 
to expand and become the Division of 
Storage of the Office of Defense Trans- 
portation. From the very start, a broad 
view was taken by this storage section 
of N. D. A. C.’s Transportation Division 
of its responsibilities. Contact was made 
with the heads of all government pro- 
curement agencies and departments by 
the warehousing consultants who offered 
their help and advice in co-ordinating 
space procurement, to prevent competi- 
tion by government agencies for the 
same storage facilities. These consult- 
ants assisted also by finding space for 
specific storage needs. 

The warehousing situation in the 
emergency was different from the pro- 
duction situation in at least two re- 
spects. Public merchandise warehouses 
did not have to be retooled but could 
carry on in much the same manner 
whether performing storage services for 
purposes of defense or for peacetime ci- 
vilian business. Generally speaking, 
warehousemen did not have to build ex- 
tensive additional plants, as was neces- 
sary under many production programs. 

Expanded business during defense 
days was taken care of by the ware- 
housing industry in several ways: 


1. Higher percentage of occupancy. 

2. More efficient use of all space by use of 
higher piling, smaller aisles, and less waste 
of shipping space. 

3. Handling goods in and out more rapidly 
by use of mechanical equipment and planned 
efficiency of manpower. 

4. Leasing or purchasing vacant buildings 
adaptable for merchandise storage use. 

5. Giving preference to Government freight 
over unessential civilian goods. 

6. Persuading Government agencies to use 
warehouse space off the main transportation 
routes when space in the customary transit 
points was filled. 


An early problem of the Storage Sec- 
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Ralph Budd, president of the 
Burlington Lines, deserves much 
of the credit for the fact that the 
warehousing industry was mobil- 
ized under a comprehensive war 
plan before the entrance of the 
United States into World War II. 
As transportation commissioner 
on the advisory commission of the 
Council for ‘National Defense, he 
early saw the need for ware- 
houses in the national defense 
system and enlisted the services 


» of Harry D. Crooks as his advisor 


on storage. 


Together with a group includ- 
ing Wilson V. Little, general sec- 
retary of the American Ware- 
housemen’s Association, and A. 
Lane Cricher, its attorney, Mr. 
Crooks early set down the policy 
of performing the necessary tasks 
through existing organizations 
rather than by adopting the course 
followed in many other spheres— 
that of setting up new and huge 
organizations especially for the 
purpose. To this policy it is due, 
more than to anything else, that, 
when its work was heaviest, in 
the most critical days of the war, 
the Division of Storage of the 
Office of Defense Transportation, 
lineal descendant of the original 
Crooks group never numbered 
more than twenty employes. 


This article, one of a series in 
which Mr. Spear intends to tell 
the whole story of the accomplish- 
ments of the warehouses in the 
war, carries that story only up to 
the Japanese attack on Pearl 
Harbor. These days of foresighted 
planning and early organization 
are, however, important. There 
was something prophetic in the 
fact that Mr. Budd’s Merchandise 
Warehousing Industry Advisory 
Committee ended a_ three-day 
meeting at Washington, with 
plans already on the way toward 
accomplishment, just as the first 
radio flashes of the Pearl Harbor 
attack came over the radio on 
Sunday, December 7, 1941. 
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tion of N. D. A. C.’s Transportation Di- 
vision was one of organization, present- 
ing the alternative of setting up a large 
central group, with field forces through- 
out the country, or of using the existing 
organizations that represented the ware- 
housing industry’ and the public. The 
latter plan was adopted. Even during 
the war there was a maximum of only 
twenty employees primarily concerned 
with storage in the successor to 
N. D. A. C.’s Transportation Division, 
the Office of Defense Transportation. 
The accomplishments were all out of 
proportion to the number of personnel. 

The American Warehousemen’s As- 
sociation, as stated before, was a well- 
organized and responsible trade asso- 
ciation whose members operated a 
majority of the space in the merchandise 
warehousing industry and was,: there- 
fore, immediately available, through its 
officers, committees, and members, to 
serve the government. It seemed ad- 
visable in the interest of efficiency and 
economy to make use of the A. W. A., 
which could enlist the entire warehous- 
ing industry to assist in the defense pro- 
gram. The A. W. A. performed valiant 
service all through the defense days, as 
it continued to do all through the war. 


Early Conferences 


An early invitation came to the in- 
dustry to participate in a panel discus- 
sion, the subject being “Warehousing 
and Storage for Defense.” This was 
called by Miss Harriet, Elliot, consumer 
commissioner, member of the National 
Defense Advisory Commission, and was 
held in the Mayflower Hotel, November 
12, 1940. Messrs. Crooks and Little 
were among the participants, and the 
discussion stimulated the thinking about 
the future ability of public warehouses 
to carry the defense load. 

This meeting furnished a vehicle to 
bring together, for the first time, rep- 
resentatives of the warehouse industry 
and the Storage Section of the Trans- 
portation Division of the National De- 
fense Advisory ,\Commission with repre- 
sentatives of the Agriculture, War, and 
Navy Departments to discuss govern- 
ment storage problems relating to de- 
fense. 

In November, 1940, memoranda were 
being prepared by the warehousing and 
other consultants on N. D. A. C.’s Trans- 


Harry D. Crooks 





portation Division staff to be included 
in an interim report in connection with 
a transportation study which was to be 
presented to President Roosevelt on De- 
cember 1, 1940. This transportation 
study was to go beyond factual infor- 
mation and look into the crystal ball, 
not merely to predict what should be 
done to put the country’s transportation 
system in proper condition for the emer- 
gency, but also to give consideration to 
the profound influence on the transpor- 
tation system and on transportation pol- 
icy of the drastically altered world con- 
ditions which faced our country at the 
close of 1940. 

At that time the questions of hemis- 
pheric defense and mobilization of man- 
power and of industrial resources were 
all in the discussion and planning stage. 
The top planners were questioning what 
would be the probable or even possible 
effects on transportation in the event of 
an Axis victory or of an ultimate defeat 
of the Axis powers. 

At the close of 1940, problems had 
arisen in connection with storage of 
strategic materials. The need for re- 
reserves of tin, rubber, and hemp was 
being stressed. Tin was already arriving 
or in transit, largely destined to the port 
of New York. Arrangements were be- 
ing made for importing large quantities 
of Australian wool to be stored by De- 
fense Supplies Corporation for a U. S. 
stockpile and for account of Great 
Britain. The British wool was to held 
in this country, to be used here or in 
Great Britain, depending on later avail- 
ability of transport by water. Pressure 
had to be brought on the government 
agencies responsible for this storage to 
keep shipside piers at the ports for 
transit purposes, and to spread the ma- 
terials at interior points where the trans- 
portation stream would not be clogged. 
Much space for these stockpiles was 
furnished by the public merchandise 
warehousing industry. 


War. Department Advisory Group 


On January 9, 1941 the first meeting 
of the transportation advisory group, 
formed to assist the War Department, 
took place. At that time there were 
only approximately 600,000 enlisted men 
in our whole army. This included 70,000 
men in foreign service. Construction was 
in progress in Alaska, and garrisons 
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were located in Honolulu and the Phil- 
ippines. The Panama Canal Zone and 
Puerto Rico each had a few thousand 
men. A few were being sent to New- 
foundland, and air bases were contem- 
plated in Bermuda, Trinidad, and other 
Caribbean islands. The President had 
announced that no American troops 
were to be sent overseas, and at that 
time none of our intricate problems of 
shipping and supplying great expedition- 
ary forces existed. The sights were set 
for an army strength of 1,400,000 men 
by June 30, 1941. 

The Transportation Advisory Group 
members were as follows: 


Harry D. Crooks, president, Crooks Ter- 
minal Warehouses; Alexander Dann, presi- 
dent, Union Barge Lines; John M. Franklin, 
president, International Mercantile Marine; 
Arthur M. Hill, president, National Association 
of Motor Bus Operators; R. C. Morse, vice- 
president, Pennsylvania Railroad; Ted V. 
Rodgers, president, American Trucking Asso- 
ciations, Inc.; John L. Rodgers, commissioner, 
Interstate Commerce Commission; C. R. 
Smith, president, American Airlines, Inc.; 
Col. L. W. Oliver, U. S. Army; C. C. Ward- 
low, War Department, chairman of the group: 
army members, ex officio: The Quartemaster 
General, Deputy Quartermaster General, and 
the Chief of the Transportation Division. 


A distinguished list of guests were 
present at this meeting whose names 
read like a “Who’s Who” of the trans- 
portation leadership of the war. 

The time of this meeting was that 
difficult period —the transition from a 
peacetime to a war-time economy. It is 
interesting to note how definitely the 
importance of warehousing was recog- 
nized in the early days of defense plan- 
ning as well as later throughout the 
war. 

Early in 1941, in interdepartmental 
conferences, it was determined that the 
Storage Section of N. D. A. C.’s Trans- 
portation Division should be the clearing 
house for storage information and that 
three immediate surveys should be un- 
dertaken: 

1. Vacant buildings suitable for storage 
purposes. 

2. Public merchandise warehouses—space 
operated and space available. 

3. Refrigerated warehouses—space operated 
and space available. 


Survey of Warehouses 


Arrangements were made with the 
Bureau of the Census to make the sur- 
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vey of merchandise warehouses in order 
to obtain much more complete and de- 
tailed industry information than had 
theretofore been available. Similar ar- 
rangements were made with the Depart- 
ment of Agriculture to bring up to date 
information regarding refrigerated ware- 
houses. 

The American Warehousemen’s Asso- 
ciation performed important services in 
furnishing data for the Bureau of Cen- 
sus project and in organizing the survey 
of vacant building space. Warehouse- 
men in every important city in the 
country were appointed to secure this 
latter information, resulting in the build- 
ing up of a very useful and important 
file of available buildings which, con- 
stantly revised during the war, -was 
made available to all government pro- 
curement agencies. 

In April, 1941, an important obstacle 
to the handling of foods stored by what 
was then called the Surplus Marketing 
Administration (later operated under 
various names, including War Food Ad- 
ministration) was removed through ef- 
forts of industry representatives coop- 
erating with the warehousing consultant 
in N. D. A. C.’s Transportation Division. 
The responsibility of the warehouseman 
under the S. M. A. contract was reduced 
to practically the normal risks he was 
taking under the terms of the Uniform 
Warehouse Receipts Act. If the ware- 
houseman under the S. M. A. contract 
was taking the precautions that a rea- 
sonably prudent owner would take of his 
own merchandise, and there was no fault 
or negligence on his part, the govern- 
ment, under the revised contract, as- 
sumed the risk of damage by fire and 
other causes beyond his control, includ- 
ing riot, civil commotion, and sabotage. 
With the use of the. new phraseology 
agreed on, bonding companies were 
much more ready to protect the ware- 
housemen’s liability under S. M. A. 
contracts. 

All during 1941, conversations were 
being held, between the Quartermaster 
General’s office of the War Department 
and industry representatives, exploring 
a method of using public merchandise 
warehouses for the storage of subsist- 
ence and materiel.. It was very definitely 
determined that the making of indivi- 
dual contracts with many warehousemen 
under competitive bidding was imprac- 
tical, requiring an excessive amount of 
paper work and personnel. 


‘Group Pooling Plan 


There gradually evolved a group pool- 
ing plan by which all warehouses in a 
particular community which cared to 
join might form an association, adopt a 
uniform tariff of charges, terms and con- 
ditions, and contract with the War De- 
partment. The warehousing consult- 
ants of the Transportation Division, 
N. D. A. C., worked with the attorney 
of the American Warehousemen’s Asso- 
ciation, A. Lane Cricher, and govern- 
ment attorneys. This advance planning 
in the defense period found the plan 
practically ready for use when Pearl 
Harbor was attacked. Mr. Cricher be- 
came a colonel in 1942 and served in va- 
rious storage capacities in the War De- 
partment, both in this country and 
abroad. 

A group of Kansas City, Mo., ware- 
housemen became the guinea pig to try 
out the first of these contracts, in Feb- 
ruary, 1942. The resultant Federal Emer- 
gency Warehouse Association system in 
34 of the principal transit and port cities 





to be more fully described in a later ar- 
ticle in this series, became one of the 
outstanding achievements of the public 
merchandise warehouse industry in 
World War II. 

Army transports, in the spring of 
1941, were beginning to bring in kapok, 
hemp, tin, and rubber-in an effort to 
build up stockpiles of these extremely 
important materials, which could be ob- 
tained in volume only from Java, 
Borneo, and other Far East countries. 
Some of these materials were stored in 
the United States by the Navy, some by 
the Procurement Division of the U. S. 
Treasury, and some by Defense Supplies 
Corporation, Rubber Reserve Company, 
and Metals Reserve Company, subsidi- 
aries of the Reconstruction Finance Cor- 
poration. 

As early as May, 1941, the War De- 
partment began to feel the need of ex- 
perienced warehouse personnel and to 
hire men on the recommendation of the 
storage consultant in N. D. A. C.’s Trans- 
portation Division. This recruiting con- 
tinued at an increasing tempo and will 
be the subject of a later article. 


The Construction Program 


At about the same time, the War De- 
partment was embarking on a construc- 
tion program for storage depots to hold 
Quartermaster supplies, ordnance, and 
other materials (other than ammunition 
and explosives) with about 8,000,000 
square feet of floor space, and there were 
on the drawing boards an additional 
7,000,000 square feet. While this alarmed 
many warehouse industry members, the 
industry consultant to the government, 
having an opportunity to know the huge 
scale of planning for defense or possi- 
ble war, realized that not only would all 
available commercial warehouse space 
be needed in the then near future but 
that the 15,000,000 square feet under 
construction or being planned would 
probably be just a drop in the bucket 
of what would probably be needed later. 

Added grain storage facilities became 
urgently needed as bumper crops of 
grains were harvested or in progress. 
$1,000,000 of new elevator construction 
received certificates of necessity. Gaso- 
line and petroleum products accounted 
for some $650,000 of new construction. 
While these facilities were not usually 
operated in connection with merchandise 
warehouses, the aid of the warehousing 
consultants was invaluable. 


One of the great handicaps of defense 
and later war planning was the diffi- 
culty of obtaining reliable data on ware- 
housing needs even for a relatively short 
three months in advance. It was not 
solely in storage planning that the nec- 
essary basic factors were missing. It 
was common to all branches of trans- 
portation, production, and procurement. 
The production sights were constantly 
being raised, and no one desired to stick 
his neck out with predictions which at 
best could only be guesses. Therefore, 
the warehousing consultants were con- 
tinually in the dark and had to resort 
to. guesswork. By sheerest miracle, the 
storage needs were always met—often 
just barely in time. 

Many warehousemen and government 
planners felt that there should be co- 
ordination of all storage activities of the 
government in one agency. This turned 
out to be impossible. The armed serv- 
ices felt that they must have full con- 
trol and direct power over their storage 
operations. This subject was explored 
in the course of 1941 and was always 
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more or less in the minds of the Bureau 
of Budget and other planning groups. 
However, a splendid liaison job was 
performed between the warehousing in- 
dustry and the government departments 
and agencies, and interdepartmentally 
within the government itself. 

This liaison work ranged all the way 
from actual procurement of storage 
space by the Storage Section of N. D. A. 
C.’s Transportation Division for the War 
Shipping Administration, the Treasury’s 
Procurement Division, the British Pur- 
chasing Commission, and others, to fur- 
nishing advice and assistance to various 
procurement agencies. While the ideal 
of full coordination proved impossible 
of fulfillment, probably the part the 
warehousing consultants (later to be- 
come the Division of Storage of the Of- 
fice of Defense Transportation) took in 
actual procurement for, and in assistance 
to, other agencies, met the requirements 
of the emergency and may have been 
more useful than would have been the 
case had they wielded greater powers. 


In June, 1941, Mr. Budd called a con- 
ference of all the important planning 
and purchasing branches of government. 
A notable list of top rank officials at- 
tended. The purpose of the meeting was 
to acquaint all of these people with the 
Storage Section of N. D. A. C.’s Trans- 
portation Division. While no specific ac- 
tion was taken at the meeting, it was 
generally felt that the discussion had 
been of great value. Better understand- 
ing of the useful value of the Storage 
Section resulted, according to expressions 
of individual opinion after the meeting. 

British purchases and Lend-Lease 
goods were moving in volume in the 
spring of 1941, but overseas shipping did 
fall behind production until much 

ater, 


Lend-Lease Storage Problems 


General George Spalding (retired) 
had been called to Washington in July, 
1941, to assist in lend-lease planning. A 
meeting to discuss storage needs was 
held July 11 of that year at the State 
Department. General Spalding foresaw 
the possibilities of immense storage re- 
quirements as shipping space fell be- 
hind production. While the Army and 
Navy were obtaining appropriations for 
some 25,000,000 square feet of depot 
space, neither was making provision for 
= or foreign-purchase merchan- 

ise. 


General Spalding, through his force- 
ful and intelligent presentation of the 
matter to Congress, was able to obtain 
an appropriation of $100,000,000, which 
was largely used for the construction of 
the so-called defense aid depots, eight 
conveniently located in the vicinity of 
the heavy production areas of Ohio, In- 
diana, and Kentucky; one in Lathrop, 
California; one in Baton Rouge, Louis- 
iana; one in Bound Brook, New Jersey; 
and one in Auburn, Washington. 

Mr. Warren T. Justice, of Philadelphia, 
who died in 1945, represented the public 
merchandise warehousing industry at the 
July 11 meeting. He gave most gen- 
erously of his time in the early days of 
planning, as he did all through the war, 
to the time of his death. His wide 
knowledge of affairs generally and ware- 
housing in particular, his administrative 
ability, and remarkable personality gave 
quality and weight to his advice that did 
much to establish the public warehous- 
ing industry in the confidence of the ex- 
ecutives of the Lend-Lease Administra- 
tion, the Army and Navy, and all of the 
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other government procurement agencies 
requiring storage services or advice. 

The matter of construction of holding 
and reconsignment depots was turned 
over to Colonel (later General) Dillon. 
At his request, three prominent ware- 
housemen were invited to act in an ad- 
visory capacity. They were E. V. D. Sul- 
livan, of Philadelphia (Died in 1945); 
Leo J. Coughlin, of New York (Later 
Colonel Coughlin), and D. L. Tilly, of 
New York. 

Mr. Crooks and the writer represented 
the Transportation Division of N. D. A. 
C. Tentative plans were considered for 
the first group of the great storage build- 
ings, later called holding and reconsign- 
ment depots, at Marietta, Pennsylvania, 
and other points. The warehousing con- 
sultants furnished constructive criticism 
and lists of handling equipment that 
would be necessary. 


The War Department sights had been 
raised by August, 1941, to have ready 
the following: 


By June 30, 1943—depot space (other than 
at camps), 72,000,000 square feet; by June 30, 
1944—depot space (other than at camps), 
25,000,000 square feet; camp warehouse space 
—1,500,000 men at 7% square feet per man, 
11,000,000 square feet. Total, 103,000,000 
square feet. 


In addition, there were two lend-lease 
depots under contract at Marietta, Pa., 
and Voorheesville, N. Y., with 1,000,000 
square feet of covered space each—only 
the beginning of a much larger program. 
An important change was made in con- 
tracts for lend-lease goods. Instead of 
payment being due when goods reached 
the port, the goods were to be paid for 
at the factory. Under the old system, 
the manufacturer naturally made every 
effort to deliver his goods to the ports, 
leading to congestion of pier and ware- 
house space at the ports and use of 
freight cars for storage. Because of this 





planning for later use by the Govern- 
ment of commercial warehouse space. 

The Navy, prior to Pearl Harbor day, 
was planning expansion of its depot 
space, the largest units of which were to 
be located at Clearfield, Utah, to serve 
West Coast ports and at Mechanicsburg, 
Pa., to serve East Coast ports. These 
depots were to handle storage of sup- 
plies, replacement parts, and other Navy 
materiel, and their use commenced in 
the spring of 1942. Clearfield ultimately 
was to have some 8,000,000 and Mechan- 
icsburg 7,000,000 square feet of covered 
storage space. However, the Navy stor- 
age program was never on the scale 
necessary for the Army although rela- 
tively just as important. 

The Merchandise Warehousing Indus- 
try Advisory Committee, appointed by 
Mr. Budd, held its initial meeting in 
Washington on December 5, 6, and 7, 
1941. Full discussion of the effect of de- 
fense and lend-lease preparations on 
warehousing was the main business of 
the meeting. War Department officials 
and other government personnel were 
present and gave such information as 
they could about the storage needs as 
foreseen at that time. 

The industry advisory group agreed to 
support a construction program up to 
10,000,000 square feet of covered space, 
with appropriate added hard-surfaced, 
open storage space, if deemed necessary 
by the Transportation Division of O. E. 
M. It also pledged its full efforts to have 
the merchandise warehousemen of the 
country give 20 per cent of their space 
for Government storage, if needed. 

The committee adjourned on Decem- 
ber 7, just as the news of the attack on 
Pearl Harbor came over the radio. At 
that moment, it became evident how 
necessary the planning during 1940-1941 
had been. The foresight and wisdom of 
the planners paid large dividends in the 
dark days of war ahead. 
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change in the contracts, goods could be 
stored at all available points between 
the production line and tidewater. When 
needed, they could be called forward to 
any of a number of ports, creating a 
fluid transportation movement and mak- 
ing available storage facilities in a wide 
area. 


Merchandise Warehousing Advisory 
Committee 


A Merchandise Warehousing Advisory 
Committee was appointed December 1, 
1941. It consisted of eight of the lead- 
ing warehousemen of the _ country, 
drafted as consultants to what had been 
N. D. A. C.’s Transportation Division 
and which had now become a part of 
the Office of Emergency Management. 


In the fall of 1941, the move for 
greatly increased agricultural production 
was well under way. Many meetings 
were held with the director of agricul- 
tural defense relations as to the ability 
of the warehousing industry to handle 
greatly increased quantities of agricul- 
tural products. The industry cooperated 
at that time, as well as later throughout 
the war, with the divisions of the De- 
partment of Agriculture. In December, 
1941, the result of the special survey 
undertaken by the Bureau of the Cen- 
sus was announced. The funds for this 
census were furnished by the Trans- 
portation Division of the O. E. M. 


Gensus Results 


Information received from 2761 com- 
panies, operating 5150 buildings for pub- 
lic storage purposes, indicated that on 
July 1, 1941, the occupiable space (gross 
building space less walls, elevators, of- 
fices and other fixed obstructions, and 
permanent aisles) for public storage of 
general merchandise was 105,479,000 
square feet, of which 74.4 per cent was 
occupied. This formed the basis for 





Trainmen-Engineers Break Off 
Negotiations with Railroads 


Negotiations between the nation’s railroads and the Broth- 
erhood of Railroad Trainmen and the Brotherhood of Locomo- 
tive Engineers, which had been proceeding since April 29 at 
the Chicago Union Station, were suddenly broken off the morn- 
ing of May 2 by the two unions. A. F. Whitney, president of 
the B. of R. T., said that the union negotiators were returning 
to Cleveland. 

The carriers’ conference committee immediately announced 
that the carriers had offered to accept the wage recommendations 
of the President’s emergency board for an increase of 16 cents 
an hour or $1.28 a basic day, effective January 1, 1946, ‘‘and 
further, to accept and negotiate ail of the recommendations of 
the emergency board with respect to the matters in issue, and 
walked out of the conference.” 

Mr. Whitney said that the two brotherhoods broke off ne- 
—" “because the railroads refused to have anything to 
offer.” 

“We will not meet with them again until they do have 
something to offer,” he said. 


Strike Call Issued 


_ Following a two-day meeting in Cleveland, the two organ- 
izations, on April 25, ordered a strike for May 18. The train- 
men and engineers had originally scheduled a strike for March 
11 on 300 of the nation’s railroads, in support of their demands 
for a 25 per cent pay raise and numerous rules changes. The 
strike at that time was averted by appointment of a Presi- 
dential emergency fact-finding board. 


Three Unions Seek New Increases 


Three operating brotherhoods—the Brotherhood of Loco- 
motive Firemen and -Enginemen, the Switchmen’s Union of 
North America, and the Order of Railway Conductors—have 
announced that on May 3 they would serve notice on the na- 
tion’s rail carriers “for further wage increases,” declaring the 


recent award by an arbitration board of a 16-cent hourly in- 
crease (see Traffic World, April 6, p. 1017) “was wholly inade- 
quate and provided no adjustment for gross inequities.” 

‘The three unions did not announce the extent of the new 
wage increase to be sought. The 15 non-operating unions who 
participated with the three operating unions in the arbitration 
proceedings and received an identical award, have already filed 
notice with the carriers for a further 14-cent hourly increase. 

H. W. Frazer, president of the Railway Conductors, said 
in Chicago, April 26, that the executive committees of the three 
operating brotherhoods had decided at a joint meeting in Cleve- 
land, April 11, to seek a further wage boost. He said the three 
unions also have a rules movement, which they agreed to defer 
some months ago in order to settle the wage issue. Executive 
committees of the three organizations would decide on the 
extent of the further wage increase to be sought, said Mr. 
Frazer. 


Railroads Facing Serious Situation 
Because of Coal Strike 


Railroads are beginning to feel the pinch of the bituminous 
coal strike and the situation will rapidly grow worse in the 
opinion of officials unless coal production is soon resumed. 

J. A. Krug, Secretary of the Interior, as Solid Fuels Ad- 
ministrator, has written J. J. Pelley, president, Association of 
American Railroads, asking that the railroads cooperate in 
conserving the dwindling coal supply. He recommended that 
the railroads limit the use of bituminous coal to operations that 
were absolutely essential. Some roads had already asked for 
help in getting coal, said Mr. Krug. Mr. Pelley replied that he 
agreed as to the need for conserving coal, that he had taken 
the matter up with member roads and that Mr. Krug could be 
assured of cooperation of the railroads. 

A check made as of April 1 of the coal supply of 64 prin- 
cipal bituminous coal consuming roads showed ;they had an 






average supply of coal of 38.4 days. These roads at that time 
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were consuming 322,000 tons a day. The supply on hand was 
approximately 12,600,000 tons. 

On April 29 a check of the same roads showed an average 
supply of coal of 27.3 days. These roads had approximately 
6,601,000 tons of coal on hand. They were consuming about 
241,000 tons a day. Some roads, it was pointed out, were 
in worse shape with respect to coal supply than others. 

A survey of bituminous coal held by various principal rail- 
roads for company use showed that at the present time the 
roads had on hand 29.6 days’ supply, the Association of Ameri- 
can Railroads said April 26. 

“This compares with 39.5 days’ supply on April 1, when 
stocks had been accumulated in anticipation of stoppage of 
work in the coal mines,” it continued. “On April 1, 1945, the 
railroads as a whole had 27.1 days’ supply on hand, there being 
no impending cessation of mining during April last year. 

“While it will be readily observed that, as a whole, the rail- 
road fuel supply is at present comfortable, some of the indi- 
vidual railroads’ stocks are low, and steps have been taken to 
save fuel by reducing the number of freight trains and yard 
engines operated when this could be done without serious detri- 
ment to the service. Further savings are possible through cur- 
tailment of passenger train service, particularly the elimination 
of special trains and extra sections of regular trains, without 
seriously affecting service to the public. Obviously the fuel con- 
sumption has also been greatly reduced on railroads whose 
traffic normally includes a heavy volume of coal tonnage.” 

The Office of Solid Fuels Administrator had assisted several 
roads by turning over to them coal which was frozen by 
S.F.A.W. order on April 1, the A.A.R. added. Further assistance 
from this source was possible as need arose, it was said. 













































Train Dispatchers to Negotiate 
for Six-Hour Day Demand 


The American Train Dispatchers Association will shortly 
begin national negotiations with the railroads on the union’s 
demand for a six-hour, six-day week to replace the present 
eight-hour, six-day week, Secretary-Treasurer Springer of the 
union announced in Chicago. The negotiations are tentatively 
scheduled to begin May 6 in Chicago, he said, with committees 
of the western, eastern and southeastern carriers. 

Members of the union decided in a referendum some time 
ago to concentrate at this time on seeking a shorter workday. 
The union did not participate with the other railroad brother- 
hoods in the recent series of arbitration and fact-finding pro- 
ceedings. The Dispatchers represent approximately 4,500 rail- 
road employes. 































































































PULLMAN CO. WAGE INCREASE 


D. A. Crawford, president of the Pullman Co., has an- 
nounced that the company has completed agreements with sev- 
eral employe organizations providing for a wage increase of 
16 cents hourly, retroactive to January: 1, 1946. Agreements 
follow the awards recently reached by two arbitration boards 
involving the railroads and 18 railway labor organizations. The 
unions involved are the Independent Pullman Workers’ Fed- 
eration, the Pullman Car Employes’ Association of the Repair 
Shops, the Pullman Clerks’ Association, and the CIO United 
Transport Service of America. 

Negotiations on wage adjustments are scheduled with two 
other organized groups, the Brotherhood of Sleeping Car 
Porters and the Order of Railway Conductors of America. 

Mr. Crawford said that similar increases in compensation 
of other employes with camparable compensation rates will be 
placed in effect in due course, after such approval as may be 
required by the proper governmental authority, and applied on 
the same retroactive basis. 

























































Interpretations to Strike Demurrage 
Rule Agreed to by Rails and League 


The committee on car demurrage and storage of the Na- 
tional Industrial Traffic League and the demurrage conference 
committee of the Association of American Railroads have agreed 
to five interpretations to demurrage rule 8, section G, in con- 
nection with strikes. The interpretations follow: 


Interpretation (1) 


For the purpose of applying Demurrage Rule 8, Section G, when 
strike interference starts at exactly 7:00 a. m. or before, that day 
shall be considered a strike day. When strike interference starts after 
7:00 a. m., that day shall not be considered a strike day. When 
strike interference ceases at exactly 7:00 a. m. or before, that day 
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shall not be considered a strike day. When strike interference ceases 
after 7:00 a. m., that day shall be considered a strike day. 
Interpretation (2) 

Demurrage Rule 8, Section G, will be considered no longer applica- 
ble on the date and time the industry (consignor or consignee) states 
in its written claim presented to the Railroad, as required by Rule 8, 
Section G, that interference with loading or unloading terminated. 
(It should be understood that it is the obligation of the railroad to 
verify the dates stated by the industry (consignor or consignee).) 

Interpretation (3) 

Where it is impossible to furnish forwarding directions on a car 

which has been loaded for outbound movement, because of strike inter- 


ference of employes of consignor, the provisions of Rule 8, Section G, 
are applicable. 


Interpretation (4) 

Where a second party is operating within the confines of an 
industry (first party) whose employes are on strike, and the employes 
of the second party voluntarily refuse to work at loading or unloading 
ears consigned to or to be shipped by the second party, during the 
period of the strike, the employes of the second party are on strike, 
and the provisions of Rule 8, Section G, will apply. Where the 
employes of the second party are ready and willing to work but are 
prevented from loading or unloading cars because of the strike of 
the industry’s employes, the employes of the second party are not on 
strike, and the provisions of Rule 8, Section G, will not apply. 

Interpretation (5) ; 

Where cars consigned to or to be shipped by an industry cannot 
be loaded or unloaded because the employes of that industry voluntarily 
refuse to cross a picket line established by striking employes of another 
industry, the employes of the first mentioned industry that is picketed 
are on strike and the provisions of Rule 8, Section G, apply. Where 
the employes of the industry are ready and willing to work but are 
prevented from loading or unloading cars by pickets established by 
striking employes of another industry, the employes of the first men- 


tioned industry are not on strike and the provisions of Rule 8, Section G, 
will not apply. 


RAILWAY EXPRESS EMERGENCY BOARD 


The White House, April 30, announced that the members 
of the emergency board created April 24 by President Truman 
to investigate and report on the dispute between the Railway 
Express Agency and certain classes of its employes are: Pro- 
fessor I. L. Sharfman of the University of Michigan; Leverett 
Edwards, attorney of Oklahoma City, Okla., and Robert W. 
Woolley, attorney of Washington, D. C., formerly a member of 
the Commission. Employes represented by the International 
Association of Machinists and the International Brotherhood of 
Blacksmiths, Drop Forgers and Helpers have been included in 
the dispute (see Traffic World, April 27, p. 1274). 


KENNEDY HEADS RAILROAD RETIREMENT BOARD 


William J. Kennedy, of Cleveland, O., former chief of the 
Office of Price Administration regional rent control office at 
Cleveland, has assumed the post of member and chairman of 
the Railroad Retirement Board, to which he was recently 
appointed by President Truman. Mr. Kennedy succeeds Murray 
W. Latimer, who resigned to become director of research of 
the guaranteed annual wage study being made by the Office 
of War Mobilization and Reconversion. 

The new head of the Railroad Retirement Board has held 
numerous local, state, and federal positions in Ohio for the 
past 30 years. He is a former member of the Cleveland city 
council, and at one time was director of public service in that 
city. He also served as assistant director of public welfare in 
Ohio and later was elected secretary of state in Ohio. He be- 
came connected with the federal government in an executive 
capacity in 1934 when he was appointed Cleveland district man- 
ager of the Home Owner’s Loan Corporation; in 1939 he was 
appointed regional director in Cleveland for the Wage-Hour 
Administration; and from 1940 to 1943 was associated with the 
National Housing Administration in Ohio. 


NEW YORK CENTRAL’S THIRD FILM 

A new sound motion picture, “The Railroad Signal,” has 
been released by the New York Central. System as the third 
film in its “Running the Railroad” series. The new film portrays 
in operation the complicated automatic signalling equipment 
of a railroad, and shows how signals are used and the meanings 
they have to train crews. Previous films produced in the series 
are “The Steam Locomotive” and “The Freight Yard.” 





ERIE TESTS RADIO-TELEPHONE USE 


The Erie Railroad is conducting tests with Bendix two- 
way space radio-telephone equipment to determine the useful- 
ness of this type of communication in railroad train operation. 
Although radio communication will represent an additional 
safety device, its principal use will be to expedite train move- 
ments. Instructions and other information can be given di- 
rectly to a moving train crew, thereby eliminating delays and 
increasing efficiency. . 














M. C. Authorizes Construction of 
Cargo-Handling Gear 


As a step, as it says, toward modernizing the loading and 
unloading of American cargo vessels, the Maritime Commission 
has approved contracts with the Lake Shore Engineering Co., 
Iron Mountain, Mich., and its associate, the Wellman Engineer- 
ing Co., for construction and testing of experimental traveling 
crane-typed overhead cargo-handling gear. 

“Study of the problem of moré' scientific cargo handling 
nearly a year ago,” it said, ‘“‘restilted.in. the commission’s Tech- 
nical Division arranging with ;the engineering companies to 
proceed with the experiment. The work has now advanced to 
the point where testing is expected to start at a site in Akron, 
Ohio, in the near future. Later, it is planned to place the 
equipment, designed for the improved C3 type cargo vessel, in 
one of the Maritime Service Training Schools for further test- 
ing and subsequently aboard a vessel. 

“The overhead-type cargo handling gear is similar to the 
cranes used in foundries, machine shops and other ‘heavy’ in- 
dustries. It is designed to facilitate the handling of general 
cargo, an important advantage being the large increase in 
operative area which minimizes the work of handling cargo 
from the hoisting hook to its stowage position. Before final 
acceptance by the Maritime Commission, the gear will be tested 
under all possible conditions. The total cost authorized by the 
contracts is $146,649. 

“The gear now building is a development and refinement 
of the type already tested on the SS Sea Hawk with consider- 
able success and promise. When this freighter was last in port 
a study of performance of experimental gear which had been 
installed on her showed the crane-type of gear capable of 
handling cargo 15 per cent faster than the conventional-type 
cargo gear with masts, winches and booms. 

“The gear now to be built and tested is expected to handle 
cargo even faster. When this is achieved it will be possible 
for Maritime Commission technicians to proceed with ship 
designs expected to reduce the total cost of cargo handling as 
much as $1 or $1.50 per ton. 

“Attainment of this goal, it is believed, will constitute the 
biggest step forward in this field in at least 100 years.” 


M. C. Adds 130 Vessels to Its 
Temporary Reserve Fleet 


One hundred and thirty merchant ships that were seriously 
damaged, overage or unneeded in current ocean operations 
were added to its temporary reserve fleet in the month ended 
April 15, the Maritime Commission has announced. It added: 


This was the largest number placed in sanctuary in any 30-day 
period since disposition of the huge war-built and war-requisitioned 
merchant fleet began. It raised the total moored in five anchorages to 
603, some of which will be sold under the new ship sales act while 
others will be held against possible national emergency. 

Largest total of accessions was in the James River anchorage, Va., 
to which 61 were towed, among them 17 tankers, 10 victory ships and 
10 Liberty ships. 

Thirty-one were added to the Suisun Bay, California, fleet, ten of 
them being Liberty ships. The Mobile River fleet in Alabama gained 21, 
including 10 tankers. Fourteen vessels were placed in the Columbia 
River, Ore., of which eight were oversize V4 tugs built for heavy, war 
hauling tasks. To Puget Sound, Wash., went three ships. 

During the month eight reserve ships were sold and another re- 
turned to active service. 

The James River now holds the largest number of reserve mer- 
chant vessels, 287, the other totals being Suisun Bay 213, Mobile River 
81, Columbia River 10, Puget Sound 3. 





RATES BETWEEN PLACES IN ALASKA 


The Maritime Commission has instituted an investigation 
in No. 652, Rates Between Places in Alaska, with respect to 
the rates, fares, charges, regulations and practices of the 
Lomen Commercial Co., Kotzebue Sound Lighterage Co., North- 
ern Commercial Co., Shishmaref Native Store, Kuskokwim 
Freight Service, Sarah Sumi Freighting Service, Chas. A. 
Traeger, and Kobuk Navigation Co., common carriers subject 
to the shipping act, 1916, and to the intercoastal shipping act, 
1933, as amended. ; 
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In its order instituting the investigation the commission All | 
said it appeared that the rates of the carriers for transporta- _— 
tion between places in Alaska were higher than was warranted al 
by the distance between such places and by other transporta- 
tion factors, the tariff of one of them providing that, with cer- 
tain exceptions, rates on all shipments “shall be equal to 50] . Th 
per cent at Nome, Golovin, and Teller and 55 per cent at | bids fo. 
Solomon and Bluff of the Alaska Steamship Company’s ocean | for the 
tariff (without surcharge) from Seattle to respective anchor. | $16,365 
ages.” It said further it appeared that some of the carriers | high of 
were not fully complying with the requirements of section 2 De 
of the intercoastal shipping act with respect to the filing and | to 1,08¢ 
the keeping open to public inspection of schedules of rates, | the ea! 
fares and charges and that one of them had totally failed to Av 
comply with said requirements. Commi 

The proceeding will be assigned for hearing later. 

ALASKA SHIP RATES HEARING In 

The Maritime Commission has announced that hearings in } Janeous 
its Alaska ship rate proceeding, No. 641, Increased Rates from, petitive 
to, and within Alaska, will be resumed May 22, at 10 a. m., fof the 
eastern standard time, in room 4821, Department of Commerce [barges, 
building, Washington, D. C. from 6f 

M. C. HAWAIIAN CASE HEARING 

The Maritime Commission has announced that Examiner AX 
Robert Furness will hold a hearing in No. 644, Increased ] york f 
Rates—Inter-Island Steam Navigation Co., Ltd., June 17, in J cargo 
the U. S. District Court Room, Honolulu, T. H. been a 

SHIP CONFERENCE AGREEMENTS the re 

The Maritime Commission has announced the filing for ap- Fa cons 
proval of agreement No. 57-17, under which members of the Be 
Pacific Westbound Conference would permit Aktieselskapet | under 
Ivarans Rederi, Skibsaktieselskapet Igadi, and A/S  Besco fall ma 
(Ivaran Lines—Far East Service), to participate in contracts | days, | 
made by the conference, without posting bond of $25,000 and § commi 
without a vote in conference affairs. TI 

The Maritime Commission has announced the filing with Jeach c 
it of a proposed supplemental agreement, No. 57-17, to the § that in 
agreement of the Pacific Westbound Conference agreement, § cargo 
providing for the admission of the Ivaran Lines-Far East service 
to the conference as an associate member. Under the modified 
agreement the joint service approved in No. 7554 will have no 
vote in conference matters, is exempt from payment of the bids o 
usual deposit, but may participate in conference contracts with recent 
shippers, according to the commission. offices 

(eS eS. t. 

- iD, 

Prices Announced for Sale L 





of Additional War-Built Ships 


The prices at which four types of war-built merchant ships 
will be sold to private operators under the new Merchant Ship 


























Sales Act of 1946, have been announced by the United States Pul 
Maritime Commission. The additions to those already an- ind 
nounced include three types of dry cargo vessels, the N3, C1-M- wa 
AV1 and C3, and T1-M-BT tanker (see Traffic World, April 27, Mis 
p. 1303). The additions are contained in an amendment to Gen- hel 
eral Order 60. 
The schedule of prices announced follows: A 
Type Vessel Statutory Sales § portat 
Price (Unadjusted) }Cham 
Dry Cargo— 50% 1941 Cost 
Sg oo Se tence ea nr one Peer ree, SEAT BS 
a Si te etal a eel beak 
mea topennereereinnannranonsentesnensen ronettas 
st REE Pre eave RT Ey we Ly, Mae ee 869,750* 














*Prices marked with an asterisk are inapplicable since under the 
terms of the Ship Sales Act of 1946 no dry cargo vessel, except a 
Liberty type vessel, may be sold at less than 35% of the domestic 
war cost and no tanker may be sold at less than 50% of the domestic 
war cost. . 























M. C. SMALL TANKER SALE 


A number of small, self-propelled steel tankers, previously 
offered for sale under Invitation to bid No. 129, are being sold 
at a minimum price of $100,000 each, the Maritime Commission 
has announced. Bids on the vessels, opened March 13, were 
rejected by the commission, it said, adding: 
































The tankers, declared surplus by the War Department, have a speed 
of about 9 knots, dry cargo capacity of 48.1 long tons, a liquid cargo 
capacity of 37,685 cubic feet. The approximate dimensions are 182 
feet x 30 feet x 13 feet. 

Sale of the vessels is not limited to citizens of the United States. 

One vessel is located in Brooklyn, N. Y., and the rest are at 
Charleston, S. C. 
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May 4, 1946 


All persons interested in acquiring any of these vessels should 
submit their offers to the Director of the Small Vessel Division, U. S. 
Maritime Commission, Washington 25, D. C. 








* PASSENGER SHIP BID OPENING 

The Maritime Commission has announced the opening of 
bids for construction of two 28-knot passenger vessels designed 
for the South American service. It said the bids ranged from 
$16,365,000 for each of two vessels under adjusted price to a 
high of $28,430,000 for one vessel under fixed price. 

Delivery dates ranged from 630 days for the first vessel up 
to 1,080 for the second vessel, said the commission, adding that 
the earliest delivery date for the second vessel was 720 days. 

Award of the contract would be made, said the Maritime 
Commission, after analysis and review of the bids. 











BARGE BID INVITATIONS 


Invitations to bid, No. 170, were available on 69 miscel- 
laneous barges, the Maritime Commission has announced. Com- 
petitive sealed bids would be opened in the Washington offices 
of the Commission at 2:30 p. m., e.s.t., May 20, it said. The 
barges, declared surplus by the armed services, range in length 
from 60 to 274 feet. Some are of wood construction; others, steel. 









BETHLEHEM BIDS ON THREE SHIPS 


Approval of the low bid of the Bethlehem Steel Co. of New 
York for the construction of three 650-foot, 22-knot passenger- 
cargo ships to be built for American Export Lines, Inc., has 
been announced by the Maritime Commission. 

Final award of the contract was subject to concurrence of 
the operator and contingent on approval of his application for 
a construction subsidy now before the commission, it said. 

Bethlehem’s bid of $15,495,000 for each of three vessels, 
under an adjusted price contract, included the furnishing of 
all materials by the bidder and delivery in 640, 746, and 854 
days, respectively, after final contracts were s-gned, said the 
commission. 

The vessels, to be used in the Mediterrean service, would 
each carry 650 passengers, continued the commission, adding 
that in addition to passenger space each would have substantial 
cargo carrying capacity. 

















BIDS ON NAVY LANDING CRAFT 
The Maritime Commission has invited competitive sealed 
bids on 120 surplus Navy landing craft. Bids on the vessels, 
recently declared surplus by the Navy, will be opened in the 
offices of the commission, Washington 25, D. C., at 9:30 a. m., 
e. Ss, t., May 15, says the commissioner. 
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in and Waterway Costs Study 
Reported by U.S. Chamber 


Public costs of providing and maintaining waterways 
indicated. Of approximately $3.6 billion spent on 
waterways $1 billion has been for navigation on the 
Mississippi River. Lower Mississippi indicated as 
being in lowest ton-mile cost group 


























A report on a study of inland waterway costs by the trans- 
portation and communication department committee of the 
Chamber of Commerce of the United States, to show federal 
expenditures on inland waterway and harbor improvements 
from the earliest beginnings to 1941, the latest year for which 
figures are available, has been issued by the Chamber. The 
gures are segregated as between expenditures for navigation 
and those for other purposes, and also to indicate as far as 
possible the results in availability for navigation, the amount 
of traffic carried and the average unit costs to the government 
of carrying that traffic. 

Table I of the report shows total expenditures to 1941 of 
$3,647,494,000 for construction and maintenance of waterways. 
This table shows that of approximately $3.6 billion spent to 
date, $1 billion has been for navigation on the Mississippi 
River and $220 million for navigation on other inland water- 
Ways, the remainder having been mainly for navigation on har- 
bors and deep-draft channels, or on flood control. The table 
Shows further that roughly three-fourths of the navigation ex- 
penditures have been for construction and one-fourth for main- 
tenance. The study was based on the most recent report of 
the army chief of engineers. 

The report said that, on the basis of 1940 ton-mileages, or 
maximum recent ton-mileages where they materially exceeded 
the 1940 figures, two sets of ton-mile costs had been developed. 
The figures in each case, it said, were the public costs of pro- 
viding and maintaining the waterway, and did not in any way 
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reflect the operating costs of those using it. The first set of 
ton-mile costs, disregarding past construction expenditures, is 
based on annual costs of maintaining the waterways, averaged 
over the most recent five years reported, plus average annual 
costs of operating locks where they exist. These figures, said 
the report, afforded a test as to whether continued mainte- 
nance of a particular waterway was economically justifiable. 
The second set included these maintenance and operation items, 
plus interest at 3 per cent on the construction expenditures to 
date, said the report, adding that the resultant tonnage costs 
would indicate whether the waterway had thus far been a pay- 
ing public venture and offered a guide as to the probabilit‘es 
of similar future projects. The data referred to appcar in 


Tables II and III of the report. Table III includes interest on 


construction costs. These tables do not show figures for indi- 
vidual projects. 


Explanation of Data 


The data in these tables were developed from an analysis 
of 77 completed waterway projects, considering maximum an- 
nual traffic to date. Each table, the Chamber explained, divided 
the waterways into four groups according to ton-mile cost 
ranges as follows: (a) below 2 mills, (b) from 2 to 5 mills, (c) 
from 5 mills to 2 cents, and (d) above 2 cents. It said a sub- 
stantial number of waterways came in the highest group and 
pointed out that the ton-mile costs to the government for that 
group probably exceeded the total costs of moving the com- 
modities by rail or truck. 

In comment on the Mississippi system with respect to the 
tables, the report said: 


For various reasons stated below, Tables II and III exclude im- 
portant parts of the Mississippi River system. 

The development and maintenance of the lower Mississippi, from 
the head of the passes at the mouth to the Ohio River, are under the 
direction ‘of the Mississippi River Commission which also has jurisdic- 
tion over flood control on this and other parts of the river, including 
non-navigable tributaries. The commission’s reports do not indicate 
how much of the total construction and maintenance expenditures 
should be allocated to navigation, but under a reasonable allocation it 
appears that the lower Mississippi would come in group (a) of both 
tables. (Group (a) in Table II shows an average ton-mile cost of 
0.37 mills and in Table III an average ton-mile cost of 0.55 mills.) 

The upper Mississippi is not*completed, although the full project 
depth of 9 feet was reported available in 1941. The section from the 
Ohio to the Missouri was estimated by the Chief of Engineers at that 
time to be 80 per cent completed and the section from the Missouri 
to Minneapolis 85 per cent. The ton-mile costs taking into account 
maintenance alone were 2.4 and 2.2 mills respectively; taking into 
account also interest on estimated future costs to complete with 
present ton-mileages, 2.9 and 2.8 mills; taking into further account 
interest on past construction, 4.4 and 8.0 mills. 

The lower Missouri is divided into two projects—from the mouth 
to Kansas City and from Kansas City to Sioux City. Controlling depths 
of both sections were reported in 1941 to range from 4 to 6 feet as 
compared with the project depths of 6 feet. The projects were rated 
95 and 85 per cent, respectively, completed. On the basis of the 
maximum ton-mileages thus far attained, the computed ton-mile costs 
taking into account maintenance only were 3.3 and 2.1 cents respec- 
tively; taking into account also interest on future construction costs. 
with present ton-mileages, 3.5 and 3.3 cents; taking into further account 
interest on past construction, 9.5 and 14.4 cents. 

Although the 9-foot project depth of the Ohio is now available and 
both the open channel work and the lock and dam construction are 
nearly completed, some new work remains to be done on both. In 
terms of expenditures to date and present traffic the ton-mile costs 
on the bases of Tables II and III are respectively 1.1 and 2.2 mills. 


COAST GUARD SHIP REGULATIONS 


Admiral J. F. Farley, U. S. Coast Guard Commandant, 
has issued amendments to Coast Guard regulations relating to 
load line rules for various types of merchant vessels and pas- 
enger vessel and to safety. The regulations have been pub- 
lished in the Federal Register of April 27, p. 4668. 


FOREIGN TRADE COUNCIL ON EXPORT-IMPORT BANK 


The executive committee of the National Foreign Trade 
Council, Inc., New York City, recently adopted a statement 
commending the announcement of the Export-Import Bank of 
Washington regarding the return of foreign trade to private 
channels. 

The bank stated that, in making reconstruction loans to 
liberated and war-devastated countries, it “had been guided 
continually by the desire to restore foreign trade to private 
channels as rapidly as possible. Toward this end, the bank has 
refrained completely from interfering in arrangements between 
foreign purchasers and American exporters and has encouraged 
in every way the use of private trade channels.” 

With respect to foreign purchasing missions desiened to 
meet the exigencies of war-time procurement, the United States 
government, said the bank, “recognizes that many of them 
will need to continue their operations during the transitional 
period, but believes that such operations should be subject to 
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certain conditions and that, as the transitional period draws to 
an end, the missions should be disestablished.” 

The National Foreign Trade Council said that, in its opin- 
ion, “a loan by a United States governmental institution can be 
fully justified only if its effect is to enlarge rather than to 
diminish opportunity for the expansion of our private trade.” 


Transport Equipment Production 
in March Reviewed by C. P. A. 


The Civilian Production Administration in its monthly re- 


port on civilian production reviewed the transport equipmenf 


production situation as follows: 
Railroad Passenger Cars 


Although railroad passenger car workers went on strike with the 
general steel walkout, most of them did not return to work until the 
first or second week in April because of local labor-management differ- 
ences. Consequently, only 22 passenger cars were produced in March, 
all of which were for civilian use. The backlog of orders, however, 
decreased from 2,645 to 2,491 cars, indicating some cancellations. There 
was no further production on the 390 unfinished troop sleepers remain- 
ing in the military program. 

April production should show a moderate increase since all plants 
will be back in operation during the latter half of the month. However, 
general delays in certain materials and component parts will probably 
prevent the attainment of normal production before the middle of May. 


Freight Cars 


Production of freight cars for domestic use increased to 2,636 in 
March compared with 2,105 in February, but was still considerably 
below the January figure of 3,040. Furthermore, production for export 
dropped from 747 in February to 135 in March. The low rate of pro- 
duction was due chiefly to the shortages resulting from the steel strike 
and the unsettled local labor-management differences. The relatively 
high production for domestic use in relation to production for export is 
due in part to the domestic railroads’ pressure for new equipment—par- 
ticularly refrigerator and box cars—and in part to the fact that manu- 
facturers were winding up production on export orders from several 
countries and had not started on the French order for 36,750 small 
twenty-ton cars. The backlog of unfilled orders is approximately 87,400, 
divided about fifty-fifty between domestic and foreign purchasers. 


Locomotives 


Local labor-management differences continued to hold up production 
of locomotives during March. Settlement was reached during the first 
week in April but normal production will probably not be achieved 
until the latter part of the month. 


Automobiles and Trucks 


Automobile production jumped to a new post-war high of 90,045 
units in March, compared with 47,965 units in February and 58,575 units 
in January. During the month of March one company alone produced 
almost as many automobiles as the total number made by all producers 
during the previous eight months. The coal strike and the continuing 
strike at Midland steel, which supplies frames to a large portion of the 
industry, are expected to adversely affect production in future months. 

Truck production rebounded in March to 39,348 units after a drop 
in February to 28,594 from the January level of 54,791. 


Tires 


March production of all types of tires climbed still further to new 
heights well above both prewar levels and the rates required to meet 
the previously announced 1946 production goals of 66 million passenger 
tires and 13.7 million truck and bus tires. 

Output of passenger car tires rose 18 per cent from 4.6 million in 
February to 5.4 million in March—a rate more than double that of the 
first full month following V-J Day, 2.6 million last September. Produc- 
tion of truck and bus tires during March reached 1.4 million tires com- 
pared with 1.2 million in February and 0.8 million last September. 

As a result of these encouraging gains in tire production there is 
an increasing flow of tires to consumers, but many more months of high 
production are needed before supply will begin to catch up with a 
demand swollen by long-deferred replacement requirements. In other 
words, invisible inventories must be replenished and pipelines of visible 
inventories must be filled. 


Plowman Discusses Freight Car 
Supply before N.Y. Traffic Club 


Factors that are working against an easy and plentiful 
railroad car supply situation were discussed by E. G. Plowman, 
vice-president, traffic, U. S. Steel Corporation, at a luncheon 
meeting of the New York Traffic Club, April 25. Mr. Plowman 
listed the following factors as causing the present serious 
freight car supply: Poor condition of many freight cars; les- 
sened effectiveness of orders No. 1 and 18-A of the Office of 
Defense Transportation; elimination of overtime and sixth-day 
work by shippers and receivers; application of government 
freight car loading priorities; and the return of peacetime com- 
petitive conditions. 

In the last year the proportion of bad order cars has in- 
creased from one freight car in 43 to one in 23, he said. 
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Referring to I.C.C. service order No. 450 and No. 458, 
giving priority to cars ordered for loading at country elevators 
with grain for terminal elevators, Mr. Plowman said “these 
orders set aside and defeat the legal obligation of the railroads, 
long recognized as a basic principle of transportation equity, 
to treat all shippers alike.” Freight car loading priorities, if 
generally established, he said, “would waste millions of car 
days and thousands of yard switching hours.” 

In suggesting that freight cars be made lighter, Mr. Plow- 
man said that lightweight construction can reduce the weight 
of the average car from 23.6 tons to 19.6 tons, a reduction of 
17 per cent, with important savings in operating costs, since 12.8 
aon less total deadweight ton-miles would have to be 
hauled. 

The speaker said there was undoubtedly general support 
among railroad officials “for temporary continuance into the 
indefinite future of O.D.T. orders Nos. 1 and 18-A,” and urged 
shippers to redouble efforts to work out and have published 
voluntary loading plans which would make such measures un- 
necessary. He also criticized continuance of the war-time de. 
murrage average agreement “two-for-one” rule, requiring re. 
ceivers to earn two credits to offset one debit. He suggested 
that the government, instead of imposing penalty demurrage, 
apply spot or localized embargoes, adding: 


One thing is certain in this time of perplexity. Shippers and rail. 
roads must not fail to explore and try every arrangement and plan 
which can improve the efficiency and reduce the costs of transportation 
service. Improvement in the use of freight cars by heavier loading, 
faster loading and unloading of cars, and reducing the ratio of dead- 
weight of equipment to revenue tonnage of freight traffic transported 
are imperatives. 


Increased Demand for Auto Box 
Cars, Says Chairman Kendall 


“Increased loading requirements for auto box cars equipped 
with loading racks, both for set-up vehicles and for parts, have 
seriously tightened the supply of this kind of equipment.” said 
W. C. Kendall, Chairman of the A. A. R. car service division, 
in a message to all transportation officers. “During the past few 
days there have been small deficiencies reported at certain lo. 
cations in meeting requirements. 

“Recent reports from our field forces showing numerous 
instances of mishandling of device equipped box cars promp! 
me to call to your attention the utmost need for strict ob- 
servance of instructions contained in section B of circular CSD 
145-I and reissues which provide for the empty return of these 
cars. 

“Tt is urgent that all cars equipped for loading automobiles 
and parts be eliminated from any loading not actually requiring 
the special interior fixtures; and your cooperation in renew ng 
presently outstanding instructions emphasizing the necessity for 
a literal enforcement is requested.” 

Chairman Kendall has issued circular CSD 145-J, which 
supersedes and cancels circular CSD 145-I and all previous is- 
sues of CSD-145. 


S. W. Emergency Pipeline 
Disposed of by U.S. 


The Southwest Emergency Pipeline, one of six government 
owned pipelines, has been disposed of on a combination sale and 
lease basis under the policy laid down by Surplus Property 
Administration in its report to Congress on the dispostion of 
these lines, the War Assets Administration has announced 
The 167-mile line, which extends from Refugio to Houston, 
Texas, operated during the war as a link in an emergency 
feeder system for the Big Inch Pipe Line from Texas to New 
York. In a statement the W. A. A. said: 


The successful proposal was submitted by Southwestern Indepencent 
Gas Pipe Line Company, a new affiliate in the Houston Industrial Gas 
System, an independent group serving both industrial plants in the 
Houston area and the Magnolia Park section of the city itself. 

Operated since April 1 in natural gas service under a temporary 
lease from Reconstruction Finance Corporation, owner of the property, 
it is expected that the line will now become an integral part of the 
system of the Houston group which has now acquired it. 

Fixed obligations in the disposal agreement consist of a purchase 
price of $400.000 for the northern portion of the line, $58,000 for the 
unneeded facilities, and a rental of $25,000 per year for lease of one-half 
of the capacity of the southern portion. Contingent obligations call for 
the payment of one-half cent per thousand cubic feet for additional gas 
delivered from the southern portion to the northern portion and two 
cents per thousand cubic feet for gas sold locally from the southern 
portion. 

The purchaser-lesse has an option to acquire the leased portion 
of the property. 
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An Old Familiar Insigne 


has new letters within its Star 


On the horizon of expanding 
trade is a new funnel mark, bearing 
a blue star with PT in red letters on 
a white circle. It signifies that Pope 
& Talbot-McCormick Steamship Di- 
vision will now be known as Pope & 
Talbot Lines. Pope & Talbot, Inc., 
oldest shipping and lumber concern 
on the West Coast, acquired the 
historic McCormick Steamship 
Company in 1935. 


The Pope & Talbot Fleet is 


ready to meet your needs. More ships, 
faster ships, and more frequent sail- 
ings are at your call . . . with avail- 
able cargo space. You can serve old 
markets better and develop new ones 
more quickly with our new 10-day 
frequency intercoastal schedule, co- 
ordinated with Quaker Line. Faster 
ships cut transit time . . . improved 
dockside facilities make cargo load- 
ing faster and safer. 


Offices and Terminals 


SEATTLE 
TACOMA 
PORTLAND 
STOCKTON 
OAKLAND 


NEW YORE 
PITTSBURGH 
DETROIT 
CHICAGO 
PHILADELPHIA 


SAN FRANCISCO 
LOS ANGELES 
SAN DIEGO 


BALTIMORE 
NORFOLK 
SAN JUAN, P. R. 


The experienced organization of Pope & Talbot Lines takes pride in giving 


spencent 
er your shipments careful, intelligent handling. Write for our Sailing Schedules. 
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M. J. Barron has been appointed traf- 
fic manager, Ekco Products Co., Chicago. 
* 


Elmer B. Jones has been appointed 
general traffic manager, Norton Co., 
with headquarters at Worchester, Mass. 
J. Douglas Dawson has been appointed 
traffic manager, abrasive division; and 
Hugh A. Allen has been named traffic 
manager, machine division. 

* 


John H. Donley, division traffic man- 
ager, Armstrong Cork Co., Lancaster, 
Pa., died on April 14. Mr. Donley had 
been connected with the company for 
twenty-eight years. 3 


A reception and buffet party, May 8, 
at the Union League Club, Chicago, will 
honor James J. Kavanaugh, assistant 
traffic manager, Missouri Pacific Lines, 
Chicago, on the occasion of his promo- 
tion to the position of western traffic 
manager of the line. He will assume his 
new position on June 1, and will main- 
i. headquarters at San _ Francisco, 

alif. 


* * * 


M. V. Beckstedt has been elected vice- 
president, in charge of traffic, the Dela- 
ware & Hudson Railroad, succeeding 
J. E. Roberts, deceased. Mr. Beckstedt 
gS aes headquarters at Albany, 


* * * 


Frank G. Cronin, assistant vice-presi- 
dent-traffic, Chicago, Indianapolis & 
Louisville Railway, Chicago, has retired 
following 47 years of railroad service. 

* * * 

The Rock Island Lines, freight traffic 
department, announces the following ap- 
pointments and transfers: J. N. Hunt, 
general freight agent, Chicago; Frank E. 
Quick, assistant general freight agent, 
Des Moines, Ia., succeeding Mr. Hunt; 
L. L. Thoms, general freight agent, Chi- 
cago; C. N. Packard, Jr., general freight 
agent, Chicago, succeeding James A. 
Roach; J. O. Morgan, general agent, 
Pittsburgh, succeeding Mr. Packard; 
J. C. Johnson, general agent, Washing- 
ton, succeeding Mr. Thoms. 

ok a * 


Joseph C. Kauffman and Horace L. 
Walker have been appointed general 
counsel, for the Chesapeake & Ohio Rail- 
way Co. Robert W. Purcell was named 
vice-president-law, by the board of d rec- 
tors. Mr. Kauffman will maintain head- 
quarters in Cleveland, O., and Mr. 
Walker at Richmond, Va. 


The Santa Fe Railway announces the 
following appointments: James R. Mor- 
iatry, Glenn Eddie, and George Gilman, 
all assistant general passenger traffic 
managers, with headquarters at Chi- 
cago; R. T. Anderson, passenger traffic 
manager, Topeka, Kan.; F. L. Sturges, 
general passenger agent, Topeka; C. C. 
Thompson, passenger traffic manager, 
Los Angeles; Ross E. Chappell, general 
passenger agent, Los Angeles; R. C. 
Horner, general agent, Los Angeles; 
Frank T. Rice, division passenger agent, 
Los Angeles; W. P. Riggs, general 
agent, Hollywood; S. M. Sullivan, gen- 
eral agent, San Diego; L. R. Everett, 


western general passenger agent, San 
Francisco; Harris W. Beck, assistant 
general passenger agent, San Franc.sco; 
A. C. Ater, passenger traffic manager, 
Galveston, Tex.; and O. M. Oliver, gen- 
eral passenger agent, Amarillo. 


Louis J. Rheault has been elected as- 
sistant treasurer, Northern Pacific Rail- 
way, succeeding George H. Kernkamp, 
who has retired after 54 years service 
with the road. Mr. Rheault has been an 
employee of the treasurers office for 36 
years. 

* a * 

George L. Bryson has been appointed 
passenger traffic manager, Grand Trunk 
—Canadian National Railway System, 
with headquarters in Chicago. He suc- 
ceeds T. E. P. Pringle, deceased. 


Robert J. Fletcher has been appointed 
general counsel, Boston & Maine Rail- 
road, succeeding Edward W. Wheeler, 
who has retired. 

* * a 

L. D. Curtis has been appointed gen- 
eral freight agent, the Belt Railway 
Co., of Chicago. He will maintain offices 
at Dearborn Station. 

* ok * 

E. K. West has been appointed acting 
general agent, freight department, Den- 
ver & Rio Grande Western Railroad Co., 
with headquarters at Denver. He suc- 
ceeds J. M. O’Neil, who has been re- 
lieved from active duty due to illness. 
H. M. Cox has been appointed general 
agent, passenger department, succeeding 
Mr. West. 

* * * 

George B. Miller has been appointed 
general agent, freight and passenger de- 
partment, Southern Railway System, at 
Savannah, Ga. He succeeds J. E. Dixon, 
who has retired. Gordon I. Russell has 
been appointed district freight agent, at 
Durham, N. C., succeeding Mr. Miller. 
Robert E. Spalding has been appointed 
division freight agent, at Louisville, suc- 
ceeding A. R. Tilford, deceased. H. L. 
Parkerson has been appointed commer- 
cial agent, at Macon, Ga., succeeding 
F. H. Humphreys, retired. James D. 
Wilson has been appointed district 
freight agent, Southern Railway System 
and Carolina & Northwestern Railway, 
with headquarters at Hickory, N. C. 


* * * 


H. H. Young has been appointed super- 
intendent, of the car department, Ill‘no’s 
Central System, at Chicago. C. O. Young 
has been~ appointed assistant to the 
superintendent of the car department. 
W. C. Meyer has been appointed super- 
intendent of the car shop at Centralia, 
Ill., succeeding H. H. Young. G. B. Gip- 
son has been appointed assistant general 
car foreman, succeeding Mr. Meyer. 

* * * 


W. M. Moloney has been appointed 
general agent, passenger department, 
Chicago, Burlington & Quincy Ra'lroad 
Co. and C. W. Plagemann has been ap- 
pointed assistant general agent, passen- 
ger department, both with headquarters 
in Chicago. A. G. Sudhoff has been ap- 
pointed district passenger agent, at St. 
Louis. Mark Modglin has been appointed 
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traveling passenger agent, at St. Louis, 
succeeding E. L. Langstadt, who has re. 
tired following 38 years of service, 
Creath D. Fletcher has been appointed 
city passenger agent, at Pittsburgh, suc. 
ceeding Mr. Modglin. Louis H. Lamb, 
who has served as chief of the tariff bu- 
reau for the past 26 years, has retired 
on pension. Mr. Lamb joined the com- 
pany 50 years ago as a stenographer at 
Keokuk, Ia. 
* * 

F. J. Nolan has been appointed com- 
mercial agent, Erie Railroad Co., with 
office in Chicago. x 

Edwin W. King has been appointed 
commercial agent, Central of Georgia 
Railway Co. at Montgomery, Ala. Frank 
S. Inman has been appointed commercial 
agent, at Chattanooga, Tenn. 


E. H. Gaiennie has been appointed 
general agent, passenger department, 
St. Louis—San Francisco Railway, at 
Chicago, Ill. 

ck * 

W. H. A. Turner has been appointed 
general freight and passenger agent, 
Missouri Pacific Lines, at Kansas City, 
Mo. He succeeds F. E. Pennington. R. S. 
Crossman has been appointed general 
agent, at Philadelphia, succeeding Mr. 
Turner. 

* * * 

John Miller, telegraph and telephone 
inspector, Pennsylvania Railroad, Chi- 
cago, has retired from active duty, fol- 
lowing 49 years service with the road. 


Jack Frye has been reelected presi- 
dent of Transcontinental & Western Air, 
Inc., for the thirteenth consecutive year. 
Present officers of the Trans World Air- 
line were all continued in their position, 
with the exception of General Julius C. 
Holmes, who resigned as a TWA vice- 
president earlier in the month to be- 
come president of TACA Airways, which 
operates in Central and South America. 
Major General Arthur B. Wilson, of 
Oroville, Calif., recently retired from 
the Army, has been elected a vice-presi- 
dent of TWA, and will serve as Euro- 
pean director, 


with headquarters in 
Paris. 


* * * 


Richard S. Mitchell has been ap- 
pointed central region general manager, 
TACA Airways, with headquarters in 
Tegucigalpa. 

5 * 

Edward K. Laux, and not W. L. Thorn- 
ton, Jr., is traffic manager of the Port 
of New York Authority. The Traffic 
World of April 13 erroneously stated 
that Mr. Thornton held this’ position. 
Mr. Thornton formerly held this posi- 
tion, but is now associated with the 
Kimberly-Clark Corp. , 

H. M. Engdahl has been appointed 
chairman and agent, Southern Ports 
Foreign Freight Committee, with head- 
quarters at Chicago. 

* * * 


James J. McElroy, president, Oakland 
Board of Port Commissioners, died at 
his home in Oakland, Calif., recently, 
following an illness of four months. A 
member of the board since September, 
1933, and president since July, 1937, Mr. 
McElroy was 79 year old. 

* ok * 
A. C. Todd has been appointed district 


manager, of the new branch office of 
Fisk Tires, at Boston, Mass. 
* 
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pointed passenger traffic manager, the 

General Steamship Corporation, follow- 

ing two and one-half years of military 

service. He succeeds Stanley A. Page, 

who has resigned. 
* * * 

The Maritime Association of the Port 
of New York will hold a luncheon May 
21, at the Hotel Astor, honoring E. J. 
Barber, chairman of the board, Barber 
Steamship Lines, Inc., who has served 
as president for the past three years; 
and also in honor of the induction into 
office of E. Myron Bull, president, A. H. 
Bull & Co., Inc., the newly elected presi- 
dent. 

* * * 

The Oakland Foreign Trade and Har- 
bor Club held its annual steamship 
terminal night meeting, May 2, at the El 
Curtola Restaurant. Ralph Dewey, ex- 
port manager, Marsman Co., of Cali- 
fornia, spoke on “Central American 
Post-War Trade.” 

* * * 

Albert B. Drake, president, Lehigh 
Warehouse & Transportation Co., Inc., 
and its affiliate, the Lackawanna Ware- 
house Co., Inc., was the principal speaker 
at the April meeting of the Alumni As- 
sociation of the Traffic Managers In- 
stitute. His subject was “Efficient Ware- 
housing and Distribution.” 

* * * 

The Railroad General Agents Associa- 
tion of Los Angeles held a luncheon, 
April 18, at the Los Angeles Athletic 
Club, in honor of Charles Pickens, gen- 
eral traffic manager, General Motors, 
Detroit. A farewell luncheon was ten- 
dered Carl W. Hoefener, general agent, 
Burlington Lines, on April 25. Mr. 
Hoefener has been appointed general 
agent, at Seattle. Ray Horner, general 
passenger agent, Santa Fe Lines, acted 
as toastmaster. 

* * * 

L. H. Skinner has been appointed as- 
sistant vice-president, Southern Railway 
System, with headquarters in Washing- 
ton, D. C. He succeeds C. B. Bryant, 
who has resigned. Mr. Skinner will as- 
sume his duties June 1. J. A. Wilson 
has been appointed assistant general 


freight agent, at Norfolk, Va., succeeding 
W. M. Andrews, deceased. T. M. Dodd 
has been appointed commercial agent, at 
Cordele, Ga., succeeding P. B. Leggett, 
promoted. W. M. Curley has been ap- 
pointed perishable diversion agent, at 
Savannah, Ga., succeeding Mr. Dodd. 


Andre Mouton, general western agent, 
at Chicago, Board of Commissioners, 
Port of New Orleans, will speak at the 
May 17 foreign trade week meeting, of 
the Greater Little Rock, Ark., Chamber 
of Commerce. 

* * 

The New York chapter, Delta Nu 
Alpha, transportation fraternity, held its 
regular meeting, May 1, at the Hotel 
Governor Clinton. G. G. Heller presided. 


The Propeller Club of Baltimore, Md., 
held a luncheon meeting, April. 29, at the 
Anchorage. 

* * * 

Arthur P. Lait has been promoted to 
the position of general eastern passenger 
agent, Grand Trunk-Canadian National 
Railway System, with headquarters at 
New York City. He succeeds George L. 
Bryson, who has been promoted to pas- 
senger traffic manager, at Chicago. C. V. 
Howick has been appointed general 
agent, passenger department, at Wash- 
ington, succeeding Mr. Lait. R. G. Evans 
has been appointed general agent, pas- 
senger department, at Buffalo, succeed- 
ing Mr. Howick. F. S. Benoliel has been 
named traveling passenger agent, at Cin- 
cinnati, succeeding Mr. Evans. 

* * * 

Carlton Skinner, who, prior to war 
service, was acting director of informa- 
tion, Maritime Commission, and who, 
recently, has been chief of the sales and 
charter section, division of vessel dis- 
posal and government aids, Maritime 
Commission, has been appointed director 
of information, Department of the In- 
terior. 

* * * 

R. F. Woody has been appointed as- 
sistant to the freight traffic manager, 
Seaboard Air Line Railway, with head- 
quarters in Norfolk, Va. 





The Traffic Club of Chicago will hold 
its first golf outing June 12, at the Knoll- 
wood Club. Other dates reserved for 
golf outings are: July 18, at Calumet 
Country Club; August 20, at Sky Crest 
Country Club; and September 20, at 
Butterfield Country Club. Carl M. Gaut- 
wick, commercial agent, Northern Pacific 
Railway, is chairman of the committee 
in charge. 





The Clearing-Cicero Traffic Confer- 
ence will hold its annual installation din- 
ner, May 9, at the Clearing Industrial 
Club, Clearing, Ill. Ray Hurd, superin- 
tendent of car service, the Belt Railway 
Co., of Chicago, will be installed as 
president. Dean Jaynes, traffic manager, 
a C. Knoke & Co., is the retiring presi- 

ent. 





The Motor City Traffic Club of De- 
troit sponsored a forum meeting, April 
22, at the Hotel Detroit-Leland. A. L. 


Hammell, vice-president, Railway Ex- 
press Agency, Chicago, spoke on “Rail- 
way Express—What Makes It Tick.” E. 
J. Hardesty, superintendent, Detroit di- 
vision; Railway Express Agency, acted 
as guest chairman. The meeting was 
dedicated to W. H. Tummonds, superin- 
tendent of public relations, Railway Ex- 
press Agency, Detroit, who retired fol- 
lowing 48 years’ service with the agency. 





The Traffic Club of St. Louis held a 
highway transportation day luncheon 
meeting, April 22, at the Jefferson Ho- 
tel. Walter W. Belson, director of pub- 
lic relations, American Trucking Asso- 
ciations, Inc., spoke on “The Shipper 
and Highway Transportation.” C. F. 
Weilbacher, secretary, Viking Freight 
Co., presided as master of ceremonies. 





The Tri-City Traffic Club (Moline, 
Rock Island, and Davenport) held its 
annual perfect shipping meeting, May 2, 
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at the Lend-a-Hand Club, Davenport, 
Ta. 








The Eastern Indiana Transportation 
Club held its April meeting at the Spen- 
cer Hotel, Marion, Ind. George Field, 
traffic manager, Chrysler Corporation, 
New Castle, Ind., was the princ pal 
speaker. The regular monthly meeting 
for May will be held at the Leland Hotel, 
Richmond, Ind. 





Clyde J. Manniel, Adley Express Com- 
pany, New London, Conn., was elected 
president of the 
Traffic Club of 
Eastern Connecti- 
cut at its April 
meeting at Nor- 
wich. Other of- 
ficers of the club 
named were: 
Vice-president, 
W. B. Chad- 
bourne, traveling 
freight agent, 
Central Vermont- 
Canadian Na- 
tional Railways, 
New Haven; sec- 
ond vice-presi- 
dent, Joseph 
Bush, traffic man- 
ager, Aspinook Corporation, Jewett City; 
secretary, Rex Brown, executive vice- 
president, Norwich Chamber of Com- 
merce; treasurer, Orville W. Sorenson, 
assistant superintendent, American Ther- 
mos Bottle Company, Norwich. The 
speaker at the annual meeting was Mr. 
J. P. Williams, assistant traffic manacer 
National Folding Box Company, New 
Haven, and vice-president of the New 
Haven Traffic Club. His topic was “The 
Traffic Manager and His Job.” The term 
of W. R. Hastedt, traffic manager, Amer- 
ican Thermos Bottle Company, retiring 
president of the club, was cut short by 
his sudden death on the day preceding 
the meeting and election. 


The Trafficmen’s Association of Amer- 
ica held its regular monthly meeting, 
April 23, in the Midland Hotel, Ch‘cago. 
W. P. Whalen, director of sales, Motor 
Cargo, Inc., was the guest speaker. Mr. 
Whalen related some of his experiences 
with the transportation corps of the 
Army, from which he had just. been re- 
leased. Michael J. Novak, Illinois Cen- 
tral Railroad, handled the program. 


Cc. J. Manniel 








The Birmingham, Ala., Traffic and 
Transportation Club held a_ luncheon 
meeting, April 30, at the Tutwiler 
Hotel. Director Johnson, Office of De- 
fense Transportation, was the principal 
speaker. The fifteenth annual railroad 
meeting will be held May 7, in the Tut- 
wiler Hotel, honoring the St. Louis San 
Francisco Railway. Judge Frank A. 
Thompson, trustee, Frisco Lines, St. 
Louis, will be the principal speaker. 





The Junior Traffic Club of Metro- 
politan St. Louis held its regular monthly 
meeting, May 1, at the Hotel DeSoto. 
Andy Dutson, Central Package Car Co.; 
Ray Lee, Southern Railway Co.; Frank 
Trautman, Southeastern Motor Truck 
Lines; Glen McGrath, Transamerican 
Freight Lines; and Ed. J. Windisch, 
Superior Forwarding Co., engaged in a 
debate. Paul Yellen is chairman of the 
debating committee. 





The Transportation Club of Iowa held 
its regular monthly meeting April 22, at 
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Oklahoma... where 


Success comes “Sooner’’ 
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The progressive business executive who __ responsibilities of management. 


: ; Oklahoma, the SOONER State, 
reads these lines, then investigates the 
























































Amer- Here industry thrives in an atmosphere offers unparalleled opportunity for 
eeting, attractive profit possibilities of a branch ' 
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the Pastime Club. James A. Lucas, com- 
merce counsel, Iowa State Commerce 
Commission, spoke on the duties of the 
commerce commission. 


The Traffic Club of the New Haven, 
Conn., Chamber of Commerce will hold 
its annual meeting, May 15, at the Hotel 
Taft. William Stanley Simms, humor- 
ist and reconteur will be the guest 
speaker. 





The Women’s Traffic Club of Louis- 
ville will hold its regular monthly din- 
ner meeting, May 9, at the Seelbach 
Hotel. Mrs. Frances Lively, Byck Bros. 
& Co., will speak on “Fashions for the 
Business Woman.” 





The Women’s Traffic Club of Reading, 
Pa., held its regular monthly meeting, 
April 25, at the Abraham Lincoln Hotel. 
William A. Nugent, director of route 
development, TWA, was the speaker. 
Edna Filman, Eleanor Schoonover, Flor- 
ence Ziemba, Mildred Murray, and Flor- 
ence were named to a nominating com- 
mittee to prepare a slate of candidates, 
for the election of officers, May 16. 





The Berkshire County Traffic Associa- 
tion, Pittsfield, Mass., will hold its an- 
nual dinner meeting, May 8, at the Wen- 
dell-Sheraton Hotel. The next regular 
dinner meeting will be held, June 12, at 
North Adams, Mass. 

The Traffic Club of Norristown, Pa., 
will hold its next regular meeting, May 
23, at Bungalow Inn, Jeffersonville, Pa. 
On May 11 the members are planning an 
inspection tour of a Luckenbach steamer, 
at pier 84, Philadelph‘a. 





The Junior Traffic Club of Chicago 
held its regular monthly meeting, May 
2, at the Hotel La Salle. C. W. Cannom, 
consultant, Rohrer, Hibler, and Repolgle, 
discussed ‘Psychology as it is Applied 
to Your Personal and Your Business 
Life.” Harry J. Phillips, general freight 
agent, Chicago, North Shore & Milwau- 
kee Railroad, presided. 





The study class committee of the 
Traffic and Transportation Association, 
Pittsburgh, Penna., will hold its annual 
banquet and graduation ceremonies, 
May 8, at the Fort Pitt Hotel. Diplomas 
for the completion of the advanced traf- 
fic I.C.C. law course will be awarded 27 
men, and nine men will be graduated 
from the traffic management course. 
Melvin L. Mollman, Baltimore & Ohio 
Railroad; Mark Kelly, Pittsburgh & 
Lake Erie Railroad; and Albert A. Matt- 
son, commerce counsel, Koppers Co., 
have been the instructors for the classes. 
John B. Keeler, assistant general traffic 
manager, the Koppers Co., will be the 
principal speaker. T. R. Fitzpatrick, 
freight traffic manager, New York Cen: 
tral System, Pittsburgh, will act as 
toastmaster. 





Edna May Collier, Lehigh Valley Rail- 
road, was elected president of the 
Women’s Traffic Club of the New Haven 
Chamber of Commerce at its recent an- 
nual meeting. Other officers elected 
are: Vice-president, Evelyn McMeken, 
Smedley Co.; vice-' president, Loretto 
Plunkett, Hugh Plunkett Co.; secretar- 
ies, Lillian H. Schlegel, and Jessie 
Ardolino, New Haven Chamber of Com- 
merce; and treasurer, P. W. Redfield. 
Directors elected are: Margaret Leahy, 
National Folding Box Co.; Ruth Thomp- 


son, Tomlinson Brothers; Lillian Sluss, 
Sargent & Co.; Margaret Breen, Arthur 
L. Johnson Co.; Ida Levine, Landow Dis- 
tributors; and Margaret Carr, New 
York, New Haven & Hartford Railroad. 


The Traffic Club of Topeka, Kans., 
held its regular monthly meeting, April 
25, at the Union Pacific Cabin. The an- 
nual outing will be held May 23, at 
White Lakes. 








The Los Angeles Transportation Club 
held a luncheon meeting, April 29, at the 
Hotel Biltmore. Robert J. Bauer, na- 
tional president, Better Business Bureau, 
spoke on “Rackets.” William F. Mc- 
Gowan, district freight agent, Southern 
Pacific Co., was chairman of the day. 
On May 4 members of the club toured 
the Los Angeles Harbor by boat. Ar- 
rangements were handled by Lloyd Rob- 
erts, director of public relations, Los 
Angeles Harbor Dept. 





The Traffic Club of Memphis, Tenn., 
held an informal dinner-dance, May 4, 
at the Gayoso Hotel. J. S. Robinson, 
Missouri Pacific Lines, and E. W. Lam- 
bert, Pere Marquette Railroad, were in 
charge of the arrangements. The club 
will hold its annual spring golf tourna- 
ment, May 28, at the Colonial Country 
Club. E. D. Cavette, Illinois Central 
System, is in charge of the arrange- 
ments. 





_The Women’s Traffic & Transporta- 
tion. Club of New Orleans held its an- 
nual bosses’ day luncheon, April 25, at 
the St. Charles Hotel. Lionel G. Ott, 
Commissioner-Elect of Finance, City of 
New Orleans was the guest speaker. 
Catherine C. Cormier pronounced the in- 
vocation, and Winifred A. Talley was 
Mistress of Ceremonies. Lorene S. Slack, 
president of the club, presided. 





The Transportation Club of Saint Paul, 
Minn., held its weekly luncheon meeting, 
April 30, at the Hotel Lowry. Joseph 





Tariff Interpretation 


Indiana. — Question: Will you please 
let us have any information you may 
have regarding the interpretation of cir- 
cle 4, as referred to in Central and 
Southern Motor Freight Tariff Associa- 
— Agent, Tariff No. 1-B, MF-ICC No. 


Our problem is whether or not you 
would apply the exception ratings of 
70% and 55% on rubber or rubber and 
steel combined gaskets from Auburn, In- 
diana to New Orleans, Louisiana. The 
explanation of this reference is shown 
on page 179 of the original tariff and as 
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Robinson, British Consul, St. Paul, was 
the guest speaker. He spoke on “Life in 
the Foreign Service.” 





The. Transportation Club of Seattle 
held a luncheon meeting, April 29, hon- 
oring the city’s transit system. 





The Transportation Club of Decatur, 
Ill., and the Ocean Freight Agents As- 
sociation of Chicago will hold a golf out- 
ing and dinner, May 14, at Scovill Golf 
Course, Decatur, Il. 





The Winston-Salem, N. C. Traffic Club 
will hold a luncheon meeting, May 6, in 
the Reynolds Building. 


The Traffic Club of Kansas City, Mo., 
will hold its first golf and dinner, May 7, 
at the Santa Fe Hills Golf and Country 
Club. 








The Manufacturers’ Association Traffic 
Club of Lancaster, Pa., held its twenty- 
third annual dinner, April 26, at the 
Hotel Brunswick. H. W. Prentis, presi- 
dent, Armstrong Cork Co., was toast- 
master. W. A. Patterson, president, 
United Air Lines, Chicago, spoke on 
“Some Thoughts On the Future of Air 
Transportation.” R. S. Hartman, traffic 
manager, Hamilton Watch Co., retiring 
president of the club, presided. 





The Transportation Club of Spring- 
field, Ill., will hold its next regular 
meeting, May 15, at the Hotel Abraham 
Lincoln. All the living past presidents 
of the club will be feted at this meeting. 





The Fox Valley Traffic Club held its 
regular monthly meeting, April 26, at 
Aurora, Ill. J. Earl Bryan, general chair- 
man, national management committee, 
Annual Perfect Shipping Campaign, was 
the principal speaker. J. J. Hayden, car 
service division, Association of American 
Railroads, spoke on railroad transporta- 
tion conditions and the car supply. G. W. 
Swanson was chairman of the program. 


amended. 

Answer: The ratings to which you re- 
fer are published in Item 12865, as fol- 
lows: 

Washers or Gaskets, viz.: Rubber or 
rubber and steel combined, in bags, bar- 
WEIS Gl ROMES .c.cs'css ca chiateeecs 


Be Ae Mae schon aiaud epsieveita wiete aioe (4) 70 

Vol. Min. Wt. 30,000 Ibs..... (4) 55 

Reference mark (4) referred to, reads 
in Supplement No. 156 as follows: 


Rate basis numbers shown opposite stations 
bearing reference mark (4) will only apply in 
connection with ratings published in ‘‘South- 
ern Classification’? and in connection with 
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SERVING THROUGH SCIENCE 


U.S. ROYAL LOGGER 
for timber hauling 


U.S. ROYAL 


ROAD GRADER 
for road work 


US. ROYAL 
EARTH MOVER 
for carryalls 


U. S. ROYAL CON-TRAK-TOR 
for construction and mining 


U.S. ROYAL FLEETWAY 
for the highway 


yu re- 
s fol- 


er or 
, bar- 


4) 70 
4) 55 
reads 


ations UNITED STATES RUBBER COMPANY 


South- 
— 1230 AVENUE OF THE AMERICAS ROCKEFELLER CENTER NEW YORK 20, N. Y. 
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“Exceptions to the South Classification’’ rat- 
ings published in Items 5 through 13430 of 
tariff, and as amended, bearing reference 
mark (4). 


On page 615 of Central and Southern 
Motor Freight Tariff Association, Agent, 
Tariff No. 1-B, MF-ICC No. 58, we find 
Rate Basis No. 224 as being applicable 
between New Orleans, La. and Butler, 
Ind. (Auburn taking Butler basis). No 
reference marks are published in con- 
nection with these points. It does not 
appear to us the reference mark circle 
4 has been added to these points by sup- 
plement. 

Item 14568-B, as published in Supple- 
ment No. 83, reads as follows: 

This tariff is governed, except as otherwise 
provided herein, by National Motor Freight 
Classification No. 7, (South), MF-ICC No. 14, 
issued by C. F. Jackson, Agent, and by sup- 


plements to or subsequent issues of this pub- 
lication. 


It appears to us that inasmuch as ref- 
erence mark 4 is not shown opposite the 
stations involved in this matter, the ex- 
ception ratings published in Item 12865 
will not apply, but that the provisions of 
Item 14568 apply. 


Notice of Claim—Filing of Claim With 
Delivering Carrier Is Notice to Pre- 
ceding Carrier 


New York.—Question: A claim was 
filed with a connecting line covering a 
shipment which was damaged by the or- 
iginal carrier. The claim was filed with 
the connecting line within the time limit, 
but the connecting line held the claim 
for over a year before turning it over to 
the line who was liable for the damages. 


When an interline holds a claim like this 
for a year or more after the expiration 
of the nine month period, is the initial 
carrier responsible, or is it justified in 
declining the claim to the delivering in- 
terline carrier? 


Answer: Section 20(11) of Part I of 
the act provides that any common car- 
rier delivering said property, so received 
and transported shall be liable to the 
lawful holder of the bill of lading or to 
any party entitled to recover thereon for 
the full actual loss, damage, or injury to 
such property caused by it or by any 
such common carrier to which such 
property may pass within the United 
States when transported on a through 
bill of lading. 


Section 219 of Part II of the act pro- 


‘vides: 


The provisions of section 20(11) and (12) of 
part I of this Act, together with such other 
provisions of such part (including penalties) 
as may be necessary for the enforcement of 
such provisions, shall apply with like force 
and effect as in the case of those persons to 
which such provisions are specifically appli- 
cable. 


Under the decision in Oregon-Wash- 
ington R. & Navigation Co. vs. McGinn, 
34 S. Ct. 332, 258 U. S. 409, a claim can 
be filed with either the delivering or or- 
iginating carrier. The filing with either 
carrier binds the other. 

See, also’Cohen vs. Texas & N. O. R. 
Co., 25 N. E. 2nd 562. 

It seems apparent that under the 
above provisions of the Act, the liability 
of the carriers is joint and several, and 
that recovery could be had against the 
initial carrier. 
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Freight Charges—Liability of Consignee 
for Charges Collected on Prepaid Ship- 
ment 


New Jersey. — Question: Will you 
kindly give me a ruling on the following 
question? I feel that the delivering car- 
rier is required to refund the charges 
that he collected, inasmuch as they were 
collected in error. 

A vendor forwarded a shipment pre- 
paid by motor carrier “A,” who in turn 
gives the shipment to motor carrier ‘“B” 
for delivery. Carrier “B” delivered the 
shipment collect and collected the truck- 
ing charges, his bill on which he deliv- 
ered showing the shipment moving on a 
collect basis. 

We, the consignee, find that the con- 
signor paid “B” to refund the charges 
which they collected. Carrier “B” in- 
forms us that carrier “A” has failed and 
gone out of business. In the meantime, 
carrier “B” paid carrier “A” their por- 
tion of the charges collected from us. 
Carrier “B” claims that under the cir- 
cumstances, they should not be asked to 
refund the charges collected by them. 


Answer: Where goods are accepted 
in an interstate shipment by a carrier on 
a through bill of lading to a point of des- 
tination upon the line of another carrier, 
the initial carrier by reason of its con- 
tract to transport the goods to the point 
of destination, becomes entitled to col- 
lect the legal charges due for the entire 
transportation. In receipting for the 
charges on a through shipment over sev- 
eral lines, the initial or receiving carrier 
acts as the agent for the others and they 
are bound thereby. 

If, as above stated, the initial carrier 
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‘hom how Wm. J. Seibert—now back as General Agent for our 
lines in Cleveland—sums up his career. 


Born in Pittsburgh, Pa.,in 1898, Bill was nineteen when he began 
work in the freight claim department of the Pennsylvania. Then 
came that 1917-18 matter with another William, and Bill joined the 
Infantry for Lesson 1. Somehow, his mind immediately centered on 
his feet, resulting in a determination to fight his next war on wheels! 


And that’s what happened, except that Bill spent the intervening 
years on Lesson 2—first as chief clerk, then as traveling freight agent, 
in our Pittsburgh territory. In 1930, the Louisiana & Arkansas Rail- 
KANSAS MISSOURI way bid successfully for his services and he became general agent for 

that line in Pittsburgh. 


PITTSBURG It appears the KCS had to take over the LG&A to get Bill back. At 
least it came about that way and “Wm. J. Seibert, General Agent,” 
was painted on the Kansas City Southern door in Cleveland, O., in 
September, 1939. 


Now to Lesson 3, and back to Bill’s determination to give his 
“dogs” a break come war again. In January, 1942, while a captain in 
the Reserves, he was called for active duty with the Air Corps as 
Chief, Traffic Section, ATSC, Wichita, Kans., where he directed all 
traffic and transportation in thirteen states—a job that earned him 
the rank of lieutenant colonel. 


After VJ-day, Col. Seibert attended the School of Military Gov- 
ernment at Charlottesville, Va., preparatory to an assignment in 
Japan. But the atomic bomb brought him back to our lines on Jan- 


uary 25, 1946. 


“G m», Re ' And this is a belated but hearty ‘Welcome Home” to you, Bill 
LOUIaRE Seibert, and a “Thank You” to all of your friends... and ours...in 
Loui j 

dh i al Ohio and your native Pennsylvania. 

>) 
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OUR CLEVELAND OFFICE 
1109 Terminal Tower Bldg. 
Tel. Main 2498 
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collected charges on the shipment as the 
agent of the delivering carrier, it is our 
opinion that a further collection of 
charges by the delivering carrier is an 
overcharge which should be refunded by 
that carrier, notwithstandng that it has 
through error paid the initial carrier its 
portion of the charges collected at desti- 
nation from the consignee. 

Tariff Interpretation—Carload vs. Less- 

Than-Carload Shipments 


New York. — Question: A manufac- 
turer desires.to transport his product in 
lots of three to his various dealers, and, 
after considerable research work, finds 
that a 50 ft. 6 in. box car is best adapted 
for this purpose. 

The minimum weight, as prescribed 
under Rule 34, for this size and type car 
is 16,200 pounds, but the gross weight 
of this product in lots of 3, including 
bracing, etc., comes to only about 6,000 
pounds. Consequently, it will be neces- 
sary to pay transportation charges on 
nearly 10,000 pounds balloon weight 
which, in view of the actual shipping 
weight together with the value, is con- 
sidered by him to be excessive. 


Until such time as some readjustment 
in the way of minimum weights can be 
arranged, this manufacturer has decided 
to load out cars as described above on a 
less carload basis, using three sets of 
bills of lading. 

Is this permissible -under existing 
statutes ? 


Answer: The Interstate Commerce 
Commission has, in several cases, held 
that where a shipment is tendered to a 
carrier as a carload shipment, the car- 
load rate at minimum weight must be 
assessed, even though the less-than-car- 









Success for You 


load rate at actual weight makes a lower 
charge. See Passow & Sens vs. C. M. & 
St. P. Ry., 37 I. C. C. 711; Sam Kyle vs. 
M. K. & T. Ry., 42 I. C. C. 335; Colum- 
bian Iron Works vs. Sou. Ry. Co., 45 
I. C. C. 173, and Nevada Department of 
Highways vs. B. & O. R. R. Co., 132 
Ee, @42t. 


In these cases the Commission has dis- 
tinguished a carload shipment from a 
less-than-carload shipment by the man- 
ner in which the shipment is tendered 
to the carrier. 


In Nevada Department of Highways 
vs. B. & O. R. R. Co., 132 I. C. C. 727, the 
Commission held that the complainant’s 
contention for the application of the less- 
than-carload rate and actual weight 
could not be sustained because the der- 
ricks were loaded by the shippers, and 
although the cars were not fully loaded 
were tendered as a carload shipment, 
thus clearly coming within the provisions 
of Section 3 of Rule 15 of the classifica- 
tion. 


See, also, the decisions of the Com- 
mission in Smith & Sons Carpet Co. vs. 
Director-General, 132 I. C. C. 593; At- 
Kins @ Co: vs: B.C. BR. BR. Co., 160 L. C. C. 
178; National Concrete M. F. Corp. vs. 
C. & 0. Ry. Co., 165 LC. C. 185; Belt 
Line Brick Co. vs. I. C. R. R. Co., 168 
I. C. C. 549, and Endicott-Johnson Cor- 
poration vs. D. L. & W., 172 I. C. C. 89. 

Under the decision in Smith & Sons 
Carpet Co. vs. Director General, 132 
I. C. C. 593, unless the carrier can show 
that the facts surrounding the transac- 
tion justified it in considering the ship- 
ment as being tendered as a carload 
shipment, the less -than-carload rate 
must be applied. 
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In T. W. Rosholt Company vs. Cana- 
dian Pacific Ry. Co., 201 I. C. C. 199, the 
Commission held that as the shipper did 
not specifically indicate to the carrier 
that the shipment was a less-than-car- 
load shipment the carload rate was ap- 
plicable thereon. 

In order that the less - than - carload 
rate may be applied, the shipments must 
be tendered as less-than-carload ship- 
ments and not as carload shipments. 
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Quick Service for busy Traffic Managers: when you 
have to move personnel, we take all the details off 
your hands—anytime, anywhere. Call or wire us 
when you need SERVICE! 


MAIN OFFICE: BALTIMORE — BROADWAY 7900 


50 YEARS OF DEPENDABLE SERVICE 
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Fit, amone HEAVY-DUTY LABOR SAVER! 


Commercial users have purchased more heavy-duty Internationals 


« = a = 
—in Traffic Training! 
Slow, painfully-gotten experience going from job to job—while 
the years fly by faster than increases come—is not the best 
way to win the goal you want in the Traffic world! A far bet- 
ter one is thorough, scientific, low-cost training in Traffic Man- 
agement—training collaborated in by 175 of America’s fore- 
most transportation authorities, whose success-methods comc 
to you in ‘‘Problem”’ form that puts you on the Traffic Man- 
ager’s job during training, and qualifies you for such a jol 
afterward. Scores of $3,000—$5,000-$7,500 and even higher- 
salaried traffic executives are today in positions earned through 
LaSalle training. Possibly you can do the same... if you will. 
Get our free 48-page booklet, ‘‘Opportunities in Traffic Man- 
agement’’ as the first step toward success for you. No obliga- 
tion — and it may be right in line with your life’s ambitions. 
Write for this book today. 417 So. Dearborn 


LaSalle Extension University Dept. 595-T 
A CORRESPONDENCE INSTITUTION Chicago 5, Illinois 
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MONARCH 
ONE MAN, 


in the last 15 yearsethan any other make. 


Yes, International is outstanding in truck manufacture —out- 
standing because of the rugged stamina, ease of operation and 
long trouble-free service that Internationals of all sizes and 


carrying capacities deliver. 


So contact International—dealer or branch—whatever your 
truck requirements, for trucks of the power, sizes and carrying 
capacities to make profits on your hauling jobs. 
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INTERNATIONAL HARVESTER COMPANY 
180 N. Michigan Ave. Chicago 1, Illinois 


Motor Truck Division 
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One man can open the most binding, balky, box car 
door with the Monarch Car Door Opener. Get greater $1 7,50 
safety . . . speed loading and unloading schedules EACH 
. . . order an ample supply to fill your needs today! 
Order Now 
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RATE FINDING AND CHECKING 
FOR ONLY 58 CENTS PER WEEK 


Consider the time and ef- 
fort your traffic depart- 
ment expends each week 
in looking through supple- 
ments, comparing rates, 
filing tariffs, and all the 
other steps necessary to 
locating and _ checking 
freight rates. Then add 
to this the fact that you 
may or may not be get- 
ting the most recent 
freight rate changes. 


You will want to check 
your present system with 
that of National Freight 
Rate Service of freight 


rate finding and checking. 
The cost is nominal—only 
58 cents per week—and 
the service is complete. 
It is fast, accurate, and 
easy to use... saving you 
time and money, and giv- 
ing you rate changes, in 
most cases, even before 
they become effective. 


So that you can compare 
the results, we are offer- 
ing you a ten-day free 
service at no cost or ob- 
ligation to you. Write or 
wire today. 


DOWAGIAC, MICHIGAN SAME DAY delivery between many airport 
towns and cities as*far as 1,000 miles apart. 
(Less than 6 hours by air.) Coast-to-coast 


overnight. 


SPECIAL HANDLING — special pick-up and 
delivery (no extra cost) promotes speed of Air 
Express delivery. 

Wiens GOES EVERYWHERE. In addition to 375 air- 


Mwacron | port communities, Air 


P = 
xpress goes by rapi —— 
air-rail schedules to Bessa: 
and from 23,000 other 


points in this country. raat ta ae wie 
Service direct by air to [zs [vas| sss] ias| 2024] 


rates and information. 
EIGHT and from scores of for- {#1 '| 2] «|| 7 

AIRFR | eign countries in the 

B | world’s best planes, giving the world’s best 

service — at lowered cost. 

WRITE TODAY for new Time and Rate Sched- 
ule on Air Express. It contains illuminating facts 
to help you solve many a shipping problem. Air 
Express Division, Railway Express Agency, 230 
Park Avenue, New York 17, N. Y. Or ask for 
it at any Airline or Railway Express office. 


30 Years of Continuous Up-to-the- 
Minute Rate Information 


EVERYWHERE 
ALONG THE WAY 





Call your local 
TWA Office for 








Providing Q Caaith 


TRANSPORTATION 
SERVICE 


ee ee 


MISSOURI 
PACIFIC | 
LINES. / 


GETS THERE -1RST—— 


Phone AIR EXPRESS DIVISION, RAILWAY EXPRESS AGENCY 
Representing the AIRLINES of the United States 








1400 TRAFFIC WORLD 




































Railroads Form Committee on 
Handling Farm Produce 


To consider and meet post-war problems in the transporta- 
tion of the products of agriculture, a joint sub-committee of the 
Freight Claim Division, Association of American Railroads, 
and the American Railway Development Association has been 
recently formed, with the following members: 


For the A. R. D. A.: R. L. Winklepleck, horticultural agent, 
Baltimore & Ohio Railroad, Baltimore; P. R. Farlow, general agricul- 
tural agent, Illinois Central System, Chicago; and H. J. Gramlich, 
general agricultural agent, Chicago & North Western Railway, Chicago. 

For the A. R. R.: L. H. Woodall, assistant to vice-president, Sou- 
thern Railway, Chattanooga; F. G. Love, superintendent of property 
protection, New York Central System, New York City; and Joe Mar- 
shall, special representative, A. R. R., Chicago. 





? “North Western” 
: places at your dispo- 
Ti sal nearly 10,000 miles of 


rail transportation in nine 
mid-western states. 






\ 


SES 
GSS cng and NORTH WESTERN SYSTEM 


PIONEER RAILROAD OF CHICAGO 


In a joint announcement by Lewis Pilcher, secretary of the 
committee on prevention of loss and damage, A.A.R., and O.K. 
Qulivey, secretary-treasurer, A.R.D.A., it was stated that ‘‘the 
first necessary move must be that of bringing all freight claim 
and claim prevention officers and agricultural development of- 
ficers to a full realization of their joint interest in safeguarding 
the products of field and orchard from point of production to 
point of consumption,” adding: 


LYON COVERS 
}e THE WEST COAST 


The various steps which can be taken in this direction on individual 
railroads will unfold when close contact between these two departments 
is established. Informative material will be issued from time to time 
bearing on this feature. It is felt that great advantage will accrue if 
an agricultural development officer was appointed to the prevention 


committee of each territorial claim conference. 
If the consignment is to any 


point in California, Oregon 
or Washington,specify Lyon. 
Offices in San Diego, Los 
Angeles, Fresno, Sacramen- 
to, San Francisco, Portland, 
Tacoma, Seattle. Member of 
AWA, NFWA, Allied Vans. 


1946 Watermelon Movement 


The sub-committee contemplates meetings to discuss the 
coming 1946 watermelon movement, upon which a leaflet has 
already been published. 

The leaflet states that transit damage to honeydew, casabe 
and Persian melons is the highest item in the perishable list, 
amounting to $46.84 per car originated in 1944. 

“There are 28 items in the products of farm and orchard 


which require study to enable safe transportation,” it is stated, 
continuing: 








Watermelons are in great demand, 34,000 cars were shipped in 1944 
and the claim bill was $19.43 on every car. . . . Recently a pad has been 
developed for use in protecting one melon from the other. Not many 
shippers are as yet availing themselves of this safety feature. The 
effort will be to show that more returns are received from a well 


loaded car of good melons than from a ragged diseased load of mis- 
shapen melons. 


Build | Plant mae ee o 


TN LALA | a. 
South BEGINS. 


The sub-committee hopes to place improved methods of 


handling and loading agricultural commodities before all ship- 
pers. 


N. W. Shippers Advisory Board 
Hears Dietrich on Claim Prevention 


The railroads came out of the First World War with a loss 
and damage situation even worse than the present one, but 
efforts to remedy the situation after 1920 were successful be- 
yond the most optimistic hopes, stated C. H. Dietrich, of 
Chicago, executive vice-chairman of the Freight Claim Division, 
Association of American Railroads, at the April 25 meeting of 
the Northwest Shippers Advisory Board, at Aberdeen, S. D. 

Loss and damage to freight amounted to $119,000,000 in 
the peak year of 1920, but within the next five years this 
account was reduced to $36,900,000, said Mr. Dietrich, adding, 
‘I believe we are justified under these circumstances in devel- 
oping our prevention activities at this time along lines similar 
to those employed during the early 1920’s, and adding such 
improvements as have been developed during the past few 
years.” 

While 70 per cent of all loss and damage was paid on 
carload freight, ‘“‘the less carload patrons are more numerous 
and loss and damage to this type of freight is apparently more 
irritating,” said the speaker, adding: 


It is interesting to note that a relatively small number of com- 
modity groups constitutes a substantial proportion of the entire account. 
Seven commodity groups alone account for 68.3 per cent of the entire 
carload loss and damage. The same situation prevails with respect to 
the causes chiefly responsible for loss and damage. The three causes 
listed as ‘‘unlocated damage,’’ ‘‘improper handling of trains,’’ and 
‘concealed damage’’ represent 69.6 per cent of the entire account. If 
all prevention efforts were concentrated on seven commodity groups 
and three principal causes, we would be working on all excepting 30.4 
percent of our loss and damage problem. 


RICHMON] 
FREDERICKSBURG 
ANO POTOMAC RAILROAD 
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While crediting the good work of the Freight Claim Divi- 
sion, and of the shippers advisory boards, Mr. Dietrich said that, 
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from his point of view, “the work of the individual prevention 
organization on each of our railroads will prove all important. 
These trained men are in daily contact with the problems local 
to their own railroads, and if these organizations are expanded 
and strengthened sufficiently to cover the ground adequately, 
I am confident they will succeed in their objective.” 


Pittsburgh Traffic Club Hears 
Metzman on Railroad Progress 


Support for the Bulwinkle bill and for a transportation | 
policy that will require people who use publicly owned trans- | 
portation facilities to pay “fair user charges” and “a fair share | 
of taxes” was urged by Gustav Metzman, president of the New 
York Central System, before the annual dinner of the Traffic 
Club of Pittsburgh, April 30, at the William Penn Hotel. 

Since V-J day, said Mr. Metzman, American railroads have 

placed orders for the construction of more than 2,000 passenger 
train cars of the latest design, and, on April 1, had placed orders 
for more than 42,000 freight cars, including many improved 
types. 
He said that the locomotive development committee, a co- 
operative enterprise sponsored by six railroads and three coal 
companies, is making stationary tests of a gas turbine loco- 
motive that burns coal as its basic fuel, and that the next step 
will be to build a test locomotive for road service. 

Welcoming enactment of the Boren land grant bill into law, 
Mr. Metzman said that by October 1, when the law takes effect, 
the value of land grant rate reductions will have reached 
$1,270,000,000, compared with the value of the early lands 
granted the railroads, estimated at approximately $130,000,000. 

































In urging shippers to make themselves heard on the Bul- 
winkle bill, Mr. Metzman said: 

Perhaps there has been some misunderstanding about one feature. 
The Bulwinkle bill does not relax—on the contrary it increases—gov- 
ernment control and regulation of railroads. It does not give the rail- 
roads blanket authority to ignore the anti-trust laws or to make joint 
agreements among themselves. It does provide that those agreements 
must be submitted to the Commission, which is to approve them only 
if they are in furtherance of the national transportation policy declared 
by Congress. 


J. A. Cochrane was chairman of the club’s annual dinner 
committee. Charles F. McBride, president, presided, and Joseph 


H. Carter, president of the Pittsburgh Steel Co., was toast- 
master. 















N. Y. WAREHOUSEMEN TO MEET 


The New York State Warehousemen’s Association will hold 
its annual convention, June 12 to 16, at the Fort William Henry 
Hotel, Lake George, N. Y. Emory R. Roraback is president of 
the association. 







GENERAL BOX WIREBOUND CRATE 


The General Box Co. of Chicago is now supplying wirebound 
crates for packing 30-gallon water heaters, the new crate being 
lighter than the container formerly used and providing ample 
protection, according to the company. Special blocks at the top 
and bottom hold the unit secure in transit. The heater is cov- 
ered by a heavy kraft bag. The wrap-around portion of the 
wirebound crate is reinforced by crossed diagonal slats. 











‘TIMKEN TESTING NEW BEARINGS 


A new method for making bearings metallurgically and 
geometrically more perfect is being tested by the Timken Roller 
Bearing Co., in a pilot plant at Zoarville, Ohio, before it is 
adopted on a factory-wide basis. The process, a project of 
Timken’s division of development and research, has been tested 
in the miniature plant for the past year. 




































B. & 0. ARRANGEMENTS AT DETROIT 


Beginning April 28, Baltimore & Ohio passenger trains be- 
tween Detroit and points east will use the Michigan Central 
Station in Detroit as their terminal, and will operate over the 
line of the New York Central Railroad between Detroit and 
Toledo, connecting with the main line of the B. & O. at that 
point. The change will result in improved service and shorter 
running time, B. & O. officials said. 






REYNOLD’S CRATE FOR CITRUS FRUIT 


A new aluminum field crate, manufactured by Reynolds 
Metals Co., Louisville, Ky., is being demonstrated to citrus 
growers by Thomas O. Palmer, head of the company’s container 
division. Said to be far superior to anything previously used, 
the crate is light in weight, can be held in one hand, and tossed 
about like a baseball—yet it is strong and durable. Weighing 
ten pounds less than the standard wooden field crate now in 
use, it would enable shippers to load approximately ten per 
cent more citrus products, hauling from field to packinghouse. 
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NOTE—Items in the docket marked with an asterisk (*) have been added since the last issue 
of THE TRAFFIC WORLD. New assignments now on the Commission's docket of dates later 
than herein shown will not bear asterisks when they do appear. Current cancellations and 


postponements announced too late to show the change in this docket will be noted else 
where. 


May 6—Birmingham, Ala.—Thomas Jefferson 
Hotel—Examiner Angle: 

MC 11207, Sub. 54—Deaton Truck Line, Inc., 
Birmingham, Ala., common carrier appli- 
cation. 

May 6—Chattanooga, Tenn. —U. S. Ct.—Jt. 
Bd. 238: 

MC 106493—National Mountain Tours, Inc., 
Chattanooga, Tenn., common carrier ap- 
plication. 

May 6—Chicago, IIl.—Sherman Hotel—Jt. Bd. 
149: 


MC 42487, Sub. 140—Consolidated Freight- 
ways, Inc., Portland, Ore., common car- 
rier application. 

May 6—Grand Island, Nebr.—City Municipal 
Bldg.—Jt. Bd. 253: 

MC 41274, Sub 6— Nielsen and Petersen, 
Grand Island, Nebr., common carrier ap- 
plication. 

May - cata Island, Neb.—U. S. Ct.—Jt. Bd. 
1 . 


MC C-526—H. Preisendorf, 
permit. 
May 2 oremate, Ss. C.—U. S. Ct.—Jt. Bd. 
Eur: 
MC 61598, Sub. 27—Smoky Mountain Stages, 
Inc., Asheville, N. C. 
May ' Prieanaaeaie Ss. C.—U. S. Ct.—Jt. Bd. 
k . 


MC 61598, Sub. 29—Smoky Mountain Stages. 
Inc., Asheville, N. C. 
sand” reaenelie ind.—U. S. P. O.—Jt. 
1: 


MC 103653, Sub. 1—Vincennes Air Field Bus 
Line, Vincennes, Ind., common carrier 
application. 

ca © “nanan Ind.—U. S. P. O.—Jt. 


MC 59625, Sub. 4—Delaware Trucking Co., 
Inc., Muncie, Ind. 
ind.—U. S. P. O.—Ex- 


May 6—Indianapolis, 
aminer Jackson: 

MC 1187, Sub. 5—Cushman Motor Delivery 
Co., Chicago, Ill., common carrier appli- 
cation. 

May 6—Los Angeles, Calif.—Fed. Bldg.—Ex- 
aminer Stiles: . 
28873—Andrews Hardware & Metal Co. vs. 
Calmar Steamship Corp. et al. 
29389—Arch Rib Truss Co. vs. A., T. & S. F. 


May 6—New York, N. Y.—641 Washington St. 
—Examiner Simms: 

MC 16682, Sub. 23—Mural Trucking Service, 
New York, N. Y., common carrier appli- 
cation. : 

May 6—Oklahoma City, Okla.—Fed. Bldg.— 
Examiner Masoner: 

MC 58604, Sub. 1 EX—H. D. Francis, Elk 
City, Okla., certificate of exemption. 
May 6—Omaha, Nebr.—Hotel Fontenelle—Ex- 

aminer Cave: 

MC 12315— Knowles Storage and Moving 
Co., Omaha, Nebr. 

May 6—Raleigh, N. C.—Sir Walter Hotel— 
Examiner Cox: 

MC F-3116—M. C. Garner, 

tion), R. F. Fields. 


revocation of 


purchase (por- 


ae % “ene Va.—Hotel Richmond—Jt. 

MC 30772, Sub. 19—Atlantic States Motor 
Lines, -Inc., High Point, N. C., common 
carrier application. 

May 6—San Francisco, Calif.—P. O. Bldg.— 
Jt.. Bd. 78: 

MC 75812, Sub. 43— Lang Transportation 
Corp., Vernon, Calif., common carrier ap- 
plication. 

May 6—St. Paul, Minn.—State Comm.—Ex- 
aminer Proudley: 

MC 106552—J. G. Jackson, Waseca, Minn., 
common carrier application. 

May 6—Sioux Falls, S. D.—U. S. Ct.—Exam- 
iner Dunn: 

* MC 102952, Sub. 11—W. R. Buetow, Sioux 
Falls, S. D., common carrier application. 

May 6—Tomahawk, Wis.—Fed. Bldg.—Public 
Service Comm. of Wis.: 

Finance 15137 — Application of Marinette, 
Tomahawk & Western for a certificate 
permitting abandonment of line extending 
from King to Harrison, Lincoln County, 


is. 
May 6—Washington, D. C.—Division 2: 


* Ex Parte 162—Increased railway rates, 
fares and charges 1946. 
* Ex Parte 148—Increased railway rates, 


fares and charges 1942. 
May 6—Washington, D. C.—Examiner Weems: 
1. & S. 5374 and ist supplement—Smoke flue 
cleaning compounds, transcontinental. 
May 6—Wilmington, Del.—U. S. Ct.—Exam- 
iner Freidson: 

MC 7213, Sub. 6—L. C. Newton, Bridgeville, 
Del., common carrier application. 

May_ 6—York, Pa.—Fed. Bldg. — Examiner 
Cosby: 

MC 106540, Sub. 2—John M. Rusisill & Sons, 
Seven Valleys, Pa., common carrier ap- 
plication. 

May 7—Boston, Mass.—P. O. Bldg.—Exam- 
iner Bennett: 


* ~ 81849 Sub. 7—Shoe City Express Co., 
ne. 

May 7—Buffalo, N. Y.—Hotel Buffalo—Ex- 
aminer Myers: 

MC 1096, Sub. 1—Canada Coach Lines, Ltd., 
Hamilton, Ontario, Canada, common car- 
rier application. 

MC 30787, Sub. 1—Niagara Scenic Bus Lines, 
Inc., Niagara Falls, N. Y., common car- 
rier application. 

May 7—Fort Worth, Tex.—Hotel Texas—Ex- 
aminer Borroughs: 

MC 24670, Sub. 1—Central Forwarding, Inc.. 
Waco, Tex.. common carrier application. 

May 7—Harrisburg, Pa.—State Comm.—Ex- 
aminer Cosby: 

MC 105811, Sub. 3—Spring Garden Brick & 
Clay Products Co., York, Pa., contract 
carrier application. 

May 7—Indianapolis, Ind.—U. S. P. O.—Ex- 
aminer Jackson: 

MC 105045, Sub. 1—R. L. Jeffries Trucking 
Co., Evansville, Ind., common carrier ap- 
plication. 


to many points. 


More speed for folks and freight! 
Helps you hurry reconversion. 
Write or phone your Frisco repre- 
sentative for new faster schedules 


GREAT THINGS ARE 
HAPPENING ON THE FRISCO 


TRAFFIC WORLD 


May 7—Los Angeles, Calif.—Fed. Bldg.—Ex- 
aminer Stiles: 


FF-81, Sub. 1—Western Freight Associla- 
tion, extension, commodities generally 
eastbound. 


May 7—New York, N. Y.—641 Washington 
St.—Examiner Simms: 

MC 65991, Sub. 1—World Wide Carriers, 
Inc., New York, N. Y., common carrier 
application. 

May 7—Omaha, Nebr.— Hotel Fontenelle— 
Examiner Cave: 

MC 106428— Loyd Bros., Blanchard, Ia., 
common carrier application. 

May 7—Philadelphia, Pa.—U. S. Ct.—Exam- 
iner Freidson: 

MC 91811, Sub. 4—M. K. Morris, Philadel- 
phia, Pa., contract carrier application. 
May 7—Pittsburgh, Pa.—Roosevelt Hotel— 

Jt. Ba. 65: 

MC 11669, Sub. 2—North Braddock Motor 
Lines, North Braddock, Pa., common car- 
rier application. 

May 7—St. Paul, Minn. — State Comm.—Jt. 
4 . 


MC 105375, Sub. 2—J. W. Dahlen, Minne- 

apolis, Minn., common carrier application. 

May 7—San Francisco, Calif.—P. O. Bldg.— 
Jt. Bd. 75: 

MC 78786, Sub. 158—Pacific Motor Trucking 
Co., San Francisco, Calif., common car- 
rier application. 

May 7—Scottsbluff, Nebr.—Fed. Bldg.—Exam- 
iner Garofalo: 

MC 106578—G. Earl, Chadron, Nebr., com- 
mon carrier application. 

May — Falls, S. D.—U. S. Ct.—Jt. Bd. 
1 . 


MC 44790, Sub. 9—Maughan Co., Moorhead, 
Minn. 
May 7—Washington, D. C.—Examiner Bern- 


ard: 

Finance 14636—Georgia, Florida & Alabama 
R. R., reorganization. 

May 7—Wichita, Kan.—Broadview Hotel—Ex- 
aminer Masoner: 

MC 4405, Sub. 147—Dealers Transport Co., 
Chicago, Ill., common carrier application. 

May 8—Buffalo, N. Y.—Hotel Buffalo—Exam- 
iner Myers: 

MC 106517—Lockport Bus Lines, Inc., Lock- 
port, N. Y., common carrier application. 

MC 106249, Sub. 1—L. E. Foote, Portville, 
N. Y., contract carrier application. 

May 8—Charleston, S. C.—U. S. Ct.—Exam- 
. iner Cox: 

MC F-3105—Sanders Truck Transportation 
Co., Inc., purchase (portion), Hughes 
Transportation, Inc. 

May 8—Columbus, O.—P. O. Bldg.—Examiner 
Cosby: 

MC 38951, Sub. 6—Oyler Bros., Canton, O., 
common carrier application. 

MC 89706, Sub. 6—Motorway Corp., Colum- 
bus, O., contract carrier application. 

aes 1 cae Miss.—Hotel Markham—Jt. 


MC 3009, Sub. 6—West Brothers Motor Ex- 
press Co., Laurel, Miss., common carrier 
application. 

May 8—Houston, Tex. — Ben Milam Hotel— 
Examiner Borroughs: 
MC 106441—Gulf Coast Auto Transport, 
nee. Tex., common carrier applica- 
on. 
May 8—Los Angeles, Calif.—Fed. Bldg.—Ex- 
aminer Stiles: 

29456—-Pillsbury Mills, Inc., vs. So. Pac. 

May 8—Mobile, Ala.—Cawthon Hotel—Exam- 
iner Angle: 

MC 11207, Sub. 54—Deaton Truck Lines, 
Inc., Birmingham, Ala., common carrier 
application. 

May ae a N. Y.—641 Washington St. 

MC 106948—Kay’s Highway Line, Brooklyn, 
N. Y., common carrier application. 
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May 8—North Platte, Nebr.—Fed. Bldg.—Jt. 
Bd. 44: 


MC 105964, Sub. 3—Western Nebraska 
Transport Service, Scottsbluff, Nebr., 
common carrier application. 

May 8—Philadelphia, Pa.—U. S. Ct.—Exam- 
iner Freidson: 

MC 82205, Sub. 2—V. A. Huber, Williams- 
town, N. J., common carrier application. 

MC 106443—C. Harker, Bridgeton, N. : 
common carrier application. 

a Va.—Hotel Richmond—ZJt. 


MC 106617—Venable Motor Carrier, Kilmar- 
nock, Va., common carrier application. 
may, oot. Paul, Minn.—State Comm.—Jt. Bd. 


MC 105503—Schirmer Transportation Co., 
Inc., St. Paul, Minn. 

May 8—San Francisco, Calif.—P. O. Bldg.— 
Jt.. Ba. TS: 

MC 89037, Sub. 1—West Coast Bus Lines, 
Ltd., San Francisco, Calif., common car- 
rier application. 

as © “meee Nebr. — Fed. Blidg.—Jt. 


MC 58568, Sub. 1—H. G. Reynolds, Bayard, 
Nebr., common carrier application. 

May 8—Seattle, Wash.—Olympic Hotel—Ex- 
aminer Cheseldine: 

MC 88433, Sub. 6—Dependable Auto Trans- 
port Co., Inc., Seattle, Wash., common 
carrier application. 

May 8—Sioux Falls, S. D.—U. S. Ct.—Exam- 
iner Dunn: 

MC 104567, Sub. 1—Heitman Transportation 
Co., Madison, S. D., common carrier ap- 
plication. 

May 8—Topeka, Kan.—State Comm.—Jt. Bd. 
52: 


MC 52346, Sub. 4—St. Joseph & Concordia 
Truck Line, Marysville, Kan., common 
carrier application. 

MC 70451, Sub. 49—Watson Bros. Trans- 
portation Co., Inc., Omaha, Nebr., com- 
mon carrier application. 

May 8—Washington, D. C.—Examiner Weems: 

29398—U. S. Commercial Co. vs. Aberdeen 
& Rockfish et al. 

29336—U. S. Commercial Co. vs. Alton et al. 

on ¢ “am Wyo. — State Comm.—Jt. 
d. 198: 

MC 104159, Sub. 2—C. Acheson, Cheyenne, 
Wyo., common carrier application. 

May oe ii!1.—Sherman Hotel—Jt. Bd. 
135: 


MC 59685, Sub. 8—Distributor Service Co., 

Chicago, Ill., contract carrier application. 

May a li!.—Sherman Hotel—Jt. Bd. 
1 


MC 82330, Sub. 9—Austin Truck Service, 
= aaa Ill., common carrier applica- 
tion. 

May 9—Columbus, O.—N. P. O. Bldg.—Exam- 
iner Cosby: 

MC 106637—G. Pence, Waynesville, O., com- 
mon carrier application. 

May 9—Evansville, Ind.—U. S. Ct.—Examiner 
Clifford: 

MC F-3075—R. A. Friedle, control, Geiger 

Transfer & Storage Co., Inc. 
May _ 9—Gulfport, Miss.—Hotel Markham— 
Examiner Peterson: 

MC 106610—Coast Cities Transfer Co., Gulf- 

port, Miss., common carrier application. 


May 9—Houston, Tex.—Ben Milam Hotel—ZJt. 
Bd. 32: 


MC 77143, Sub. 6—A. G. Perry & Son, Luf- 
kin, Tex., common carrier application. 
May 9—Los Angeles, Calif.—Fed Bldg.—Ex- 

aminer Stiles: 

29453—-M. H. Miller, National Legislative 
Representative, Brotherhood of {lroad 
Trainmen vs. Western Pacific et al. 


May 9—Miami, Fla.—Dade County Ct. House 

—Examiner Rice: 

29337—-Peoples Drug Stores, Inc., vs. Sea- 
board Air Line Ry. et al. 

29356—-McKesson & Robbins, Inc., vs. Flori- 
da East Coast Ry. et al. 

29399—Double Protection Awning Co. et al. 
vs. Florida East Coast Ry. et al. 


ay, D--SeEn, Pa.—U. S. Ct.—Jt. Bd. 


MC 71436, Sub. 6—Short Line, Inc., West 
Chester, Pa., common carrier application. 


ng Sens Pa.—U. S. Ct.—Jt. Bd. 


MC 84444, Sub. 2—McCormick’s Express, 
gaan N. J., contract carrier applica- 
ion. 


ae” ee Va.—Hotel Richmond—ZJt. 


MC 102976, Sub. 5—A. B. Hopkins, Jr., Co- 
— N. C., common carrier applica- 
ion. 


oy 3-o. Paul, Minn. — State Comm.—ZIJt. 
MC 14345, Sub. 1—F. Chisholm, Amery, 
Wis., common carrier application. 
May 9—St. Paul, Minn.—State Comm.—Exam- 
iner Proudley: 
MC 105007, Sub. 6—R. Matson, Hayward, 
Minn., common carrier application. 


May 9—Seattle, Wash.—U. S. Ct.—Jt. Bd. 80: 

MC 47842, Sub. 5—Hood Canal Auto Freight, 

a Wash., common carrier applica- 
on. 

MC 52582, Sub. 3—Burien-Des Moines Auto 
Freight, Kent, Wash., common carrier ap- 
plication. 

— Falls, S. D.—U. S. Ct.—Jt. Bd. 


MC 88681, Sub. 2—Velder Line, Bonesteel, 
S. D., common carrier application. 
May 9—Syracuse, N. Y.—U. S. Ct.—Examiner 
Myers: 
MC 54744, Sub. 17—Clarke Motor Express, 
re. Pa., common carrier applica- 
on. 
May 9—Washington, D. C.—Examiner Colfer: 
MC FC-20351—Harrisonburg Motor Express, 
——— (portion), Stearn’s Trucking 
May 9—Washington, D. C.—Examiner Colfer: 
MC FC-20350—Stearn’s Trucking Line, Har- 
risonburg, Va., purchase portion Harri- 
awe Motor Express, Harrisonburg, 


a. 
May 10—Albany, N. Y.—Fed. Bldg.—Exam- 
iner Myers: 


MC 2835, Sub. 16—Adirondack Transit Lines, 
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Inc., Kingston, N. Y., common carrier ap- 
plication. 

MC 58755, Sub. 1—H. N. Cartell, Dolgeville, 
N. Y., common carrier application. 

MC 105060, Sub. 1—V. L. Shultis, Bears- 
ville, N. Y., common carrier application. 

May 10—Chicago, Ill.—Sherman Hotel—Ex- 
aminer Hanback: 

MC 47619, Sub. 6—Iowa-Nebraska Transpor- 
tation Co., Inec., Chicago, Ill., common 
carrier application. 

MC 106594—S. Kirkpatrick, Harvard, IIl., 
common carrier application. 

May 10—Dayton, O.—Van Cleve Hotel—Jt. 
Bd. 117: 

MC 106592—Middletown-Oxford Coach Line, 

Oxford, O., common carrier application. 
May 10—Fargo, N. D.—U. S. Ct.—Jt. Bd. 24: 

MC 106568—E. De Jong, Moorhead, Minn., 
common carrier application. 

May 10—Greenville, S. C.—U. S. Ct.—Exam- 
iner Yardley: 

MC 30772, Sub. 16—Atlantic States Motor 
Lines, Inc., High Point, N. C., common 
earrier application. 








YOU'RE STILL THE BOSS— 


ti 





Right from the moment you specify 
P. & P. U. Ry. at Peoria, Illinois, you’re 


wish is our command. Our operating for- 


mula in performing the all-important interchange func- 


tion in freight transportation has been, since we first 


moved a car more than sixty-five years ago, to serve you 


first and always with the most efficient and courteous 


service. 


Despite over-burdened facilities during the war years 
and the subsequent reconversion period, we at 
P. & P. U. Ry. have conStantly striven to place your 
problems utmost in our minds. And, that’s the way it 
shall be in the years to come. Our facilities are at your 
disposal . . . to help you lick the growing demands of 
getting your products quickly to market. You’re still 
the boss at the P. & P. U. Ry. 





Peoria and Pekin Union Railway Co. 
E. F. Stock, Traffic Manager—Union Station, Peoria, III. 


SWITCHING SERVICE BETWEEN 


Alton Railroad 

Chicago & Illinois Midland Ry. 

Chicago & Northwestern Ry. 

Illinois Central Raliroad 

New York Central System 

New York, Chicago & St. Louis Rallroad 
Pennsylvania Rallroad 

Peeria and Pekin Union Ry. 


Atchison, Topeka & Santa Fe Ry. 
Chicago, Burlington & Quincey RR. 
Chicago, Rock Island and Pacific Ry. 
Iinois Terminal RR. 

Infand Waterways Corp. 

Minneapolis & St. Louls RR. 

Peorla Terminal Railroad 

Toledo, Peoria & Western RR. 





"One of America's Railroads — All Looking Ahead and Going Ahead." 








































UNITED’S 
AIR FREIGHT 
SERVICE 


Fast » Pickup & Delivery 
Low Cost 
Intercity and Coast to Coast 


UNITED AIR LINES 





SERVICE-WISE SHIPPERS 


GREY VAN 


LONG-DISTANCE 


MOVIN 


SERVICE 








Ve 


See your classified directory for 
local branch or agent 





SHIPMENTS 


Direct service to Houston, 
Texas City, Galveston. 
Connections to 
tidewater ports 
East and 

West. 





ROCK ISLAND LINES 


THE ROAD OF PLANNED PROGRESS 










May 10—Houston, Tex.—Ben Milam Hotel— 
Jt. Bd. 32: 

MC 15885, Sub. 5—L. Jones, Houston, Tex., 
common carrier application. 

May 10— Indianapolis, Ind.—U. S. P. O0.— 
Jt. Bd. 72: 

MC 25567, Sub. 15—Hancock Truck Lines, 
Inc., Evansville, Ind., common carrier ap- 
plication. 

May 10—Indianapolis, Ind.—U. S. P. O.—Ex- 
aminer Jackson: 

MC 104323, Sub. 1—E. S. Winegardner, Lo- 
gansport, Ind., contract carrier applica- 
tion. 

May 10—Kansas City, Mo.—Hotel Pickwick— 
Examiner Masoner: 

MC 106553— Auto Transports, Inc., Okla- 
homa City, Okla., contract carrier appli- 
cation. 

May 10—Los Angeles, Calif.—Fed. Bldg.—Ex- 
aminer Stiles: 

FF-164—Arrow Marine Forwarders, freight 
forwarder application. 

ae a he City, la.—Hanford Hotel—Jt. 

MC 19778, Sub. 14—Chicago, Milwaukee, St. 
Paul and Pacific R. R. Co., Chicago, II1., 
common carrier application. 

May 10—Mobile, Ala.—Cawthon Hotel—Ex- 
aminer Angle: 

MC 59523, Sub. 22—Abb’s Transfer & Serv- 
ice Co.. Ine., Mobile, Ala., common car- 
rier application. 

ae, Se Pa.—U. S. Ct.—Jt. Bd. 


MC 265, Sub. 12—Quaker City Bus Co., Cam- 
den, N. J., common carrier application. 

* MC 265, Sub. 12—Quaker City Bus Co., 

— N. J., common carrier applica- 


May. 10—Philadelphia, Pa.—U. S. Ct.—Jt. Bd. 


MC 106570—Loburak & Todorow, Lansdale, 
Pa., common carrier application. 
May, 10—Raleigh, N. C.—Sir Walter Hotel— 


MC 102100, Sub. 5—Silver Fox Line, Rox- 
boro, N. C., common carrier application. 
wes  Saermeee Neb.—Fed. Bldg.—Jt. Bd. 


MC 89612, Sub. 6—Dowd Transport Serv- 
ice, Harrison, Neb., common carrier ap- 
plication. 

May 10—Seattle, Wash.—U. S. Ct.—Jt. Bd. 45: 

MC 79690, Sub. 6—South Bay Motor Freight 
Co., Inc., Seattle, Wash., common car- 
rier application. 

May 10—Seattle, Wash.—U. S. Ct.—Jt. Bd. 80: 

MC 104576, Sub. 1—R. V. Moore, La Con- 
ner, Wash., common carrier application. 

May 10—Tallahassee, Fla. — State Comm.— 
Examiner Cox: 
MC F-3128—Modern Finance Corp., 


control; 
—— Stages, Inc., 
W. Lee 


purchase (portion), 


ae ‘eoineny, N. Y.—Fed. Bldg.—Exam- 
iner Myers: 

* MC 106498—L. K. Skipworth, Newburgh, 
N. Y., common carrier application. 

May 13—Atlanta, Ga.—Atlanta Biltmore Hotel 
re ye Rice: 
. & S. 5366—Stone, L. C. L. within and to 
"WwW. T. L. territory. 


May 13—Baltimore, Md.—Association of Com- 
merce—Examiner Alvord: 

MC F-3121—Tidewater Express Lines, Inc., 
purchase (portion), Elliott Brothers 
Trucking Co., Inc., and C. E. Houff. 

MC F-3127—Chesapeake Motor Lines, Inc., 
lease, Capitol Motor Lines, Inc. 


May 13—Columbia. S. C.—Wade Hampton Ho- 
tel—Jt. Bd. 177: 

MC 1504, Sub. 69 — Atlantic 
Corp., Charleston, W. Va., 
rier application. 

May 13—Denver, Colo.—Argonaut Hotel—Ex- 
aminer Clifford: 

MC F-3117—E. V. Sen. purchase (por- 
tion), F. W. Miller. 

May 13 Denver, Colo.—Argonaut Hotel—Jt. 

MC 93470, Sub. 2—Wolbach and Blacker, St. 
— Kan., common carrier applica- 

on. 
May 13—Denver, Colo.—Argonaut Hotel—Ex- 
aminer Garofalo: 

MC 106562, Sub. 2—Bowers & Son, Denver, 
Colo., contract carrier application. 

May 13—Houston, Tex.—Ben Milam Hotel— 
Examiner Borroughs: 
MC 32528, Sub. 18—Union City Transfer, 
Beaumont, Tex., certificate to extend op- 
erations. 
May k ee Ss. D.—Marvin Hughitt Hotel 
MC 103846. Sub. 2—R. D. Shoemaker, Carth- 
age, S. D., common carrier application. 
May 13—Indianapolis, Ind.—U. S. Ct. House 
& P. O. Bidg.—Jt. Bd. 72: 

* MC 10761. Sub. 17—Transamerican Freight 
Lines, Inc., Detroit, Mich., common car- 
rier application. 


May oe Miss.—Robert E. Lee Hotel 


—Jt. Bd 
* MC 58829, Sub. 1—R. W. Wood Trucking 
Miss., common carrier ap- 


Greyhound 
common car- 


Co., Natchez, 
plication. 








May 13—Kansas City, Mo.—Hotel Pickwick~ 
Examiner Masoner: 

* MC 8582, Sub. 1—W. H. Green & Sons, 
Clearmont, Mo. 

* MC 66554, ‘Sub. 2—Parker Transfer Co., 
Kansas ‘City, Kan., contract carrier ap- 
plication. 

May 13—Los Angeles, Calif.—Fed. Bldg.—Ex.- 
aminer Stiles: 

ar te =e Corp. et al. vs, 
As SF. OS. 2 al. 
ates <n ) Rag la.—Hanford Hotel—JIt, 
MC 106383—V. . Rapp, Northwood, Ia., 
contract carrier application. 

May 13—New Orleans, La.—Jung Hotel—Ex- 

aminer Angle: 
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MC 77951, Sub. 1—Federal Transportation 
Ca., Houston. Tex., common carrier ap- venl 
plication. merchan 

May 13—New York, N. Y.—641 Washington the pri 
St.—Examiner Freidson: 

* MC 9876, Sub. 11—National Transportation § country. 
Co., Bridgeport, Conn., common carrier Admis 
application. K 

May 13—New York, N. Y.—641 Washington indicates 
St.—Examiner Simms: 

* MC 64930, Sub. 6—Rockland Express, Nyack,— 1. The 

Y., common carrier application. tha 

May 13—St. Louis, Mo.—Mark Twain Hotel— lar 
Jt. Bd. 243: 

MC 15318, Sub. 22—Kimbel Lines, Inc., Cape 2. The 
Girardeau, Mo., common carrier applica- 5 
tion. pre 

May 13—St. Louis, Mo.—Mark Twain Hotel— tior 
at. Ba. Im: 

MC 66562, Sub. 729— Railway Express 3. The 
Agency, Inc., New York, N. Y., common inv 
— —. * Hotel Pi 

May an ntonio, ex —Hote aza— 
Examiner Cox: While 

MC F-3076—G. L. Mann et al., lease, J.§ been ta 
Amberson. and ott 

ae Wash.—Olympic Hotel—ZJt. 

* MC 68618, Sub. 7—Los Angeles-Seattle Mo- 
tor Express, Inc., Seattle, Wash., common 
carrier application. 

May 13—Traverse City, Mich.—County Ct. ¢ 
House—Jt. Bd. 76: 

* MC 66562, Sub. 735—Railway Expres; Sectand 
Agency, Inc., New York, N. ¥., commor wi 
carrier application. cu 

May , 13—Washington, D. C.—Examiner Metrop 

rown: 

W-911—H. E. Savage, Jr., application. sOvertan 

7. eee, D. C.—Examiner Naf-— Westla: 
alin: 

MC-C-409—Glenn L. Martin Co. vs. W. T.B Howarc 
Cowan, Inc. SAI 

on ame, Ss. C.—U. s. Ct.—Jt. Bd. San Fr 

MC 52953, Sub. 5—E. T. & W. N. C. Trans- 
portation Co., Johnson City, Tenn., com- 
mon carrier application. 

May 14—Harrisburg, Pa.—State Comm.—Ex-§ The W 
aminer Alvord: I 

MC F-3073—A. L. Buch et al., purchase, DIST 
C. J. Godfrey. Vv 

May 14—Indianapolis, Ind.—U. S. Ct. House § Termir 
& P. O. Bldg.—Jt. Bd. 72: 

* MC 1502, Sub. 60—Pennsylvania Greyhound 
Lines, Inc., Cleveland, O., common car- 
rier application. 

May 14—Indianapolis, Ind.—U. S. Ct. House § Crooks 
and P. O. Bldg. Currie: 

* MC 106657—Jansma Cartage Co., Munster, — Griswc 
Ind., common carrier application. Midlar 

May, 14— Kansas City, Mo.—Hotel Pickwick— —sT 

MC 145, Sub. 3—W. Massey, La Cygne, — 

este: 

” ge od a cover —. -_ 

ay ebanon, N. .—Municipa g.—BB F 
Jt. Bd. 133: on 

* MC 106093, Sub. 1 (amended)—Rutland- 

White River Line, White River Junction, 
Vt., common carrier application. 

May 14—Los Angeles, Calif.—Fed. Bldg.—p, Mead 
Jt._ Ba. TS: : I 

* MC 2890. Sub. 4—All-American Bus Lines,f Pettit 
— Chicago, Ill., common carrier appli-f 
cation. 

* MC 50006, Sub. 11—Pony Express Stages,|) Crest 
Los Angeles, Calif., common carrier ap-f I 
plication. ) Henry 

a Angeles, Calif.—Fed. Bldg.—Jt.)} India 

* MC 2890, Sub. 4—All American Bus Lines, 

Inec., Chicago, Ill. : 

May 14—Monte Vista, Colo.—Federal Bldg.f} , , 
—Jt. Bd. 125: —- 

MC 104742, Sub. 3—J. F. Gallegos, Fort 
_—. Colo., common carrier applica-f}/ lowa 

on 

May_14—New York. N. Y.—641 Washington} 
St.—Examiner Myers: 

* MC 1117. Sub. 1—C. & L. Motor Transporta-f 
tion Co., Inc., Yonkers, N. Y., commonf} Unio 
carrier application. i 

* MC 35628, Sub. 83—Interstate Motor Freight} Loui, 
System, Grand Rapids, Mich., common} 
carrier application. ‘ 

May_14—New York, N. Y.—641 Washington 
St.—Examiner Simms: 

* MC 106556—Windsor, Inc., Stockport, N.§} Comn 


Y., contract carrier application. 
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MERCH A 


WAREHOUSE 


PUBLISHED 


This Section has been designed to provide 
@ traffic and sales managers with con- 
veniently organized information about the 
merchandise and cold storage warehouses in 
the principal distribution centers of the 
country. 
Admission of an advertiser to this Section 
indicates: 
1. That the company operates a warehouse 
that specializes in serving the needs of 
large industrial shippers. 


2. That information is kept up-to-date— 
provision has been made for the correc- 
tion of data each month. 


3. That the advertisers have been carefully 
investigated. 


While every reasonable precaution has 
been taken—including the checking of bank 
and other references—to restrict the adver- 


WD SE. 


IN THE FIRST WEEK'S 


tisers in this Section to companies known for 
their integrity, TRAFFIC WORLD assumes no 


responsibility for dealings or service. It 
requests, owever, that any  misrepre- 
sentation or unsatisfactory experiences, 


should they arise, be reported. The fact 
that certain warehouses are not listed here is 
no indication that they are not responsible. 

Symbols and Abbreviations: Copy has 
been kept free from any except standard 
abbreviations. Four symbols are used to 
provide a ready reference to the types of 
services offered. 


*” Merchandise warehouse 
O Cold Storage warehouse 


Mk) Both a cold storage and merchandise 
warehouse 


D Water dock facilities 
Hi Household goods 
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AND COLD “$9.0 RAGE 


SECTION 


ISSUE EACH MONTH 





If no address is shown under the heading 
“Facilities,” the location of the warehouse is 
the same as that shown for the office. In case 
the facilities consist of several units, the loca- 
tion of each unit is usually shown. 


Insurance rates: The rate shown is the 
lowest charge per $100 per year—100% cov- 
erage unless otherwise specified. 


Floor Load: Indicates range or maximum 
weight capacity in pounds per square foot. 


Use this Guide as an Index to Your 
Warehouse Files: Since this Guide is re- 
stricted to warehouses that specialize in serv- 
ing major shippers, it becomes an automatic 
index to your wcrehouse reference files. The 
inclusion of basic data in every listing makes 
possible effective preliminary selections. 








Geographical Index of Merchandise and Cold Storage Warehouses Serving Key Distribution Areas 


CALIFORNIA 


ALAMEDA—Page 2 
Encinal Terminals 
LOS ANGELES—Page 2 
California Warehouse Co. 
Metropolitan Warehouse Co. 
sOverland Terminal Whse. Co. 
Star Truck & Warehouse Co. 
Westland Warehouses, Inc. 
OAKLAND—Page 2 
Howard Terminal 
SAN FRANCISCO—Page 2 
San Francisco Warehouse Co. 


COLORADO 


DENVER—Page 2 
The Weicker Tfr. & Stge. Co. 


DISTRICT OF COLUMBIA 


WASHINGTON—Page 2 
Terminal Stge. Co. of Wash. 


ILLINOIS 


CHICAGO—Pages 2-3 
Crooks Terminal Warehouses 
Currier-' Warehouses, Inc. 
Griswold-Walker-Bateman Co. 
Midland Warehouses, Inc. 
North Pier Terminal 
Terminal Warehouse 
Wakem & McLaughlin, Inc. 
Western Warehousing Co. 
EORIA—Page 3 
Federal Warehouse Co. 


INDIANA 
EVANSVILLE—Page 3 
Mead Johnson Terminal Corp. 
FORT WAYNE—Page 3 
Pettit’s Storage Warehouse Co. 
HAMMOND—Page 3 
Great Lakes Warehouse Corp. 


INDIANAPOLIS—Page 3 
Henry Coburn Stge. & Whse. Co. 
Indiana Terminal & Refrigerating Co. 


IOWA 
CEDAR RAPIDS—Page 3 
American Trfr. & Stge. Co. 
WATERLOO—Page 3 
lowa Warehouse Co. 


KENTUCKY 


LEXINGTON—Page 4 
Union Transfer & Storage Co. 


LOUISVILLE—Page 4 
Louisville Public Warehouse Co. 


LOUISIANA 
NEW ORLEANS—Page 4 


Commercial Terminal Warehouse Co. 


MARYLAND 


BALTIMORE—Page 4 


Camden Warehouses 
Terminal Whse. Co. of Baltimore 


MASSACHUSETTS 


BOSTON—Page 4 


¢Boston Tidewater Terminal, Inc. 
Hoosac Storage & Warehouse Co. 
@Merchants Warehouse Co. 


MINNESOTA 
MINNEAPOLIS—Page 4 


Minneapolis Terminal Warehouse Co. 


ST. PAUL—Page 4 
Midway Terminal Warehouse Co. 
St. Paul Terminal Warehouse Co. 


MISSOURI 


KANSAS CITY—Page 4 
Adams Transfer & Storage Co. 
&Crooks Terminal Warehouses 

Merchandise Warehouses, Inc. 


ST. LOUIS—Page 5 
S. N. Long Warehouse 
Rutger St. Warehouse, Inc. 
St. Louis Terminal Warehouse Co. 


NEW JERSEY 
ELIZABETH 
¢Bayway Terminal Corp. 
JERSEY CITY—Page 5 
Harborside Warehouse Co., Inc. 


NEWARK 
¢Newark Tidewater Terminal 


NEW YORK 
BUFFALO—Page 5 


¢Keystone Warehouse Co. 
The Lederer Term. Whee. Co., Inc. 





NEW YORK—Page 5 


Baltimore & Ohio Stores, Inc. 
¢Lincoln Tidewater Terminals 


ROCHESTER—Page 5 
B. R. & P. Warehouse, Inc. 


OHIO 
AKRON—Page 5 
Cotter City View Storage Co. 
CINCINNATI—Page 5 


The Baltimore & Ohio Whse. Co. 
Cincinnati Merchandise Whses., Inc 
Cincinnati Terminal Warehouses, Inc. 


CLEVELAND—Pages 5-6 


The Lederer Term. Whse. Co. 
National Terminals Corp. 
The Otis Terminal Warehouse Co. 


COLUMBUS—Page 6 
The Columbus Terminal Whse. Co. 


TOLEDO—Page 6 


Great Lakes Terminal Warehouse Co. 


PENNSYLVANIA 


PHILADELPHIA—Page 6 
@Merchants Warehouse Co. 


Pennsylvania Whsg. & Safe Dep. Co. 


Philadelphia Piers, Inc. 
Terminal Warehouse Co. 


PITTSBURGH—Page 6 
Kirby Transfer & Storage Co. 
SCRANTON—Page 6 
Quackenbush Warehouse Co. 


SOUTH DAKOTA 


SIOUX FALLS—Page 6 
Wilson Storage and Transfer Co. 


DISPLAY ADVERTISERS 


4 See listing in this section—also display advertising in this and other issues. 


See display advertising in other issues—no listing in this Section. 


TENNESSEE 
MEMPHIS—Page 6 


Poston Warehouses 
United Warehouse & Terminal Corp. 


TEXAS 
DALLAS—Page 6 


The Dallas Trans. & Term. Whse. Co 
Interstate-Trinity Warehouse Co. 
Koon-McNatt Storage Co. 


HOUSTON—Page 6-7 
Federal Warehouse Co. 


Houston Term. Whse. & C. S. Co. 
Patrick Transfer & Storage Co. 
Universal Terminal Warehouse Co 


UTAH 
OGDEN—Page 7 
Western Gateway Storage Co. 
SALT LAKE CITY—Page 7 
Security Storage & Commission Co. 


VIRGINIA 
NORFOLK 
¢Norfolk Tidewater Terminals 
RICHMOND—Page 7 
Brooks Transfer & Storage Co., Inc. 


ROANOKE-—Page 7 
Roanoke Public Warehouse 


WASHINGTON 


SEATTLE—Page 7 
Eyres Transfer & Warehouse Co. 

TACOMA—Page 7 
Pacific Stge. Whse. & Dist. Co. 


WISCONSIN 


MILWAUKEE—Page 7 
Hansen Storage Co. 
National Terminals Corp. 
National Warehouse Corp. 
Terminal Storage Co. 


CANADIAN SECTION 


QUEBEC 
MONTREAL—Page 7 
St. Lawrence Warehouses, Inc. 
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Serial Page 1406 California 
ALAMEDA, CALIF. 


ENCINAL TERMINALS 


ON SAN FRANCISCO BAY 
Shipside Terminals Warehouses 


GEN’L OFFICES: ALAMEDA, CALIFORNIA, Phone LAkehurst 3-1311 
NEW YORK OFFICE: 32\Broadway, Phone Digby 4-7353 
SAN FRANCISCO OFFICE: 315 Montgomery St., Phone YUkon 2484 


ACILITIES—Stee! Warehouses; rotected; 
Watchmen; Private Siding A.T.&S. ATT. .P.-W.P.- 
Alameda Belt Line Ry. 100-car capacity, free 
ae. Dock: 5 Piers—1780 ft. Berthing Space, 
on San Francisco Bay. Shipside Storage. Open 
Yard Storage. 50-truck dock. 

SERVICE FEATURES—Specialize in grocery and 
food products. Labeling. Sorting. Strapping. Dis- 
tribute Pool Cars. Motor Terminal Drayage service 
available to East cities, San Francisco and 
other Calif. ints. U.S. Customs Bonded. Con- 
solidated Rail and Water carloads. L.C.L. Freight 
Station. General covered Storage. Office space. 


LOS ANGELES, CALIF. 


— . 
California Warehouse Co. 
Established 1915 

W. E. Fessenden * 1248 Wholesale St. 
b me and Manager none Tel.—Trinity 2211 

FACILITIES—130, 8q. sq. ft. steel-concrete const. 
ep throughout. A.D.T. sys. Ins. rate 

2c. 6 car siding on Santa rol ge switch. 
Motor truck plat. 16 truck capa 

VICES—Pool car aon | = caitlin own 
delivery system—City and L. A. Harbor. Tem- 
perature controlled basement storage. Office 
epace available. Free parking—convenient and 
non-congested district. 
ASSOCIATIONS—A.W.A., Amer. Chain of Whses. 


LOS ANGELES, CALIF. 
Metropolitan Warehouse Co. 


Established 1924 Incorporated 


W. H. Tyler * 1340-56 E. Sixth St. 
General Manager Tel.—Trinity 9861 
PACILITIES—270,000 sq. ft.; Fireproof, reinforced 
concrete const.; Sprinkler sys.; A. D. T. alarm 
service. Ins. rate, 11.7. Siding on A. T. & S. F. 
Ry.; capacity, 18 cars; free switching. Motor 
a platform: capacity, 22 trucks, sheltered. 

SERVICE FEATURES—Pool car distributors. Mo- 
tor transport service available. Cooler rooms. 


ASSOCIATIONS—Calif. W.A.; Los Angeles W.A. 


LOS ANGELES 21, CALIF. 


Overland Terminal Warehouse Co. 
Established 1931 Incorporated 


Gordon Ross ye 1807 E. Olympic Bivd. 
Vice Pres.-Mgr. Tel.—Trinity 1146 


PACILITIES—426,393 sq. ft.; Fireproof, steel and 
concrete const.; Floor load, 250 lbs.; Sprink. sys.; 
A. D. T. Ins. rate, 10.8c. Siding on Un. Pac.; 
cap.. 25 cars; free switching of competitive traf- 

Sheltered Motor Plat., 22 truck doors. 

ICE FEATURES—Bonded: U. S. Customs, 
Pool car dist. Motor transport service. Cool 
Rooms—cheese, dates, nuts (32-40°); other com- 
modities at 41° up. ndy storage. Display 
cooms and offices—convenient to business district. 
ASSOCIATED with Crooks Terminal Warehouses 
Inc., Chicago, Kansas City and New York. 

Watch wo ay Rey ~~ on 
facie Fe Covers! 


Colorado - 


LOS ANGELES, CALIF. 
Star Truck & Warehouse Co. 


Established 1892 


E.S. Stanley ye 1855 Industrial St. 
Owner Tel.—Mutual 9141 
FACILITIES—250,000 sq. it.; Fire roof, reinfd. con- 
crete const.; Floor load, 250-600 Ibs. ; Sp rink. s eh 
A. 5. 7.3 Watchmen. Ins. rate, 11 Te (30%) Si 
on A. T. & S. F.; free switch. 
SERVICE FEATURES—Licensed, Calif. R. R. Com. 
Very cool basement for candy, etc. Specialize in 
drugs, toiletries, canned goods, elec. appliances. 
Pool car. dist.; 108 pcs. equipment. Motor term. 
BY—Distribution Service, Inc 


LOS ANGELES, CALIF. 


Westland Warehouses, Inc. 
Established 1923 


G. G. Franklin > 4814 Loma Vista Ave. 


General Manager 


FACILITIES — 352,355 sq. ft. Fireproof, reinf. 
conc, yay er Sys. Watchmen. Ins. lc per mo. 
Siding: L. A. Junc. Ry., 48 cars. Free switch.: 
A. f. & &. P, 8. P.. U. P. and P. E. Ample 
Motor truck platforms. 

SPECIAL SERVICES— Pool cars. Daily mot. 
transp. to So. Calif. ints. Free ,ickup. 
ASSNS.—A.W.A., C. , LAA.W.A., M.T.A.S.C. 


OAKLAND, CALIF. 


Howard Terminal 


Established 1900 Incorporated 
H.D. Muller, Whse.Mgr. ye.) 95 Market St. 
W. B. Walton, Whse. Supt. GLencourt 4722 
FACILITIES—Prop. owner; Firepf. brick and steel 
const.; ag fl. ld. 550 lbs.; sprinkler; TERE. atch.; 
.T.; ins. 12¢ to 23c; sidings S.P.,A ag WP. 
Ry., Howard T. Ry., 70 cars; free swi 
60 trucks; 4 one “docks, 400 ft. = 
SERVICE FACILITIES—U.S. Customs bonded; pool 
car distr.; motor terminal; stge., off. and display 
space; Consolidated rail and water carloads, 
MEMBER—A. W. A.; Calif. W. A.; S. F. W. A. 


SAN FRANCISCO, CALIF. 


San Francisco Warehouse Co. 
Established 1899 Incorporated 


Henry F. Hiller * 647 Third St. 
President Tel.—Sutter 3461 


FACILITIES — (1) Continental Warehouses, 625 

Third St.; 265,000 sq. ft.; Elec. roa detection sys. 

(2) Security Warehouses, sane Me Folsom Sts.; 

py ea sq. ft. Ins. rate 26c. gation. Railroad 
ngs. 


SERVICE FEATURES—Pool car distribution. 


REPRESENTED BY—Distribution Service, Inc. 


DENVER, COLO. 
The Weicker Transfer & Storage Company 


Established 1899 lacorporated 


R. V. Weicker . 1700 Fifteenth St. 
President Tel.—MA 3221 
FACILITIES—250,000 sq. ft. Fireproof and mill 
construction, sprinkler system. Insurance rate 
9.3c. Free ener from all railroads. 
SERVICE ATURES—Merchandise and house- 
hold ee a stored. Pool car distribution. Motor 
freight term. Statewide motor frt. service daily. 
REPRESENTED BY — Distribution Service, Inc.; 
American Chain of Warehouses. 

ASSNS.—A. W. A.; Colo. Tir. & Whsemen’s Assn. 


ASHINGTON, D. C. 
The Terminal Storage Company of Washington 


Established 1903 Incorporated 
W.E. Edgar yy First & K Sts., N. E. 


pone Tel.—Metropolitan 4685 
ACILITIES—10 buildings, 243,000 sq. ft. of which 

130, 000 sq. ft. is of fireproof construction. Private 

watchmen. Floor load 250-600 lbs. Sidings, B. & 

O. R. R.; capacity 20 cars. Motor platform—Ca- 

pacity 30 trucks. 

SERVICE FEATURES—Pool car distributors. Local 

cartage. — for lease. 

ASSOCIA I—A. W. A. (Mdse.). 


Tel.—Lafayette 1101. 


SECTION 
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CHICAGO 7, ILL. 


Crooks Terminal Warehouses 


Established 1913 *D incorporated 


433 W. Harrison St. Tel.—Wabash 4070 


Harry D. Crooks, President 


New York Office 


George G. Roddy 271 Madison Ave. 
Murray Hill 5-8397 


South Side Warehouses—On the Belt Ry. of Chicago 
adjacent to Great Clearing Interchange Freight Yard. 


Facilities 


@ Downtown Warehouse, 417-39 W. Harrison St. 
(directly opposite main post office): 100,000 sq. ft.; 
Brick and reinforced —e= const.; Floor load, 
300 lbs. Siding on C. B. & Q.; capacity 75 cars. 
Tunnel connection. 50 truck loading doors. 


@ Burlington 14th Place Warehouse, 429-49 W. 
14th Pl. (adjacent to downtown district): 90,000 
sq. ft.; Brick and reinforced concrete \ Floor 
load, 300 Ibs. Siding on C. B. & Q. R 


@ 35th St. Warehouse, 2704-44 W. no St (Cen- 
tral location, near Chicago Stock Yards), 150,000 
sq. ft.; Brick, mill and concrete const.; Floor load, 
300 lbs.; 3 Sprinkler Sy8.; et es -y Fe— 
I. C—Penna.—C. R. & I. and I. H 


@ South Side Warehouses, 5817-5967 W. 65th St. 
focgealatier adapted to in-transit storage): 350,000 
sq. ft.; Brick, mill and concrete const. Floor load, 
200-500 lbs.; Sprinkler sys.; Siding on Belt Ry. of 
Chicago; capacity, 60 cars; direct rail with own 
South Chicago dock. 

@ South Chicago Waterfront Warehouses, 103rd 
St. and Calumet River—West Bank: 60,000 sq. ft.; 
=" sous « Floor load, 250 lbs. Siding on Belt 

of Chicago; capacity, $0 cars. Water Dock: 
ae A 1500 ft.; draft, 20 ft. 


Service Features 


Bonded: U. S. Customs; State. Pool car distribu- 
tors. Motor transport service available. Equip- 
ment for handling any of vessel or — 
plus storage facilities. L.C.L. trap car se 


Associations 
A. W.A. (Mdse.); Ill. Assn. Mdse. Warehousemen. 


Watch Display Advertisements on 
Inside Front Covers! 


CHICAGO, ILL. 


Currier-Lee Warehouses, Inc. 
Established 1913 
Ward Castle yy 427-473 W. Erie St. 
President Tel.—Superior 9066 


FACILITIES—250,000 sq. ft.; heavy joist const. 
A.D. 3. Sprinkler alarm; watchmen. rumigation. 
Ins. 19c. Sidings on C. M. St. P. & P., cap. 21 cars; 
free switch. Shelt. motor platf.; cap. 18 trucks. 
SERVICE FEATURES—Bonded: State; Licensed, 
U. S. Whse. Act. Pool car dist. Motor freight 
term. Space for lease: Storage, Office. Financial 

service. Specialize in food products. Cool rooms. 
ASSNS.—A.W.A. (Mdse.); Ill. Assn. Mdse. Whsmn. 


A Wonderful Service 


“You have been and are providing a won- 
derful service. We therefore use Merchan- 
dise Warehouses for the convenienct of cus- 
tomers for storing excess stocks or bulk 
goods, and for distribution purposes.”—Traf- 
fic Manager, Owensboro, Ky. 





